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“~.. AND THEY HAVE DONE IT” |] Buy More 


“Delivery of war goods, delivery of raw materials, ‘aus WAR BONDS 
transportation for millions of men, in addition to the 

ordinary heavy railroad work, have challenged the 

abilities of all concerned and have taxed the physical 

properties almost beyond endurance. Still the rail- 

roads have functioned. Att the outset of the war 

the railways officials said they would do the job, and 

they and their employes have done it. 


Tulsa, Okla., “World” 


Now, Mote Than Ever - P 
CK SEewice Institution 
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Q. Canning of fresh food was invented in a Q. Venice has no gondola monopoly; America 
French candy shop. Fact or fiction? uses thousands. Fact or fiction? M 
A. Fact. In 1809. Perfection of modern A. Fact. U. S. gondolas (open top freight s 
canning is found in 2 million cases of famous cars) hauled nearly 2 million tons of crushed 
Washington-Oregon fruit shipped every rock ballast in 1942-1943 to improve the U 
Northern Pacific Railway’s tracks. 
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Q. Northwest wheat growers grind their own Q. Some farms in N. P. territory wait 50 years Q. “Main Street of the Northwest’’ is the name q 
flour for home use. Fact or fiction? for harvest. Fact or fiction? of.a novel. Fact or fiction? 
A. Fiction. Farmers buy much of the A. Fact. Lumbermen have registered 2,- A. Fiction. It’s the Northern Pacific Rail- F 
400,000 tons of flour—enough for 76,190,476 250,000 acres of tree farms in the states of way, known as ‘‘Main Street of the North- I 
loaves of bread—hauled yearly by Northern Washington and Oregon on which they west” because it links more of the Northwest's 
Pacific, ‘Main Street of the Northwest’’. will cut only 50-to-100-year-old trees. important centers of population. [ 
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16 powerful new locomotives are helping the R. F. & P. move | 
more freight faster than ever before through Potomac Yard and Richmond. The expenditure 
of $4,000,000 for these road engines and new diesel-electric switch engines and for new yard 


trackage, along with highly appreciated shipper cooperation, enables the R. F. & P. to carry 


without delay in some forty daily fast freights the present 








war traffic that is three times the 1940 pre-war volume. 





JOHN B. MORDECAI, Traffic Manager 


RICHMOND, VIRGINIA 
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RICHMOND, FREDERICKSBURG AND POTOMAC RAILROAD 





The Port of 
SAN FRANCISCO 


CENTER OF PACIFIC COAST SHIPPING 
FOR A CENTURY 


BOARD OF STATE HARBOR COMMISSIONERS 


Ferry Building — San Franciseo, California 
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ALL TOGETHER! 


Norwrrnsranpinc the remarkable transportation 
record set up by American Railroads in 1943, when 
ton miles increased from 638 billions in 1942 to 
730 billions, The SOO LINE, with other carriers, is 


now aiming at a still greater performance for 1944. 

From the standpoint of war transportation, the 
months ahead are expected to present an extremely 
critical period and to meet that situation, we will 
redouble our efforts to keep cars rolling. To accom- 
plish that purpose we will again require the co- 
operation of shippers and receivers of freight by— 


1. Limiting orders for cars to those actually re- 
quired and which can be loaded promptly. 


AN INTERNATIONAL 





2. Loading cars to full load limit or cubic capacity. 


3. Loading and billing cars on day placed or within 
24 hours after placement. 


4. Unloading immediately and notifying the rail- 
road as soon as cars are unloaded. 


5. Cleaning cars thoroughly and promptly so that 
they may be immediately used for the next load, 
thereby avoiding the delay involved in handling 
the car to the “rip-track” for cleaning. 


With such cooperation, we'll be able to accomplish 
our 1944 goal—an improvement of 10% in overall 
freight-car performances. 


00 TRANSPORTATION SYSTEM 
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Look... 
she's wearing nylons ! 





Your post-war boat will not use old- 
time ropes of hemp—she’ll have nylon 
lines, seven times stronger, easier to tie, 
and proof against fraying or burning. 
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No distant dream, nylon rope is now 
proving itself on the battlefronts. Out 
of the laboratories and work-shops of 
American industry—another matter-of- 
fact miracle will enter your daily life! 
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in PART OF THE PICTURE OF AMERICA TOMORROW 

il- 1 Chemicals for Synthetics — handled 3 High-octane motor fuel — carried in 
through General American Tank specialized railroad tank cars, de- 
Storage Terminals, where industry signed and built for it by General 

al stores its bulk liquids safely and American Transportation. 

d, nen 4 Perishable foods — protected at the 

ig 2 Plastic-glass windshields — produced source by General American Pre- 
in plants using welded equipment Cooling service, safely carried across 
made by General American Plate & the continent in General American 

sh Welding Division. refrigerator cars. 
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GENERAL AMERICAN TRANSPORTATION 
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MOVED MOUNTAINS | 
Ss thi 
FoR WARTIME BUILDING | 
7 tics 
There’s nothing very romantic about a carload of | prj 
sand or gravel or crushed stone. But for every car- or 
load of cement used in wartime construction of camps 1 reg 
and factories, runways and roads and power plants it | 
—many carloads of sand and gravel were needed. | ,, 
This tremendous transportation assignment re- 9 the 
quired no special skill or facilities. It did require 9 spe 
thousands of cars, and many locomotives, at a time “oF 
when both were at a premium. But the records show tall 
that the materials were moved, and the construction do 
projects completed. That is an unpublicized, but ma 
essential part of the railroads’ wartime performance. ers 
When peace returns, civilian building will be re- it, 
sumed. Then again the railroads will be called on to of 
move mountains of'sand and gravel and crushed 
stone. And then, as always, they will be ready to do —_ 


the job—quickly, efficiently, at low cost. 


DO. CHICAGO 
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served by the Illinois Central in 14 


SERVICE IN WARTIME—Our entire Traffic Depart- 
ment is a service organization for the duration, with 
one objective—to help speed Victory by aiding ship- 
pers and travelers. 
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Trattic World and **Politics”” 


Every now and then—usually at a time when some 
of our readers are questioning our policy—we ex- 
plain what that policy is with respect to so-called “‘poli- 
tics” and the editorial treatment of subjects not directly 
connected with transportation. We are doing it now— 
explaining, we mean, not apologizing. 

Always it is some one bitterly opposed to some- 
thing we have said who objects to what he calls going 
outside of our transportation province to deal in “poli- 
tics’. As a matter of fact, however, we very seldom 
print anything in this column that does not deal directly 
or indirectly with some phase of transportation or its 
regulation. On the rare occasions when we do, we do 
it partly because we feel the obligation to our readers 
to make a certain point, and partly for the same reason 
that often leads traffic clubs, for instance, in selecting 
speakers for their formal dinners, to enlist men who can 
“give us a rest from transportation” and, for a change, 
talk about something else interesting or important. We 
do not, we believe, go to unreasonable excess in this 
matter and, to the extent that we do it at all, subscrib- 
ers, of course, can read it or let it alone, or, having read 
it, ignore it. We are not, in printing it, depriving them 
of anything they should have. 


So much for our general policy. Now, as to the 
“politics”. It seems to be impossible in this land of 
loose-thinking people for anyone to say anything about 
a public question or a public man, office holder or other, 
without being accused of “playing politics’. For in- 
stance, if we criticise some action of President Roosevelt, 
we are a political opponent of his. If we are for a meas- 
ure that happens to be sponsored by Republicans, we 
are anti-Democratic, and if we are for something that 
anti-New Deal Democrats are for, then we are anti-New 
Deal. Of course, that is all nonsense. We don’t care a 
picayune who or what gang is for or against a measure, 
or who is guilty of a certain act, or what party he be- 
longs to, if we have views on that measure or are op- 
posed to what a certain individual is doing. One is 
“playing politics” only if one’s opposition or approval is 
based on political allegiance. It is played constantly 
in Congress and by the administration, to be sure, and 
that is to be deplored, but we are not guilty of it. Of 
course, we know that many who make this charge of 
“playing politics” do not actually believe it; they only 
make it because it sounds more or less effective; but 
there are others whose thinking powers are so weak 
that they really cannot distinguish between politics and 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 


A scientific and fair treatment of the transportation 


problem by the board created by Congress to make recom- 
mendations for legislation. 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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genuine criticism or approval. If a man who is being 
criticised is an outstanding member of a political party 
or a measure under consideration is sponsored by 
Democrats or Republicans, that is enough for them. 
And, of course, President Roosevelt can never be criti- 
cised without exposing the one doing the criticising to 
the charge that he is “playing politics.” If we criticise 
Henry Wallace, that must be because he is the vice- 
president in the New Deal administration and not be- 
cause, Democrat, Republican, New Dealer, or what not, 
he does not tell the truth and doesn’t know what he is 
talking about. 


And that brings us to the ultimate foolish charge 
that one who criticises the President or questions any 
of his acts is an enemy of “unity” and is doing his best 
to lose the war. Just imagine what could and probably 
would happen in this country if this plea were to be 
effective—if no one, under pain of being labeled dis- 
loyal, could criticise any act of the administration! 
How could we even have an opposition party with a 
platform on which to stand? It is the duty as well as 
the privilege of citizens to criticise and to do so loudly. 
The pity of it is that there are so many who, though 
they know what they think, are too cowardly to give 
expression to their feelings. They may or may not 
believe that “unity” requires that everything done 
or proposed be accepted without a murmur, but, even 
if they do not, it sounds good to talk about “unity” 
and the “disloyalty” of those who disagree with the 
administration. So far as the actual management of 
the war is concerned, the point may be well taken, for 
the layman can know little about such things and is 
not competent to criticise. But as for the rest—the 
things that are done on the domestic front and the kind 
of world we shall have after the war is won—those who 
talk about the necessity for “unity” are uttering pop- 
pycock. 


We have been gratified by the communications we 
have received in connection with the recent incident 
that inspired this editorial comment. Those who ap- 
‘prove not only our general policy but what we said in 
the particular instance, by far outnumber those who 
disapprove. This applies not only to the letters that 
we have printed, but to those we have not printed. That 
they were not printed is due either to the requests of 
the writers or to the fact that they failed to identify 
themselves, in accordance with our rule. 


This rule, we know, sometimes works a hardship 
on one who might like to state his views in our columns 
but whose employer objects to his doing so and identi- 
fying himself, or who thinks his employer might feel 
that way. This is unfortunate, but we hold to the rule, 
nevertheless, our opinion being that, when anyone ex- 
presses himself in a printed communication, our readers 
are entitled to know who he is, just as they know who 
we are. That newspapers generally do not follow this 
rule is proof only that they are guilty of foolishness. 
Of what possible value is it to you to read a letter signed 
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“X.Y.Z.” or even “John Smith”, if you don’t know 
who “X.Y.Z.” or John Smith is and, therefore, are not 
able, perhaps, to account in some sort for his opinions, 
and what good does it do you to know that the editor 
may know who he is—though he often does not? 

At any rate, we shall pursue the even tenor of our 
way. We like to get letters and to print them, whether 
you like us or not, but we insist that you may neither 
kiss us nor kick us in our columns without saying who 
you are. 


More “Bunk” 


We note the following headline over the story in 
Railroad Data—put out by the Eastern Railroad 
Presidents Conference—of addresses by R. V. Fletcher, 
vice-president, A. A. R., and D. B. Robertson, president 
of the Brotherhood of Locomotive Firemen and En- 


ginemen, before the Economic Club in New York last 
week: 


“Fletcher and Robertson Credit Results (of rail- 
roads’ war time performance) to Excellent Manage- 
ment and Loyalty and Patriotism of Workers.” 


Whatever Mr. Robertson may have said, we find 
nothing in Mr. Fletcher’s remarks to justify such a 
glorification of the “workers’—who threatened to tie 
up the country’s transportation if their wage demands 


were not granted. But, whoever said it, it is pure 
“bunk.” 


FORWARDER REVENUES 


Freight forwarders having gross revenues of $100,000 or 
more a year had transportation revenue of $46,532,024 in the 
third quarter of 1943, according to a compilation of the Com- 
mission’s Bureau of Transport Economics and Statistics of 
revenues, expenses and statistics of freight forwarders, state- 
ment Q-950. 


The compilation showed total transportation purchased as 
$36,821,316, and total operating revenues of the forwarders as 
$9,903,782. Total operating expenses were $9,008,227, and reve- 
nue from forwarder operations $895,555. Net income after 
la and provision of $326,695 for income taxes, was 


In that quarter of 1943, freight forwarders received 
1,281,353 tons of freight, and 5,225,900 shipments, from shippers. 


FOREIGN-FREIGHT FORWARDING 


In a report submitted to Congress, covering activities of 
the War Shipping Administration pursuant to legislation em- 
bodied in public law 498 of the Seventy-seventh Congress in 
the period from October 1, 1943, to January 26, 1944, War 
Shipping Administrator Land said that the W. S. A. had con- 
cluded contracts with four additional foreign-freight forward- 
ing companies at New York City. Those companies, he said, 
were: Rediker Bros. Shipping Co.; J. E. Bernard & Co., Inc.; 
The Gallie Corporation, and the Seven Seas Mercantile Trans- 
port Co., Inc. 


“It is anticipated that further contracts will be negotiated 
as new Lend-Lease movements and contemplated relief ship- 
ments get under way and these will be reported in subsequent 
reports to Congress,” he said. 


He stated that in commercial practice the forwarding or 
similar services of “bulk cargo” was generally performed by 
“freight brokers” rather than by “freight forwarders,” and that, 
accordingly, arrangements had been concluded whereby “freight 
brokers” might be engaged by the W. S. A. to handle bulk 
cargoes under the forwarding procedure. Services of such 
brokers were performed under procedure prescribed in the war 
shipping administrator’s general order No. 38, issued November 
29, 1943, he said. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Denial of Motor Certificate 


Saying that the record completely failed to show any need 
for the proposed service, particularly after the termination of 
the present emergency, the Commission, division 5, by a report 
and order in MC 104366, Sub. 3, Brown Carryall Co. Common 
Carrier Application, has denied the application. Brown Carry- 
all had asked a certificate authorizing the transportation of 
heavy articles requiring special equipment for handling be- 
tween points in Cuyahoga county, O., on the one hand, and, 
on the other, points in Ohio, Illinois, Indiana, Michigan, Mis- 
souri, West Virginia, Pennsylvania, New Jersey, and New York. 
The report pointed out that the applicant had temporary 
authority, granted May 17, 1943, for not to exceed 180 days, 
to transport electrical control equipment from Cleveland to 
Chicago, Ill., and that applicant had no other authority to 
operate in interstate or foreign commerce. 

Protestant rail carriers had submitted exhibits showing 
the ownership by eight western carriers and the New York 
Central system of special freight carrying equipment, the num- 
ber of shipments of iron and steel commodities of unusual size 
or weight carried in one month in 1942 by the various carriers, 
and typical shipments of commodities of unusual size or weight 
transported by rail carriers between various points in the east, 
the report said. It said that shipper witnesses appearing in 
support of the application were not familiar with the service 
such carriers were authorized to perform, and had offered no 
criticism of the rail service except with respect to the added 
expense involved for loading and blocking the shipments. If 
added that, if additional temporary authority during the emer- 
gency was desired, it might be applied for. 

Commissioner Lee, concurring in the result, said applicant 
had not shown that there were no motor carriers at Cleveland, 
or in Cuyahoga county, possessing authority to transport arti- 
cles requiring special equipment between Cuyahoga county and 
points in the states named in the application. In view of this, 
he said, he concurred in the result, but added that if such a 
showing had been made he would favor issuing the authority 
sought by the applicant. He said he believed that, in a great 
manufacturing city like Cleveland, some resident motor car- 
rier should be authorized to transport such heavy and bulky 
articles as required special equipment. The fact that a Buffalo, 
Columbus, or Chicago motor carrier might possess such author- 
ity with respect to Cleveland did not, in his opinion, satisfy 
the transportation requirements of Cleveland, said Commis- 
sioner Lee. He said Congress had not intended that the Com- 
mission should so limit the issuance of motor carrier operating 
authority that a Cleveland shipper would have to contact car- 
riers in distant cities to obtain necessary transportation service. 


FAGAN TRANSPORTATION PURCHASE 


By a report and order in MC F-2264, Everett H. Jenkins— 
Control; Henry Jenkins Transportation Co., Inc.—Purchase— 
Fagan Transportation, Inc., the Commission, division 4, has ap- 
proved the purchase by Henry Jenkins Transportation Co., Inc., 
of Boston, Mass., of certain operating rights of Fagan Trans- 
portation, Inc., of New Britain, Conn., and acquisition of control 
of those operating rights by Everett H. Jenkins, also of Boston. 

The rights involved common carriage of general commod- 
ities between points in Massachusetts and New York, N. Y.; 
between points in Connecticut; between New York and points 
in Conn., and between points in Massachusetts; shop furniture 
from New Britain, Conn., to points in New York; wrenches 
from New Britain to Poughkeepsie, N..Y.; heavy machinery 
and parts from New Britain to Albany, N. = and groceries 
from New Britain to points in Conn. 

The order required elimination of duplications of rights 
purchased with those otherwise confirmed in it. 


FREIGHT FORWARDER ACTION 


By three reports and orders in freight forwarder proceed- 
ings, the Commission, division 4, has authorized the involved 
forwarders, until Dec. 31, 1945, to forward commodities gen- 
erally,-when consigned for export, from New York to other 
Atlantic coast, Gulf, and Pacific Coast ports. Although the three 
forwarders had engaged in handling traffic for export through 
the port of New York prior to the war, the Commission found 


the temporary authority granted consistent with the public in- 
terest and the national transportation policy. 

In FF-3, Mohegan International Corporation Freight For- 
warder Application, the Commission granted a permit authoriz- 
ing operations of Mohegan as a freight forwarder of commodi- 
ties generally when consigned for export, from New York, N. Y., 
to United States ports on the Atlantic coast south of Norfolk, 
Va.; the Gulf of Mexico; and the Pacific Coast, and to Laredo, 
Tex. The permit was made effective March 25. 

In FF-2, Pitt & Scott Corporation Freight Forwarder Appli- 
cation, the Commission granted a permit, effective March 24, 
authorizing operations as a freight forwarder of commodities 
generally when consigned for export, from New York, N. Y., 
to United States ports on the Atlantic coast south of Norfolk, 
Va.; the Gulf of Mexico; and the Pacific Coast, and to Van- 
couver, British Columbia, in so far as such transportation took 
place within the United States. 

In FF-122, Carloader Corporation Freight Forwarder Ap- 
plication, the Commission’s permit, effective March 25, au- 
thorized freight forwarder operations as to commodities gen- 
erally when consigend for export, from New York, N. Y., and 
Philadelphia, Pa., to United States ports on the Atlantic coast 
south of Norfolk, Va.; the Gulf of Mexico; and the Pacific Coast, 
and to Eagle Pass and Laredo, Tex. 


SOUTHERN TRANSPORTATION WATER RIGHTS 


On further hearing in W-40, Southern Transportation Co. 
Contract Carrier Application, the Commission, division 4, has 
issued a report and amended certificate and order, effective 
April 14, cancelling the -certificate and order issued Aug. 10, 
1942. The Commission affirmed its findings in the prior report, 
250 I. C. C. 453, that applicant was entitled to continue opera- 
tion as a common carrier by non-self-propelled vessels with the 
use of separate towing vessels in the transportation of com- 
modities generally between ports and points along the Atlantic 
coast and inland waterways from Massachusetts to North Caro- 
lina, inclusive, except that operations to and from points on 
the Hudson River above the port of New York should be by 
non-self-propelled vessels that were towed by common carriers 
authorized to perform such towage service. The Commission 
also affirmed denial of authority to serve points north of Massa- 
chusetts, south of North Carolina, and on the Gulf of Mexico. 

The Commission also found the applicant entitled to con- 
tinue operation as a common carrier by towing vessels in the 
performance of general towage between the aforementioned 
ports and points. It said that while, in earlier years, most of 
its towage business was to and from Hampton Roads, since 1942 
the applicant had been engaged almost entirely in transporting 
coal from New York tide water to New England ports in com- 
pliance with directions of the Office of Defense Transportation. 
The Commission concluded that the applicant had been holding 
itself out to the public to perform general towage in the same 
general territory in which it had been furnishing service by non- 
self-propelled vessels and separate towing vessels, and that its 
actual operations had been consistent with such holding out. 


WATER CARRIER STATUS 


On reconsideration in W-328, Bay & River Navigation Co. 
Common and Contract Carrier Application, the Commission; 
division 4, has reversed the finding in the prior report, 250 
I. C. C. 474, that applicant’s operation was that of a contract 
carrier. The Commission found the applicant entitled to con- 
tinue operation as a common carrier by self-propelled vessels 
in the transportation of sugar, sugar refinery supplies, and 
equipment, between Crocket, Calif., and Richmond, Oakland, and 
San Francisco, Calif. 

The report said that approximately one-half of the ship- 
ments of sugar transported by the applicant was sold f. o. b. 
production point; that title to the sugar passed to the pur- 
chaser before the transportation began; and that the consignees 
paid the freight charges in many instances. It said that these 
facts had not been disclosed in the application. 

Transportation of property sold f. o. b. production point 
was service for the consignee, it said, adding that interchange 
of shipments by an applicant with recognized common carriers 
pursuant to joint rates or other through route arrangements 
that obviated the necessity of intervention by the shipper at 
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the interchange point made the entire service common car- 
riage. Through the applicant’s concurrence and use of joint 
rates to and from Crockett, published by the Santa Fe and the 
Western Pacific, the report said the applicant had held itself 
out to perform such transportation for any shipper who chose 
to employ it and that, therefore, it was a common carrier under 
section 302(d). 


GULF CARLOADING PERMIT 


By a report, order and permit in FF-144, Gulf Carloading 
Co., Inc., Freight Forwarder Application, embracing FF-147, 
Gulf Carloading Co. of Texas, Inc., and FF-151, New Orleans 
Freight Distributing Co., Inc., the Commission, division 4, has 
authorized Gulf Carloading Co., Inc., to operate as a freight 
forwarder of commodities generally from the District of Co- 
lumbia and all points in 23 states to all destinations in 36 
states and the District of Columbia. The report said the oper- 
ations of Gulf Carloading and its two affiliates formed a single 
transportation business and that, therefore, only one permit 
would be issued. Included in the destination territory were 
points in California, Oregon, and Washington, authority to 
serve which had been opposed by certain protestants. The 
Commission also found that the applicant had not extended its 
service prior to May 16, 1942, to include shipments from 
Louisiana as a state of origin, to Florida or California as 
states of destination. 

The permit and order were made effective March 29, and 
the applications of the two subsidiaries were denied. 


FORWARDER PERMIT DENIAL 


Pointing out that the applicant was controlled by and 
affiliated with National Carloading Corporation, and that the 
authority it sought corresponded with the authority held by 
National, the Commission, division 4, by a report and order in 
FF-71, Texas Package Car Co. Freight Forwarder Application, 
found that issuance of a permit to the applicant would not be 
consistent with the public interest. 

The report cited Universal Carloading & Distributing Co., 
Inc., Freight Forwarder Application, 260 I. C. C. 33, in which, 
it said, a separate permit had been sought by each of four 
affiliated applicants. The Commission had concluded that, as 
the operations of the applicants were conducted as one _ busi- 
ness, only one permit should be granted, said the instant re- 
port, adding that the Commission had followed the same prac- 
tice in other similar proceedings. 


PENNSYLVANIA CERTIFICATES 


Citing the reduction in funded debt in the hands of the 
public and the increase in property investment by the Pennsyl- 
vania, the Commission, division 4, by a report and order in 
Finance No. 14448, Pennsylvania Railroad Co. Equipment Trust 
Certificates, has authorized the Pennsylvania to assume obli- 
gation and liability, as guarantor, in respect of not exceeding 
$4,155,000 of Pennsylvania equipment trust certificates, series O. 
The certificates are to be issued by the Fidelity-Philadelphia 
Trust Co., as trustee, and sold at 100.739 and accrued dividends, 
in connection with the procurement of 18 steam locomotives 
and 500 all-steel box cars. 

The report said the showing the applicant had made from 
1938 to 1943 as to retirement of publicly held long-term sys- 
tem debt, in the amount of $131,781,611 or 11.8 per cent of 
funded debt, and $28,235,557 of guaranteed stocks of lessor 
companies; the very substantial increase of $175,560,487, or 
6.4 per cent, in property investment; the reduction in interest 
on publicly funded debt by $4,714,339, or 10.2 per cent; and 
the proposed payment in 1944 for $13,280,000 of long-term 
debt, warranted the granting of the authority requested. 

Correspondence between the Commission and the Pennsyl- 
vania showed that the Commission had asked what objection 
the company might have to an agreement to retire in 1944, 
or within 12 months after date of the Commission’s order in 
the proceedings, funded debt and guaranteed stocks of system 
companies in an amount equal to the proposed certificates, in 
addition to other debt retirement. In reply to the Commission, 
the Pennsylvania pointed out its policy of debt retirement and 
property investment as reviewed by the Commission in its 
report. 


WATER APPLICATION DISMISSED 

By an order in W-62, Lester F. Alexander Co. Contract 
Carrier Application, the Commission, division 4, has dismissed 
the application of Lester F. Alexander and Wiley L. Wroten, 
doing business as Lester F. Alexander Co., for a permit author- 
izing continuance of operation as a contract carrier by water. 
The order reviewed the operations of the carrier and found 
none of them subject to part III of the interstate commerce 
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act by virtue of the exemption provisions of section 303(b), 
303(d), 303(e), 303(f)(2) and 303(g) (1), or, in part, by reason 
of the exemptions specified in the Commission’s order of Oct. 
29, 1941, in Ex Parte No. 147, Towage of Floating Objects. 
Other operations, said the Commission, were not subject to 
the provisions of part III by reason of the exemption specified 
in the Commission’s order of Aug. 17, 1942, Lester F. Alex- 
ander Co. Exemption, Secs. 302(3) and 303(3), 250 I. C. .C. 463. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
bained by prompt application to the Commission.) 


Phosphate Rock 


No. 28960; Diamond Fertilizer Co. et al. vs. Aberdeen & 
Rockfish Railroad Co. et al., embracing No. 28960, Sub. 1, 
American Agricultural Chemical Co. vs. Aberdeen & Rockfish 
Railroad Co. et al. By division 3. Rates on crude phosphate 
rock, ground and unground, in carloads, from producing points 
in Florida to certain destinations in Illinois, Indiana, Michigan, 
and Ohio, found unreasonable. Reparation awarded and rea- 
sonable rates for the future prescribed. The Commission found 
that the rates assailed had been, were, and for the future 
would be unreasonable to the extent that they had exceeded, 
or might exceed, the following rates plus 3 per cent for the 
period from March 17, 1942 to May 15, 1943: To Cincinnati, 
O., $7.05; to East St. Louis, Ill., and Indianapolis, $7.14; to 
Columbus, O., $7.34; to Marietta, O., and Peru, Ind., $7.55; 
to Maumee, Sandusky, and Toledo, O., $7.64; to Hartsdale, 
Ind., $7.74; to Cleveland, O., and Detroit, Mich., $7.84; and to 
Alliance, O., and Lansing, Mich., $7.94, subject to a minimum 
weight of 100,000 pounds, except where car was loaded to its 
full visible capacity and the actual weight was less than 100,000 
pounds, the minimum to be the marked capacity of the car. 
The Commission further found that E. Raugh & Sons Fertilizer 
Co. and Smith Agricultural Chemical Co. complainants in No. 
28960, and the complainant in No. 28960, Sub. 1, were entitled 
to reparation with interest. Chairman Patterson noted a dis- 
sent. The Commission required establishment of rates that did 
not exceed those aforementioned on or before May 4, on not 
less than 30 days’ notice. 


Intermediate Tariff Clause 


No. 28833, Traffic Bureau, Lynchburg Chamber of Com- 
merce vs. Southern Railway Co., et al. By division 2. Dismissed. 
Amendment of so-called intermediate clause in the tariff pub- 
lishing class rates from and to Lawyer and Lennig, Va., which 
amendment provided that the intermediate clause would not 
apply on traffic originating at or destined to points in official 
territory from or to which rates were published in certain of 
Agent Curlett’s tariffs, the exception listing tariffs publishing 
eastern class rates between Lynchburg, Va., and points in 
trunk-line and New England territories, found to render un- 
necessary an interpretation of the tariff for the future. Also 
found that failure to introduce evidence sufficient to show that 
shipments on which reparation was claimed had been over- 
charged rendered unnecessary tariff interpretation for the 
period prior to the amendment. The report said the Lynchburg 
traffic bureau had alleged that the less-than-carload and any- 
quantity class rates from and to Lawyer and Lennig, to and 
from points in trunk line and New England territories, applied 
to and from Lynchburg, Va., by reason of a so-called interme- 
diate clause in the tariff publishing the class rates from and to 
Lawyer and Lennig. This intermediate clause, it said, had been 
amended after filing of the complaint, but prior to the hearing. 


Ground Barite 


No. 28926, Thompson, Weinman & Co., Inc., vs. Alabama 
Great Southern Railroad Co. et al., embracing No. 28935, Point 
Barite Company -vs. Atchison, Topeka & Santa Fe Railway Co. 
et al. By division 2. Rates on ground barite (barytes), in car- 
loads, from Cartersville, Ga., and Mineral Point, Mo., to points 
in Louisiana, Oklahoma and Texas, found unreasonable and 
unduly prejudicial. Lawful basis of rates prescribed. The 
report said the complaints were directed primarily to the re- 
lation of the present column rates to first class published on 
their product from Cartersville and Mineral Point as compared 
with the rates in effect on ground barite, in carloads, from al- 
leged preferred points. Complainants had requested the estab- 
lishment of rates based on the same relation to first class as the 
rates in effect from Malvern, Ark., a competitive point, said the 
report, on the ground that the ground barytes shipped from 
Cartersville and Mineral Point and the ground barite ore 
shipped from Malvern were identical commodities. The Com- 
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mission said that in Ground Barite Ore from Arkansas to La. 
and Tex. Ports, 251 I. C. C. 487, the Commission had concluded 
that ground. barite and ground barite ore were both crude 
barium sulphate; that both were used in the southwest for 
manufacturing drilling mud; and that, from a transportation 
standpoint, it was impractical to base rates on percentages of 
purity of the same commodity. The report found that the 
assailed rates on ground barytes from Cartersville, and on 
ground barite (barytes) from Mineral Point, in carloads, to 
points in Louisiana, Oklahoma, and Texas, were, and for the 
future would be, unreasonable to the extent that they exceeded 
or might exceed rates made 14 per cent of the zone III first-class 
rates prescribed in the twenty-first supplement report in the 
southwestern revision, including general increases subsequently 
authorized, carload minimum 80,000 pounds. It also found the 
assailed rates unduly prejudicial to complainants and prefer- 
ential of their competitors at Malvern, Butterfield and Hot 
Springs, Ark., to the extent that the rates from Cartersville 
and Mineral Point bore or might bear a higher percentage 
relation to such first-class rates than the rates that were or 
might be concurrently maintained on like traffic from the 
origins in Arkansas to the same points in the states named, or 
bore or might bear to the corresponding first-class rates from 
the Arkansas origins. The establishment of the basis found 
reasonable would remove the undue prejudice found to exist, 
it said, and that no order as to undue prejudice was necessary. 


Potatoes 


MC C-310, Potatoes—To Md., Pa., and W. Va. Points from 
Vineland, N. J. By division 3. Discontinued. Motor common 
carrier rates of respondent Monticue Lines, Inc., on potatoes, 
minimum 20,000 pounds, from Vineland, N. J., to certain Mary- 
land, Pennsylvania, and West Virginia points found unlawful 
and ordered cancelled because respondent was without author- 
ity to perform such transportation. By order entered Oct. 4, 
1941, the Commission, division 2, instituted an investigation 
into the lawfulness of the involved rates. The report said the 
respondent had failed to appear at the hearing. Rail carriers 
in trunk-line and central territories, and a motor common car- 
rier, were represented, it said. The rates under investigation 
were maintained by respondent for a transportation service it 
had no authority to perform, the report said, and were accord- 
ingly unlawful, pointing out that in MC 77477, Monticue Lines, 
Inc., Common Carrier Application, decided May 15, 1943, the 
applicant had been granted “grandfather” authority as a com- 
mon carrier of sugar from Baltimore, Md., to points in speci- 
fied portions of Ohio, West Virginia, and Pennsylvania, and 
that the application, seeking much broader authority, had been 
denied in all other respects. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 104304, Grover C. Watkins, Paducah, Ky., common 
carrier. Certificate granted. Heavy machinery and contractors’ 
equipment, and parts, materials, and supplies thereof, and 
structural iron or steel and products thereof, all of which 
require special equipment or special handling; and stone, 
cement; brick, sand, and gravel, in bulk, between points in 
Ky. west of the Tennessee River, on the one hand, and, on 
the other, points in Ind., I1l., Mo., Ark., and Tenn., over irregular 
routes. 

*MC 31430, Sub. 5, Clarence M. Robertson, Poplar Bluff, 
Mo., extension. Certificate denied. Heavy machinery and 
equipment, steel storage tanks, structural steel and iron and 
steel pipe, between points in Ark., Ill., Ky., Mo., and Tenn., 
over irregular routes. 

*MC 65967, Sub. 1, Wilson Truck Co., Inc., Nashville, Tenn., 
extension, embracing MC 65967, Sub. 3, Same. Certificate 
granted in MC 65967, Sub. 1, and denied in MC 65967, Sub. 3. 
In MC 65967, Sub. 1, general commodities, with exceptions, be- 
tween Evansville, Ind., and Chicago, Ill., over a specified route, 
with no service at Evansville or at intermediate points, in con- 
nection operations otherwise authorized. In MC 65967, Sub. 3, 
denied, authority was asked for a certificate authorizing trans- 
portation of general commodities, serving points in Ill. and 
Ind., within 50 miles of Chicago, in connection with presently 
authorized operations. 

*MC 11890, Sub. 3, Otho Barnes, Morrowville, Kans., ex- 
tension. Certificate granted. Livestock and unprocessed agri- 
cultural commodities, between Morrowville, Kan., and points 
within 15 miles thereof, on the one hand, and, on the other, 
Kansas City and St. Joseph, Mo., and Omaha, Lincoln, Bea- 
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trice, and Grand Island, Neb.; livestock, between Kansas City, 
Kan., on the one hand, and, on the other, Morrowville, and 
points within 15 miles thereof, over irrégular routes. 

*MC 29468, Sub. 2, Burns Stage Lines, Spokane, Wash., 
extension. Certificate granted. Passengers and their baggage, 
and express and newspapers in the same vehicle with passen- 
gers, between Lewison and Grangeville, Ida., over a specified 
route, serving all intermediate points. 

MC 43482, Sub. 1, Reliable Van & Warehouse Co., Okla- 
homa City, Okla., extension. Permit granted, on reconsideration, 
and findings in prior report, 14 M. C. C. 81, modified to author- 
ize transportation of explosives and blasting supplies from Carl 
Junction, Mo., to Oklahoma City, Okla., over a specified route, 
with service at intermediate and off-route points within 8 miles 
of Oklahoma City. 

*MC 52177, Sub. 2, Anthony Woitysiak, Detroit, Mich., ex- 
tension. Certificate granted on reconsideration, and findings in 
prior report, 22 M. C. C. 817, modified to authorize transporta- 
tion from Warren Township, Macomb county, Mich., of the 
same commodities, in the same manner, to the same destina- 
tions, and subject to the same terms, conditions and limitations 
as specified in certificate issued in MC 52177, Oct. 12, 1940. 

*MC 52455, Sub. 8, Nowak Trucking Co., Maywood, III., 
extension. Permit granted. Specified commodities from and to 
points in Ill., Ind., and Mich., except to the extent already au- 
thorized in MC 52455, Sub. 1. Part of the authority is for the 
transportation of such merchandise as is dealt in by wholesale, 
retail, and food business houses, and in connection therewith, 
equipment, materials and supplies used in the conduct of such 
businesses, under individual contracts or agreements with per- 
sons operating such businesses, from Chicago, IIl., to St. Joseph, 
Benton Harbor, Niles, Buchanan, Sturgis, and Three Rivers, 
Mich., and from Barrington, Ill., to Flint, Grand Rapids, and 
Detroit, Mich., and Fort Wayne, Indianapolis, Muncie, South 
Bend, Evansville, and Terre Haute, Ind., and from points in 
Mich. to Chicago, III. 

*MC 89765, Sub. 2, Gerald C. Phelps, Loren Phelps, and 
Ray W. Phelps, Erie, Pa., extension. Permit denied. Roofing, 
tar, roofing paper, shingles, building paper, and allied products, 
from Erie to points in O., and; on return, damaged and rejected 
shipments, from points in O. to Erie, over irregular routes. 

*MC 104218, Rothel Hugh Berry, San Francisco, Calif., 
common carrier. Certificate granted. Trucks, tractors, truck 
chassis, truck trailers and semi-trailers, or combinations of such 
vehicles, with or without bodies, in driveaway and truckaway 
service, over irregular routes, between San Francisco, Oakland, 
and Los Angeles, Calif., on the one hand, and, on the other, 
points in Ariz., Utah, and Wash.; and between San Francisco 
and Oakland, on the one hand, and, on the other, Reno, Nev., 
and points in Calif. and Ore. Issuance of subject subject to prior 
receipt of request by applicant for cancellation or revocation 
of permits granted in MC 96135, and in MC 96135, Sub. 1. 

*MC 43274, White’s Express & Transfer, Inc., Bloomfield, 
N. J., common carrier. Certificate granted on reconsideration, 
and findings in prior report, decided July 21, 1943, modified. 
Continuance in operation, general commodities, with exceptions, 
between Bloomfield, Bound Brook, South Bound Brook, Glen 
Ridge, Newark, and Perth Amboy, N. J., on the one hand, and, 
on the other, Philadelphia, Pa., Manchester, Conn., points in a 
described area of Conn., points in the New York, N. Y., com- 
mercial zone, and points in a described area of N. Y. 

*MC 59650, Edmond Richard and William Richard, South- 
bridge, Mass., common carrier. Certificate granted. General 
commodities, with exceptions, between Southbridge, Mass., on 
the one hand, and, on the other, points in Conn. and R. I., ex- 
cept to the extent authorized by the certificate issued in MC 
59650, Sub. 1; household goods, between Southbridge and points 
in Mass. and Conn. within 20 miles of Southbridge, on the one 


hand, and, on the other, points in Conn., Mass., N. H., R. I. 
and Vt. 


Railroad Abandonments 


C. and S. E. 


By a report and certificate in Finance No. 14391, Colorado 
& Southeastern Railroad Co. Abandonment, the Commission, 
division 4, has authorized the S. & E. to abandon 0.71 mile of 
its track forming a connection between the lines of the Santa 
Fe and the D. & R. G. W., in Fremont county, Colo. 


N. P. 


By a report and order in Finance No. 14152, Northern 
Pacific Railway Co. Abandonment, the Commission, division 4, 
has denied the Northern Pacific permission to abandon (1) the 
so-called Grantsburg branch, extending from a connection with 
the applicant’s Duluth-St. Paul main line at Rush City, Minn., 
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to Grantsburg, Wis., approximately 17.05 miles, all in Chisago 
county, Minn., and Burnett county, Wis.; and (2) the so-called 
Taylors Falls branch, extending from a connection with the 
applicant’s main line at Wyoming to Taylors Falls, approxi- 
mately 20.6 miles, all in Chisago county, Minn. The denial was 
for the duration of the present war, but without prejudice to the 
right of the applicant to renew its application “after the cessation 
of hostilities.” The report said the record supported the con- 
tention of the applicant that the branch lines were being oper- 
ated at a loss, but that shippers had depended almost entirely 
on the railroad and thus found themselves without adequate 
trucking facilities to take care of their traffic. Abandonment, 
it said, would work an unusually severe hardship on the patrons 
of the lines which, it added, would not be the case under normal 
conditions. The protestants had requested that because of the 
peculiar situation the application be denied for the duration of 
the war and a short time thereafter in order that they might 
effect the necessary readjustment, the report said. 


M. P. in Nebraska 


Examiner J. S. Prichard, in a proposed report in Finance 
No. 14231, Missouri Pacific Railroad Corporation in Nebraska 
Trustee Abandonment, has recommended that the Commission 
find that present and future public convenience and necessity 
were not shown to permit abandonment by Guy A. Thompson, 
trustee of the Missouri Pacific in Nebraska of a line extending 
from a point near Talmage to a point near Weeping Water, 
approximately 25 miles, in Otoe and Cass counties, Neb. The 
examiner said that if the applicant’s transportation expenses 
charged to the branch were revised, the losses would be elim- 
inated and that the branch would show substantial earnings. 

The examiner said that the branch proposed to be aban- 
doned was part of the applicant’s old main line from Auburn, 
through Talmage, Weeping Water, and Louisville, to Omaha, 
approximately 74 miles. In determining transportation expenses 
assignable to the branch, he said, the applicant had arrived at 
the total cost of train operations involving the entire run 
between Talmage and Louisville and had charged the branch 
27/38ths of that amount on the theory that the total run was 
38 miles, of which 27 miles was on the branch and 11 miles 
on the old line north of the branch. However, he pointed out, 
the branch-line crew operated 4% hours on the branch and 7 
hours beyond the branch, daily. Thus, he pointed out, only 
9/23rds of the crew’s time was devoted to branch-line opera- 
tion and that this would be the more accurate basis for deter- 
mining transportation cost applicable to the branch. Among 
other things, the examiner said that the record showed no need 
for relaying the track with 85- or 90-pound rail, unless for 
the operation of a heavy locomotive, or for expediting train 
movement, neither of which, said he, was essential in so far 
as the transportation requirements of the branch were con- 
cerned. 

The industries in the territory tributary to the branch, 
especially the grain elevators, had shown a need for rail trans- 
portation facilities sufficient to warrant continued operation 
of the branch, said the examiner, adding that the hardship 
that would be inflicted on those industries as a result of the 
proposed abandonment was a matter of serious concern to 
the public. The record was not convincing, said he, that con- 
tinued operation of the branch would be a burden on the 
applicant or on interstate commerce. 


Milwaukee 


A special three-judge federal court at Chicago has issued 
a final decree in 43C 1144, Carl Eliason and Ole Rismon vs. the 
United. States, the Commission, and the Milwaukee Road, dis- 
missing for want of equity the cause brought to set aside the 
Commission’s decision in Finance 14001, an abandonment case 
(see Traffic World, Jan. 15, p. 131). 

The plaintiffs, business men of Woodruff and Star Lake, 
Wis., asked for an injunction setting aside and enjoining the 
government from enforcing the Commission’s order authorizing 
trustees of the railroad to abandon a 16.8-mile branch line 
between the two towns. They took the position that the Com- 
mission should have found that the interests of business men 
and residents served by the line outweighed the interest of 
the railroad system that sought the abandonment in order to 
stop losing money on operations over the line. Counsel for the 
defendants took the position that the Commission had con- 
sidered the public interest involved, as well as the need for 
the railroad to make a profit on its operations, and had not 
acted unwisely or arbitrarily in making its decision. 

The court was composed of Sherman Minton, circuit judge, 
and John P. Barnes and M. L. Igoe, district judges. 


Yonkers Branch, N. Y. C. 


The Supreme Court of the United States has granted a 
motion by attorneys for the New York Central Railroad Co. for 
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a stay until March 1 of the court’s mandate in No. 109, City 
of Yonkers and John W. Tooley, Jr., as president of committee 
of Yonkers Commuters, etc., Appellants, vs. United States of 
America, Interstate Commerce Commission and New York 
Central Railroad Co., in which the Supreme Court on January 
3 handed down its opinion to the effect that the Commission 
had not made adequate findings as to its jurisdiction over 
abandonment of the Yonkers branch of the New York Central 
(see Traffic World, Jan. 8, p. 77). 

The New York Central said in its motion for a stay that 
under a rule of the Supreme Court “the mandate will issue 
as of course after the expiration of 25 days from the date the 
judgment was rendered, or on January 29, 1944, unless the 
time is shortened or enlarged by order of the court.’ It said 
that if the mandate was issued on January 28 and the court 
below promptly issued its injunction, setting aside the abandon- 
ment certificate issued by the Commission, the New York Cen- 
tral would have to restore service on the Yonkers branch, 
“with the probability that such service will be temporary only.” 
The motion contained representations showing that temporary 
restoration of service would involve difficulties due to wartime 
demands for manpower and equipment. The Supreme Court’s 
ruling on the motion follows: 


The motion to stay the mandate until March 1st, next, is granted. 
Mr. Justice Black states: 


“I dissent. As this record stands, railroad service to Yonkers has 
been abandoned without any valid order authorizing such action. I 
therefore would permit the court’s mandate to go down. But if the 
mandate is to be stayed, I think that, at the very least, since the stay 
is equivalent to an injunction, a bond should be required in an amount 
sufficient to protect the people of Yonkers against such loss as the 
city or its citizens may sustain in case it is ultimately decided that the 
railroad had no legal right to abandon its service. Cf. Inland Steel 
Co. vs. U. S., 306 U. S. 158. 156-157.*’ 


Mr. Justice Douglas and Mr. Justice Murphy agree with this dissent. 


' The City of Yonkers had filed a motion to shorten the time 
for issuance of the mandate to 20 days, or until January 25. 


North Western 


By an order in Finance No. 14270, Chicago & North West- 
ern Railway Co. Abandonment, the Commission, division 4, 
has dismissed the application of Charles M. Thomson, trustee 
of the North Western, for authority to abandon a branch line 
extending from Blunt to Onida, in Sully county, S. D., 14.37 
miles. The application was dismissed.on request of the appli- 
cant to withdraw it, following negotiations with various inter- 
ests in South Dakota. 


N. C. & St. L. 


Nashville, Chattanooga & St. Louis Railway, by an applica- 
tion in Finance No. 14469, has asked the Commission for au- 
thority to abandon that part of its Nashville division, extending 
from Union City, Obion county, Tenn., through Obion county 
and Fulton county, Ky., to its terminus in Hickman, Ky., 16.57 
miles. The application said further operation and maintenance 
of the line would serve no substantial public use or convenience 
and would result in loss to the applicant. The applicant pro- 
posed to make Union City, the junction of its line and the Gulf, 
Mobile & Ohio, its western terminus, it said. 


ALLIED VAN LINE ANTI-TRUST CASE 


Henry A. Gardner, Erwin W. Roemer and James A. Velde 
have entered their appearances at counsel for Allied Van Lines, 
Inc., the National Furniture Warehousemen’s Association, and 
Allied member lines and officers, all defendants in the govern- 
ment’s anti-trust suit, in the federal court at Chicago, against 
the Allied organization. The court has set March 28 at the 
time for the defendants to file answer or answers to the com- 
plaint. Counsel for the defendants have informed the court 
that the annual meeting of Allied will be held in the latter 
part of February and that they cannot prepare an answer for 
the companies and individuals némed in the complaint until 
after that meeting. 


ALLIED VAN LINES APPLICATION 


Hearing before Examiner W. T. Croft at Chicago in MC 
15735 and Sub. 1, Allied Van Lines, Inc., applications, ended 
January 27, after four days’ testimony by witnesses for appli- 
cant. At the conclusion of testimony by Allied accountants that 
day, the examiner closed the hearing, with the agreement, how- 
ever, that he would hold a further hearing if protestants later 
requested an opportunity to present rebuttal testimony. Allied, 
which is composed of approximately 360 household goods haulers 
and warehouse companies, seeks authority in the applications 
to operate as a common carrier of household goods between 
points in the United States. The authority is sought under the 
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grandfather and public convenience and necessity clauses of the 
act (see Traffic World, Jan. 29, p. 268). 


Allied “Grandfather” Rights Suit 


The plaintiffs had no legal right, enforceable by manda- 
tory order of the court, to a decision by the Commission 
“forthwith, or at any particular time,” of the “grandfather” 
application of Allied Van Lines, Inc., said the Commission in 
an answer to the complaint against it filed by the Independent 
Movers & Warehousemen’s Association, Inc., et al., in the fed- 
eral district court for the District of Columbia and docketed 
by that court as civil action No. 22344 (see Traffic World, 
December 11, p. 1455). 

In the complaint it was alleged that the Commission, by 
its “failure and refusal” to determine the claimed “grand- 
father” rights of Allied Van Lines although nearly eight years 
had elapsed since the filing of the application for such rights, 
had permitted Allied to operate throughout the United States 
— any shadow of right, to the great injury of the plain- 
tiffs. 

The Commission said it had not denied jurisdiction over 
the “grandfather” application of Allied nor refused to deter- 
mine those rights. 

“The application of said Allied Van Lines,” it continued, 
“under the ‘grandfather’ clause is still pending. In this con- 
nection the attention of the court is called to that part of ... 
section 206(a) which provides, ‘Pending the determination of 
a, —_ application the continuance of such operation shall 

e lawful.’ ” 


Much of the Commission’s answer consisted of a recital 
of the steps that had been taken with respect to the “grand- 
father” application of Allied and the application of Allied in 
MC F-1775, Allied Van Lines, Inc.—Pooling. The Commission 
noted that in a report in the latter case (39 M. C. C. 287) it 
had denied the application, and that a petition for reconsidera- 
tion and approval of a revised pooling plan had been filed by 
the applicant and had not yet been acted on by the Commis- 
sion. 


Neither in its report on the pooling proposal nor in any 
other report or decision had it condemned the operation of 
Allied Van Lines as inconsistent with the public interest and 
with the policies of Congress as set forth in the act, the Com- 
mission declared. It said that, while it had made “certain 
findings of fact” regarding the business of Allied in its report 
on the pooling proposal, it had not made findings of fact con- 
cerning the “grandfather” application. 

In its answer, the Commission denied that Allied had oper- 
ated since June 1, 1935, “without any shadow of right” or that 
the fact that the Commission had not decided the “grand- 
father” application of Allied had subjected the plaintiffs to any 
legal injury or damage. The question whether the claim of 
Allied to a certificate under the “grandfather” clause was with 
or without substance, it said, was not a question within the 
jurisdiction of the court to determine, but was an administra- 
tive question for determination by the Commission. It denied 
that it was “under the duty to determine said ‘grandfather’ 
application of Allied Van Lines forthwith.” 


Allied Van Limes Pooling 


That the revised pooling plan of Allied Van Lines does not 
differ materially from the original proposal or meet the Com- 
mission’s objections to the original plan are contentions ex- 
pressed by protestants in MC F-1775, Allied Van Lines, Inc.— 
Pooling, in reply briefs to the petition of the applicant for 
reconsideration by the Commission of the decision in which 
the application was denied (39 M. C. C. 287) and for approval 
of a revised pooling plan (see Traffic World, January 8, p. 73). 
The protestants asked dismissal of the petition. 


The Independent Movers & Warehousemen’s Association, 
Inc., asserted in its reply brief that the major difference be- 
tween the original pooling plan and the plan now presented 
was that the term “franchise” was excluded from the latter, and 
that in all other respects the plans were essentially identical. 
The mere exclusion of the word “franchise” did not “cure the 
defect” in the present plan, it said. Except for the fact that 
in the present plan there would be no formal execution of a 
lease, it averred, the arrangement proposed achieved the same 
result as the original plan. It said the revised plan did not 
overcome the Commission’s objection that there was not, in 
the original plan, sufficient evidence on which to base findings 
as to the justness and reasonableness of the proposed divisions 
of line-haul transportation charges. It said that Allied was 
neither an agent, nor a freight forwarder, ‘though possibly 
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a broker;” that it was “certainly” not a carrier, and that, there- 
fore, it could not participate in the pool. 

“Protest as it will,” said a group of nine household goods 
movers in another reply brief, “in its heart Allied must concede 
that the original plan was a desperate effort to obtain for itself 
‘grandfather’ rights which it despaired of obtaining through . 
proof under section 206(a) of the act, and that the ‘revised’ 
plan is precisely the same thing. Allied and its members should 
not be permitted longer to play one section of the act against 
another. The instant proceeding should be brought summarily 
to an end at this time and Allied left to stand or fall by the 
‘grandfather’ evidence currently in course of presentation on 
further hearing of No. MC-15735. We cannot believe that the 
Commission will permit itself to be made an innocent party 
to the adroit legal maneuvering by which Allied goes forward 
with its illegal operations—operations which this maneuvering 
has kept alive for so many, many years.” 

Parties to that brief were: John F. Ivory Storage Co., Inc.; 
Henry H. Stevens; Stevens Brothers Fireproof Warehouse; 
E. H. Warren Co.; O. H. Frisbie; Owl Moving & Storage Co.; 
Northern Moving & Storage Co.; Farr Moving Co., and Liver- 
nois Moving Co. 

The Aero Mayflower Transit Co., in its reply brief, asked 
for dismissal of Allied’s petition for reconsideration and re- 
jection of the revised pooling plan, or, in the alternative, that 
“all the matters involved” be set for hearing, further hearing 
or rehearing. It said that the petition of Allied was not one 
for reconsideration but that it presented “an entirely new ap- 
plication which has never been heard.” It added that new evi- 
dence might not be introduced by way of a petition for recon- 
sideration; that the National Furniture Warehousemen’s Asso- 
ciation was the owner of Allied Van Lines, was not a party 
of the proceedings, and should be divested of control over any 
pool plan; that the petition presented nothing and could not 
present anything “to cure the defects in the present record” or 
to overcome ‘“‘the prior failure to establish facts upon which 
the requisite findings of consistency with the public interest 
might be made,” and that the revised pool plan was not a 
pool plan under section 5(1).. 


Class Rate Restrictions 


All but one of the seven parties filing exceptions to the 
proposed report of Examiner H. C. Lawton, in MC C-360, Min- 
imum Class-Rate Restrictions—Central and Eastern States, 
embracing I. and S. M-2160, Minimum Class-Rate Stops in Cen- 
tral and Eastern States, directed their objections to the single- 
line stops proposed by the examiner. 

In MC C-360, the examiner proposed that the Commission find 
the basic class rates under consideration, to the extent that they 
were based on rail class rates, were unreasonably low in many in- 
stances, and proposed minimum class rate stops or restrictions for 
use until just and reasonable motor carrier class rates were 
established, among other things. In I. and S. M-2160, he pro- 
posed that the Commission find increased minimum class rate 
of fifth class on truckloads between certain points in central 
territory, proposed by Continental Transportation Lines, Inc., 
just and reasonable; but that proposed increased truckload 
and less-than-truckload class minima between points in central 
territory, on the one hand, and, on the other, points in trunk- 
line territory, had not been shown to be just and reasonable 
(see Traffic World, Nov. 13, p. 1186). 

Continental Transportation Co. pointed out that no testi- 
mony had been offered in opposition to its proposal involved in 
the suspension proceeding, adding that no finding was war- 
ranted that its proposals had not been fully justified. Conti- 
nental, and Eastern-Central Motor Carriers Association also 
dealt with length of haul, Continental pointing out that its 
operations were essentially those of a long-haul carrier, that 
a substantial portion of its traffic moved on rates higher than 
rail carriers and in some instances higher than competitive 
motor carriers. It said the matter of class rate stops should 
rest entirely in the hands of its management. 

The association said the examiner had erred in comparing 
400 miles as the average haul of its members with 200 miles 
in Middle Atlantic territory.. The examiner should have used 
600 miles for the association carriers, it said. 

A number of the exceptants expressed regret that they 
found it necessary to object to the examiner’s findings, saying 
that the examiner was to be commended on the able manner 
in which he had dealt with the situation as a whole. 

The exceptions filed by the War Department, the Price 
Administrator, and the War Food Administrator agreed in con- 
tending that the class rate stops proposed by the examiner 
would result in higher single-line stops and would result in a 
serious loss of traffic to the motor carriers. 

In connection with the examiner’s proposed joint-line stops, 
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Middle Atlantic States Motor Carrier Conference, Inc., pointed 
out that they did not agree with the examiner’s belief that the 
operating expenses of motor carriers in handling joint-line 
traffic were substantially less than their expenses in transport- 
ing local shipments. 

“The motor carriers, on their part, are so strong in their 
convictions to the contrary,” said the conference, “that they 
would be prepared, if in their judgment required, largely to 
cancel out most of the joint through routes rather than to 
transport joint line traffic which they deem unprofitable.” 

As to the examiner’s proposed single-line stop, the confer- 
ence said the carriers, or most of them, had a “positive dis- 
inclination” to go along with the much higher single-line stops 
recommended by the examiner. 

New York & New Brunswick Auto Express Co., Inc., said 
shippers must view the examiner’s proposal “with mixed feel- 
ings, and then realizing that they are being called upon to pay 
increased minimum class rate stops on 85 per cent of the traf- 
fic that moves in single line truck hauls, presumably to make 
up part of the loss of handling the remaining 15 per cent in 
two or three line hauls, know that they have been offered no 
bargain here.” 

The two motor carrier associations requested oral argu- 
ment. 


COMMISSION ORDERS 


No. 28904, Safeway Stores, Inc., of Nevada vs. A. T. S. F. et al. 
Effective date of previous order of November 23, 1943, postponed until 
further order of Commission. 

MC F-2424, John W. Burris, purchase, Southern Motor Transfer 
Corporation. Application seeking authority under section 5, interstate 
commerce act, by John W. Burris, to purchase certain motor carrier 
properties of Southern Motor Transfer Corp.; and, separate application 
seeking authority under section 210a(b), of temporary operation of said 
properties dismissed. 

MC C-364, Middlewest Motor Freight Bureau vs. Laura I. Lee, dba 
Red Truck Line. Date for filing of exceptions to recommended order 
of Joint Board, extended to February 15. 

No. 28876, Corporation Commission, State of Oklahoma vs. A. T. & 
S. F. et al. Order of December 24, 1943, modified to become effective 
May 3, on not less than 30 days’ notice, instead of April 3. 

MC F-1759, Standard Freight Lines, Inc., lease, Ralph D. Holt. 
Order of March 11, 1943, declared to be of no further force and effect. 
Application dismissed. 

MC 93713 Sub. 2, Joseph Lieberman, extension, Michigan. Reopened 
for further hearing. 

MC 104046, Wilbur White and Harold White, common carrier appli- 
cation. Reopened for further hearing. 

W-579, W. R. Osborn, applications. Reopened for reconsideration. 
Effective date of permit and order of September 4, 1943, further post- 
poned until further order of Commission. 

MC F-2380, Karl J. Eisenhardt, control; Coastal Tank Lines, Inc., 
purchase, Wentworth Darcy Vedder and Vedder Oil Company, Inc. Ap- 
plication dismissed. 

W-594, Union Sulphur Co., Inc., contract carrier application. Re- 
opened for reconsideration. Effective date of certificate and order of 
November 8, 1943, postponed until further order of Commission. 

MC C-358, Minimum rates on textile products to eastern ports. Date 
for filing of exceptions to recommended order of examiner, extended to 
March 15. 

MC 5655, Great Central Transport Corp., common carrier applica- 
tion. Reopened for further hearing solely to determine applicant’s 
right to transport general commodities over: Route 35(a), between 
Delphos and Lima, Ohio, over U. S. Highway 30-S and to clarify the 
description of a portion of Route 10. Order entered April 11, 1942, as 
subsequently modified to become effective October 31, 1942, in so far 
as it denied applicant authority to continue operations over above- 
described routes, vacated; and except to extent vacated herein and in 
prior order of September 24, 1942, said order of April 11, 1942, shall 
remain in full force and effect. Application to full extent it has been 
reopened is referred to Examiner Garafolo for hearing on February 8, at 
Hotel Fort Shelby, Detroit, Mich., and for recommendation of an ap- 
propriate order thereon accompanied by reasons therefor, unless parties 
to proceeding agree to omission of such recommended order. 


FINANCE APPLICATIONS 

MC F-2429, Liberty Motor Freight Lines, Inc., of Secaucus, N. J., 
asks authority to purchase certain operating rights and property of 
Central States Freight Co., of Chicago. 

MC F-2430, Henry Jenkins Transportation Co., Inc., of Boston, 
Mass., asks authority to purchase certain operating rights of Charles 
F. Zelonis, dba McCarthys Express of Hartford, Conn. 

Finance No. 14465, Joseph B. Fleming and Aaron Colnon, as 
trustees of the Chicago, Rock Island & Pacific Railway Co., ask author- 
ity to relocate a portion of the company’s line between a point near 
Perlee, Ia., and Eldon, Ia., 22.67 miles, in Jefferson and Wapello 
counties, to improve operating efficiency by reducing existing excessive 
grades and curvatures. 

MC F-2431, Saul Trucking Corporation of Philadelphia, Pa., asks 
authority to purchase certain operating rights of Camden Express, also 
of Philadelphia. 

MC F-2432, Bowen Motor Coaches of Ft. Worth, Tex., asks author- 
ity to merge into itself the properties of Highway Transportation Co., 
also of Ft. Worth, and also asks authority for acquisition of control of 
Highway Transportation Co. (a) by Bowen Motor Coaches by purchase 
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of stock of Highway, and (b) by M. E. Moore, G. Russell Brown, R. A. 
Lile, R. E. Steuber, Paul M. Davis, Equitable Securities Corporation, 
Einer Neilson, Parks Ormistead, and A. C. Allyn & Co., and (c) by 
Lone Star Coaches, Inc. 

MC F-2433, W. R. Goldston, dba Roswell-Carrizozo Lines of Socorro, 
N. M., asks authority to lease certain operating rights of Santa Fe 
Trail Transportation Co. of Wichita, Kans. 

MC F-2434, Stephen Kurtz, Sr., and Stephen Kurtz, Jr., dba Steve 
Kurtz & Son, of New York, N. Y., ask authority to purchase certain 
operating rights of John A. Patterson Trucking Corporation, also 
of New York. 

Finance No. 14466, Norfolk & Western Railway Co. asks authority 
to construct an extension of its line of railroad to be located in Pike 
county, Ky., and Buchanan county, Va., along Upper Elk Creek, ap- 
proximately 2.2 miles, to serve the coal mining operation of Hamill 
Coal Corporation, now being constructed near the end of the proposed 
line or spur. 

Finance No. 14467, Henry A. Scandrett, Walter J. Cummings, and 
George I. Haight, trustees of the Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co., ask authority for the issuance of $7,260,000 principal 
amount of Milwaukee equipment trust certificates, series X, for the 
assumption of obligation and liability by the applicants in respect of 
the principal and dividends thereon, and the sale thereof at a price 
and at terms to be specified in the contract for the purchase of the 
certificates. The proceeds of the sale of the certificates are to be used 
to finance not to exceed 75 per cent of the cost of 16 locomotives, one 
wrecking derrick, 1,535 all-steel box cars, 35 gondola cars, and 25 all- 
steel caboose cars, estimated to cost $9,692,300. 


MOTOR FINANCE CASES 


MC F-2354, Garrett Freightlines, Inc.—Control—Cotant Truck Lines. 
Upon reconsideration, application for authority under section 210a(b) 
of Garrett Freightlines, Inc., of Pocatello, Idaho, for temporary opera- 
tion of motor carrier rights and properties of Cotant Truck Lines, also 
of Pocatello, granted with conditions. 

MC F-2415, Liberty Trucking Co.—Purchase—W. J. Thibodeau Mo- 
tor Express, Inc. Application for authority under section 210a(b) of 
Liberty Trucking Co. of Chicago, Ill., for temporary operation of 
motor carrier rights of W. J. Thibodeau Motor Express, Inc., also of 
Chicago, granted with conditions. 

MC F-2417, Rulon C. Ashworth et al.—Purchase—Hadley Transfer 
& Storage Co. Application for authority under section 210a(b) of 
Rulon C. Ashworth, Josephine G. Ashworth, Ralph Glen Ashworth, and 
Rulon C. Ashworth, Jr., doing business as Ashworth Transfer Com- 
pany, of Salt Lake City, Utah, for temporary operation of a portion 
of the motor carrier rights of Hadley Transfer and Storage Co., also 
of Salt Lake City, denied. 

MC F-2265, I. R. Perry and Tura Perry—Purchase—G. H. Johnson. 
Purchase by I. R. Perry and Tura Perry, partners doing business as 
Ishams Transfer & Storage, of Grants Pass, Ore., of certain operating 
rights of G. H. Johnson, doing business as Johnson Truck Lines, Med- 
ford, Ore., approved and authorized, subject to condition. 

MC F-2342, E. L, LaSalle—Purchase—B. W. Belyea. Purchase by 
E. L. LaSalle, doing business as LaSalle Trucking, of San Diego, Calif., 
of certain operating rights of B. W. Belyea, doing business as Belyea 
Truck Company of Los Angeles, Calif., approved and authorized 
subject to condition. 

MC F-2339, W. G. Burgess—Purchase—H. L. Evans. Purchase by 
W. C. Burgess, doing business as Reliable Motor Freight Line of Tulsa, 
Okla., of certain operating rights and property of H. L. Evans, doing 
business as Silver Motor Freight Lines, also of Tulsa, approved and 
authorized, subject to condition. 

MC F-2425, Hayes Freight Lines, Inc.—Issuance of Securities. Ap- 
plication of Hayes Freight Lines, Inc., of Mattoon, IIl., for authority 
under section 214, interstate commerce act, to execute and deliver a 
chattel mortgage, without notice or other evidence of indebtedness, 
dismissed. 


FOSS LAUNCH APPLICATIONS 


Following a petition of the applicant in W-587, Foss Launch 
& Tug Co. Applications that the full Commission reconsider 
the decision of division 4, excluding freight-car ferry service 
from the term “transportation of commodities generally” in the 
authority granted, the Commission, division 4, has issued an 
order denying the application in W-587, Foss Launch & Tug 
Co. Temporary Authority Application—Tacoma. In the appli- 
cation for temporary authority, Foss asked authority to per- 
form a freight-car ferry service between Tacoma, Wash., on the 
one hand, and Keyport, Ostrich Bay, and Winslow, Wash., on 
the other. 

The order said it appeared that no immediate and urgent 
need for such transportation had been shown and that other 
available water carrier services were not shown to be incapable 
for meeting the need for such transportation. 

In its petition for reconsideration, Foss .questioned the 
authority of the Commission to deny it the right to perform 
the freight-car ferry service (see Traffic World, Jan. 1, p. 9). 
The language of section 309(a) made no distinction in respect 
of the manner or method in which commodities were trans- 
ported by means of barges and tugs, said Foss, and contended 
that a distinction between its right to transport any commod- 
ities on its barges in bulk or any other matter and transporta- 
tion of the same commodities contained in freight cars was 
inconsistent. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Commodity Rates Minn.-Wis. 


In a proposed report in I. and S. M-2275, Commodities 
Between Points in Minnesota and Wisconsin, Examiner C. J. 
Peterson has recommended that the suspended schedules be 
cancelled to the extent they were found unlawful or not shown 
to be lawful, without prejudice to respondents increasing the 
present commodity rates from the Twin Cities to Chippewa 
Falls, Eau Claire, and Elk Mound, Wis., to 20 and 15 cents, 
minima 5,000 and 20,000 pounds, respectively, the rates pro- 
posed from the Twin Cities to Bloomer, Wis., and found just 
and reasonable. 

By schedules filed to become effective Aug. 7, 1943, and 
postponed on protest of the Price Administrator and the Eco- 
nomic Stabilization Director until March 7, motor common 
carriers parties to tariff MF-I. C. C. No. 20 of the Middlewest 
Motor Freight Bureau, Agent, proposed to cancel commodity 
rates on various commodities, and to increase other commodity 
rates on various commodities between Duluth and the Twin 
Cities, Minn., on the one hand, and, on the other, points in 
Wisconsin, shown in 35 items. For the most part, the report 
showed, the changes were proposed because of lack of move- 
ment. 

The examiner said that neither the bureau nor respondent 
motor carriers had showed just what class rates would become 
effective where it was proposed to cancel the present com- 
modity rates, except in one or two instances. He added that, 
effective Nov. 15, the bureau had issued a new class rate tariff 
eliminating volume rates, minimum 5,000, 10,000 and 16,000 
pounds, and that an appendix to the proposed report showed 
representative class rates that would be come effective if pres- 
ent commodity rates were permitted to be cancelled and no 
other commodity rates were proposed in lieu thereof. 

The examiner found the proposed cancellation of commod- 
ity rates or the proposed changes described in 23 of the items 
just and reasonable. Proposed cancellation of the commodity 
rates and proposed increase in the minimum weight described 
in another item would be just and reasonable, he said. He 
proposed finding that the proposed cancellation of the commod- 
ity rates and changes described in 9 of the items had not been 
shown just and reasonable; and that the proposed cancellation 
of a commodity rate of 28 cents, minimum 10,000 pounds, pub- 
lished in another item had not been shown just and reasonable 
in so far as it would apply on cheese, but would be just and 
reasonable as to butter. He further proposed finding that pro- 
posed increases in the commodity rates from the Twin Cities 
to Bloomer, Wis., described in one item, would be just and 
reasonable, but that the proposed cancellation of the com- 
modity rates from the Twin Cities to Chippewa Falls, Eau 
Claire, and Elk Mound, Wis., described in the same item, had 
not been shown to be just and reasonable. 


Canned Goods, Colo... to Ia.-Nehb. 


It was not clear to what extent a drop in altitude of ap- 
proximately 4,000 feet between Colorado origins and destina- 
tions would be translated into lower operating costs on east- 
bound movements, said Examiner W. T. Cantrell, in a proposed 
report in I. and S. M-1052, Canned Goods, Colorado to Iowa 
and Nebraska, embracing MC C-172, Canned Goods, Colorado 
to Iowa and Nebraska Points. He recommended finding pro- 
posed reduced commodity rates on canned goods in truckloads 
from certain Colorado points to points in Nebraska and Iowa 
not shown to be just and reasonable, and commodity rates, 
minimum 18,000 pounds, unreasonable and ordered cancelled 
without prejudice to establishing a higher minimum weight as 
suggested. The proceedings should be discontinued, he said. 
Specifically, the examiner recommended that: 


The Commission should find in I. and S. M-1052 that the rates 
which were under suspension have not been shown to be just and 
reasonable; that the present rates, minimum 18,000 pounds, involved in 
I. and S. M-1052 and MC C-172 are unreasonable to the extent that the 
minimum weight is less than 20,000 pounds; that the rates maintained 
on the same commodities from Brighton, Denver, Greely, Longmont, 
Loveland and Lupton, Colo., to Ames, Belle Plaine, Boone, Cedar Falls, 
Fort Dodge, Marshalltown, Newton and Waterloo, Ia., are unreasonable 
to the extent they produce charges lower than would result from a 


rate of 50 cents per 100 pounds, minimum weight 20,000 pounds; and 
that the present rates maintained on the same commodities from 
Pueblo, Colo., to the same Iowa points are unreasonable to the extent 
they produce charges lower than would result from a rate of 55 cents, 
minimum 20,000 pounds. 


By schedules filed in supplement No. 52 to Western Trunk 
Line Motor Common Carriers Bureau MF-I. C. C. No. 7, to 
become effective May 15, 1940, it was proposed to establish 
new reduced commodity rates on canned goods and certain re- 
lated items, in truckloads, minimum 18,000 pounds, for move- 
ment eastbound as aforementioned. On protest of two Mar- 
shalltown, Ia., shippers, and rail carriers in western trunk line 
territory, the operation of the schedules was suspended until 
Nov. 11, 1940, after which they were voluntarily postponed 
by respondents until May 10, 1941, when they became effective. 
MC C-172 was an investigation instituted May 14, 1940, on the 
Commission’s own motion, into the reasonableness and lawful- 
ness otherwise of rates maintained by certain other common 
carriers on the same commodities between the same points, 
the report said. These schedules had been cancelled, it said, 
and that the carriers had become parties to the schedules con- 
taining the present commodity rates that succeeded the sus- 
pended schedules. 

The report said the record was extremely meager as re- 
garded definite justification for either the proposed or the 
present rates, the latter being the rates proposed in the sus- 
pended schedules as increased approximately 6 per cent subse- 
quent to their becoming operative after expiration of the period 
of suspension and voluntary postponement. No cost data had 
been submitted, it said, but that respondents had insisted that 
operation under the assailed rates had been profitable. Wit- 
nesses had taken the position that the eastbound rates could 
reasonably be lower than the westbound rates, said the report, 
but that the reasons given were somewhat vague, and mentioned 
the drop in altitude. Respondents also took the position that 
relatively low rates eastbound were necessary to insure bal- 
anced loads, since the westbound traffic normally exceeded the 
eastbound, the report said. The conclusion was inescapable 
that the most persuasive influence for the maintenance of the 
comparatively low rates was a substantial preponderance of 
traffic westbound, it said. 

The Commission had generally disapproved the out-of- 
pocket cost theory of rate making for motor carriers, said the 
report, commenting on the respondents’ position that earnings 
that met only out-of-pocket costs were preferable to the oper- 
ation of vehicles partly loaded. The report said, also, that there 
appeared no compelling competitive reason for the maintenance 
of rates ranging from 13 to 16 cents lower than the competitive 
rail rates subject to a minimum of 60,000 pounds. 


Iron and Steel, Colo... to Tex. 


Factors of competition and the relationship between inter- 
state and intrastate rates in Texas on iron and steel articles 
are discussed by Examiner C. E. Stiles in a proposed report in 
No. 28853, Colorado Fuel & Iron Corporation vs. Abilene & 
Southern Railway Co., et al., heard jointly with the Texas Rail- 


road Commission. The examiner recommends the following 
findings: 


1. Rates on iron and steel articles from Minnequa, Colo., to Texas, 
found not shown to be unreasonable. 

2. Rates on iron and steel articles from Minnequa to Texas found 
not unduly prejudicial and rates between points in Texas over inter- 
state routes found not unduly preferential. 

3. Texas intrastate rates found not to cause any undue or unrea- 
sonable advantage, preference, or prejudice, as between persons or 
localities in intrastate commerce on the one hand and interstate or 
foreign commerce on the other hand; and found not shown to zause 


any undue, unreasonable, or unjust discrimination against interstate 
or foreign commerce. 


4. Complaint dismissed. 


In that proceeding, the complainant contended that the 
rates assailed, except to certain destinations, were unreason- 
able to the extent that they exceeded 32.5 per cent of Zone III 
first-class rates, relying on the fact that the Commission had 
prescribed 32.5 per cent of a maximum reasonable rate basis 
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on iron and steel articles in the southwestern revision, the ex- 
aminer said. Complainant, he said, had pointed out two ways in 
which its complaint might be satisfied: (A) By requiring the 
carriers to apply column 32% rates from Texas origins and 
from Minnequa to Texas destinations, subject to exceptions that 
the fourth-section rates to Texas ports were not assailed; that 
El Paso required separate treatment; that the present blank 
rates be retained to alternate with the column 32% rates when 
lower; and that complainant did not protest continuance of re- 
duced water-compelled rates between the Texas ports provided 
they be made applicable on interstate traffic for use in com- 
bination with the fourth-section rates, such combinations to 
take precedence over the through rates from Minnequa, when 
lower. Complainant added, said he, that to prohibit defendants 
from maintaining rates from Minnequa to points in Texas 
higher than Zone III column 32% basis would satisfy the sec- 
tional allegations of the complaint. (B) By requiring the car- 
riers to establish the Texas scale of rates from Minnequa to 
destinations in Texas subject to the exceptions with reference 
to fourth-section rates to Texas, and the special treatment of 
El Paso, aforementioned; and that in requiring application of 
the Texas rate scale from Minnequa to Texas destinations, the 
Commission also require that the scale be revised so as to be 
not less than Zone III column 25 rates at distances beyond 580 
miles and as thus revised to be applied from Texas origins to 
Texas destinations. 


The examiner said the defendant railroads had asked the 
Commission to find, among other things, that “the present just 
and reasonable scale of rates applying interstate, 3242 per cent 
of Zone III first-class rates, should be used as a basis to de- 
termine the reasonable and lawful rates to be applied between 
points in Texas intrastate.” They asked, further, that as an 
alternative to the rates now in effect from Minnequa to Texas 
and other southwestern states, and in order to establish uni- 
formity of rates, 32% per cent of Zone III first-class rates be 
established from Minnequa, and that the present rates, includ- 
ing the blanket rates now applicable, be cancelled in their 
entirety, with the exception of rates established as the result 
of carrier applications to meet market and transportation com- 
petition. The request for cancellation of blanket rates in other 
southwestern states went beyond the issues of the complaint, 
the report said. 


Intervening carriers in central territory, it said, believed 
the 32% per cent basis to be a reasonable basis and that the 
extension of the low Texas rates to Minnequa could not be 
stopped there, but would extend to other destinations in the 
southwest which, in turn, would lead to pressure on railroads 
serving other origins for correspondingly low rates. The con- 
clusion was a logical one, said the examiner. 


Intervening shipping interests, with mills or warehouses in 
Texas, emphasized the distinct advantage that accrued to the 
complainant under the group adjustment on transit steel, point- 
ing cut that it might be fabricated and reshipped to any point 
in the blanket without the payment of additional transporta- 
tion charges, said the report. The 80-cent blanket on bar prod- 
ucts, it said, embraced the greater part of Texas, about two- 
thirds of Oklahoma, half of Arkansas, and a large area in 
Louisiana. The examiner also pointed out that in publishing 
the fourth section rates from Minnequa to Texas ports, operation 
of the so-called three-way transit rule was suspended so that 
the applicable rate on a transited shipment was the rate to 
final destination, rather than the highest of the three rates 
involved in the usual transit operation. As the rate into the 
Texas coastal area was generally less than the 80-cent blanket 
rate, he pointed out, transit operators in that blanket shipping 
to the coastal area were entitled to a refund of the difference 
between the two rates. He said he agreed with the shippers 
that a mere showing of the rates and short-line distances from 
Minnequa to Texas points was not a proper showing of the 
advantages of the group adjustment. 


He pointed out that other interveners had contended that 
the Texas scale rates, particularly for distances less than 400 
miles, were as high as the traffic would bear and continue to 
move by rail in large volume, adding that thousands of tons 
of steel had moved in past years from Houston to Texas points 
by motor truck. 


In his discussion, the examiner said the complainant 
sought a finding in connection with its allegations of undue 
prejudice and preference that the much lower scale it sug- 
gested would provide maximum reasonable rates from Min- 
nequa and points in Texas to Texas destinations, although it 
had said the prescription of 32.5 per cent of Zone III first-class 
rates as maximum reasonable rates would satisfy the section 1 
allegations of the complaint, except as to the rate to El Paso. 
The standard of maximum reasonable rates under section 1 
was no different than that under section 13(4), said the ex- 
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aminer, adding that “maximum reasonable rates under section 
1 are maximum reasonable rates under section 13(4).” 
Comparisons of the assailed rates from Minnequa with 


intrastate rates were of little value as evidence of the reason- | 
ableness or unreasonableness of interstate rates, said he, and 

that the evidence fell far short of a convincing showing that | 
the standard of maximum reasonable rates on iron and steel | 


articles in this territory was any different today than it was at 
the time of the southwestern revision. 

He pointed out that, while the 32% basis of rates had long 
prevailed as a maximum from other iron and steel shipping 
origins into Texas, “the old Texas common point adjustment has 
continued to apply from Minnequa,” Complainant now asked 
the Commission to require reductions in all of its rates exceed- 
ing column 32%, he continued, adding that this would give it 
reductions on bar products to points as far away as Dallas and 
Fort Worth, but that it also asked that its rates to the more 


distant territory lower than column 32% be retained. The | 
Commission could not consider the adjustment piecemeal, said 


the examiner, “striking it down on the near side of the group 
where it exceeds column 32%, and then require defendants to 
retain it on the far side of the group, where it is to complain- 
ant’s advantage. Such a procedure would be unfair to defend- 
ants.” Either the group adjustment was unreasonable and max- 


imum reasonable rates should be prescribed, said he, leaving | 
defendants free to increase rates lower than the maximum 


reasonable basis, or else its advantages offset its disadvantages 
and justified its continuance. 


Gaged by the standard of maximum reasonable rates on | 
these articles in this territory, said he, it was clear that the 


Texas common point adjustment as a whole did not result in 


an unreasonable level of rates, and pointed to the advantage : 
enjoyed by the complainant in being able to reship iron and © 


steel after fabrication under the blanket adjustment. This, 


said he, enabled complainant to sell in competition with Texas j 
shippers having lower rates and generally shorter hauls than © 


the complainant to the fabricating point. 

As to the contention that El Paso should have special treat- 
ment, the examiner said that transportation conditions on that 
haul were not shown to be more favorable than on hauls to 
other Texas points, adding that El Paso did not require special 
treatment on the basis of the fact that this destination terri- 
tory, with 2.12 per cent of the area of Texas, 2.09 per cent of 
the population, 1.63 per cent of the value of farm products, 
and 4.47 per cent of the value of manufactured products, had 
received 6.5 per cent of complainant’s shipments of wire prod- 
ucts to Texas, and 10.4 per cent of its shipments of bar prod- 
ucts in 1940. Furthermore, said he, El Paso had received in 
that year 64 per cent of its iron and steel products from Min- 
nequa, as contrasted with 3.5 per cent from Houston. 

As to undue prejudice and preference, the examiner said 
the only basis for finding a violation of section 3(1) was the 
maintenance of rates between points in Texas over interstate 
routes that were on intrastate level. Those rates, he pointed 
out, were maintained in order to permit the carriers having 
interstate routes to participate in the traffic and were, there- 
fore, maintained under totally different circumstances and con- 
ditions than the rates from Minnequa to Texas. 


As to intrastate rates, he said there was a real and sub- 
stantial disparity between interstate and intrastate rate levels 
and a substantial movement under both sets of rates. How- 
ever, he said, transportation conditions from Minnequa to 
Texas destinations were not similar to conditions from Gulf 
coast ports to Texas destinations, and cited motor competition 
as having a compelling force on the intrastate rates for dis- 
tances up to 400 miles, a factor not existing in anything like 
the same measure, if at all, from Minnequa to Texas. An 
increase in intrastate rates to 32.5 per cent of Zone III first- 
class rates would not reduce complainant’s Texas competition, 
he said, but would drive the traffic to the trucks. 


Crescent Stages Purchase 


In a proposed report in Mc F-2344, R. DeWitt King, et al. 
— Control; Family Finance Corporation — Control — Crescent 
Stages, Inc., Examiner Irving J. Raley has recommended denial 
of the application of Family Finance Corporation, of Wilming- 
ton, Del., for authority to acquire control of Crescent Stages, 
Inc., of Anniston, Ala., through purchase of capital stock, and 
of R. DeWitt King and Mrs. Reulah M. King, and John M. 
Ogden and Mrs. Johnie M. J. Ogden, individually and as trus- 
tees, to acquire control through said acquisition by Family 
Finance Corporation. 

The examiner pointed out that, on the consummation of 
the proposed transaction, in addition to the transaction author- 
ized in MC F-2119, Triangle Securities Trust (R. D. Morris, 
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Trustee)—Control; Georgia Stages, Inc.—Purchase—St. An- 
drews Bay Transportation Co., decided Dec. 22, 1943, in which 
it was found that the King and Ogden families had the power 
to control, and Georgia Stages was authorized to purchase the 
passenger operating rights and certain property of St. Andrews 
Bay Transportation Co., there would be brought under common 
control.three substantial motorbus operations. These operations, 
said he, were conducted over complementary routes in eastern 
Alabama, southwestern Georgia, and northwestern Florida. 

Family Finance, said the examiner, had desired to pur- 
chase the Crescent rights as an investment, its primary small- 
loan business having been subjected to curtailment during the 
emergency. It had objected to being brought under regulation 
by the Commission, said the examiner, but pointed out that 
the Commission had no discretion under section 214 of the 
interstate commerce act and that, if the transaction was ap- 
proved, Family Finance would thereby be subjected to the 
Commission’s authority. 

The fact that its primary business was that of small loans, 
said he, did not mean that it should be treated differently. The 
legislative history of sections 5 and 214, he said, clearly dem- 
onstrated a Congressional purpose to “place full accountability 
upon non-carriers desiring to enter the transportation field, and 
to bring them within the regulatory authority of this Commis- 
sion.” 

The very fact that the businesses were greatly dissimilar 
created a possibility that the motor-carrier interest might be 
subordinated to, or disadvantaged to the benefit of, the financ- 
ing interest, the examiner said, and the doubt as to whether 
the proposed amalgamation of transportation with the small- 
loan business should be permitted was not lessened when it 
was considered that the present reason for investment in 
Crescent, namely idle capital, might disappear after the war 
at a time when the motor-carrier earnings might be reduced 
and offer less attraction by comparison. These were matters, 
said he, that would have a direct effect on Crescent’s opera- 
tions and its service to the public, a matter that the Commis- 
sion must safeguard. 

The examiner also pointed out the fact that earnings of 
Crescent had been substantial and increasing at a rapid rate 
since 1941, while -those of Family Finance and its subsidiaries 
had been decreasing. The record did not indicate, said he, the 
extent to which this situation might have been a factor in 
persuading Family Finance to amalgamate the small-loan 
business with the business of transportation for the purpose 
of tax savings. He pointed out further that the proposed in- 
vestment of $1,047,750 might appear justified to those in control 
of Family Finance, but that it was not justified by the net book 
value of Crescent’s stock—$222,019 as of Sept. 30, 1943, ex- 
cluding intangibles of $60,970. Approximately 78 per cent of 
the proposed purchase price would be for intangibles, he said. 
Earnings since 1941 of Crescent had been based on abnormal 
conditions, he said, and could hardly be expected to continue. 
Payment of such a purchase price for the stock was based on 


peg values and was undesirable in the public interest, 
said he. 


Service Freight Motor Purchase 


Pointing out that entry into Detroit, Mich., would permit the 
purchaser to improve its service to about 1,400 points in various 
states, Examiner Philip N. Crowley, in a proposed report in 
MC F-2109, Carl H. Ozee—Control; Hayes Freight Lines, Inc.— 
Purchase—Service Freight Line, Inc. (Alfred T. De Otte, Trus- 
tee), has recommended approval of the purchase by Hayes 
Freight Lines, Inc., of Mattoon, Ill., of certain operating rights 
of Service Freight Line, Inc., of Ypsilanti, Mich., and acquisition 
of control of said operating rights by Carl H. Ozee through the 
purchase. At the same time, the examiner recommended denial 
of that portion of the application seeking authority to purchase 
rights north of Detroit, on the ground that operation in inter- 
state commerce was already being conducted over routes north 
of Detroit by Huber Motor Freight Co., as a result of the 
purchase of Service Freight Line’s intrastate rights. 

The operations proposed to be purchased were between 
Toledo, O., and Detroit, over U. S. highway 24, serving all 
intermediate points, and off-route points in Wayne, Oakland, 
and Macomb counties within four miles of Detroit; between 
Detroit and Lapeer, Mich., via Pontiac, over U. S. highway 24 
and Michigan highway 24, serving all intermediate points; 
and from Detroit to Lapeer, over two described: routes, with 
service to intermediate and off-route points authorized in 
MC 58491, Sub. 1. 

The report said protestants had contended that in Sullivan 
—Purchase—Service Freight Line, Inc., 38 M. C. C. 621, Service 
Freight Line had sold its right to operate over U. S. highway 
25 between Detroit and Toledo, and that it, therefore, had no 
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other right to operate between those points that might be sold. 
They further contended, the report said, that, assuming Service 
Freight Line might sell rights over U. S. highway 25, and 
retain rights over U. S. highway 24, the authority granted by 
the certificate over U. S. highway 24 did not actually reach 
Detroit, because it specified the route from Ann Arbor as 
“thence over Michigan highway 17 to Detroit, Mich., and 
thence over U. S. highway 24 to Toledo.” The report said that 
the words “to Detroit” must be construed as an authorization 
to operate into that point, as any other interpretation would 
render the words meaningless. 

It was true, said the report, that the intersection of Mich- 
igan highway 17 and U. S. highway 24 was not in Detroit, and 
that U. S. highway 17 was not shown on the map as entering 
Detroit. U. S. highway 24, it said, entered the northwestern 
corner of the city and that the certificate authorized service 
between Detroit and Toledo over that highway, in the opinion 
of the examiner. Protestants’ contention that the certificate 
was erroneously drafted was one properly for consideration 
in MC 48591 rather than in the instant case, said the examiner. 

To the contention of the protestants that even if the rights 
over U. H. highways 24 and 24 could be separately sold, the 
seller should not also be permitted to sell and retain and sell 
again the right to serve intermediate points on the common 
highway and off-route point authority in the aforementioned 
Michigan counties, the examiner said it had been found that 
off-route point authority, when granted in conjunction with 
several routes, rather than a particular route, was appurtenant 
to all of such routes. 

He said that, while there were numerous motor carriers 
operating between Detroit and Toledo and between Detroit and 
most of the larger points served by Hayes, the latter rendered 
an exclusive service to many smaller communities and that, with 
entry into Detroit, Hayes would be able to improve that service 
and eliminate interchange delays. 


CRIPPS OVERLAND PURCHASE 


In a proposed report in MC F-2267, Lloyd Markel—Pur- 
chase—Cripps Overland Express, Inc., embracing MC F-2268, 
P. E. Mogensen, et al.—Contrel—Service Transport Co.—Pur- 
chase—Cripps Overland Express, Inc.; and MC F-2346, George 
H. Mickow — Purchase — Cripps Overland Express, Inc., Ex- 
aminer Vernon V. Baker has recommended denial of the 
applications for authority to purchase separate portions of 
the operating rights of Cripps Overland Express, Inc., of 
Chicago, Ill. 

The examiner said the proposals advanced contemplated 
a division of operating authority apparently without regard to 
the operations actually conducted by Cripps. The purchases 
proposed by Lloyd Markel and Service Transport, said he, 
would result in two operations between Chicago and Milwaukee, 
instead of the one operation conducted by Cripps, and that 
the record showed no need for additional service between those 
points. As to the rights proposed to be purchased by George 
H. Mickow, the examiner said the purchase would result in two 
operations between Racine and Milwaukee, Wis., in place of 
the Cripps operation; and also pointed out that it was proposed 
that Mickow acquire the right to serve certain off-route points 
appurtenant to certain regular-route authority. The right to 
serve off-route points might not be separate from regular- 
route authority, said the examiner. 

He said that, in his opinion, the Cripps routes between 
Chicago and Milwaukee were so interrelated that division 
thereof among three carriers, as proposed, would not be con- 
sistent with the public interest. While Cripps had utilized one 
or more of the involved routes as occasion demanded, he said 
there was nothing to indicate that distinct operations had been 
maintained over those routes. If the routes were operated by 
separate carriers, said he, each carrier would compete for all 
traffic moving between Chicago and Milwaukee. 


GREENE FORWARDER APPLICATION 


Examiners Claude A. Rice and Charles B. Gray, in a pro- 
posed report in FF-84, C. S. Greene & Co., Inc., Freight For- 
warder Application, have recommended that the operations of 
C. S. Greene & Co., Inc., of Chicago, Ill., be found to be those 
of a freight forwarder subject to the interstate commerce act. 
They recommended issuance of a permit to forward commodi- 
ties generally from Chicago, when originating at points in 
Illinois, Indiana, Iowa, Michigan, Missouri, and Wis., when for 
export through the ports of Boston, Mass., New York, N. Y., 
Philadelphia, Pa., Baltimore, Md., and Norfolk, Va.; when 
originating at points in Illinois, Indiana, Iowa, Minnesota, Ne- 
braska, South Dakota, and Wisconsin, for export through Mo- 
bile, Ala., New Orleans, La., Pensacola, Port Everglades, and 
Port Tampa, Fla.; when originating at points in New Hamp- 
shire, Connecticut, New York, Pennsylvania, Ohio, Indiana, 
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Illinois, Michigan, Wisconsin, Iowa, Kansas, and Missouri, for 
export through Los Angeles harbor, San Francisco, Calif., and 
Vancouver, B. C. 


Proposed Reports 
Class Rates, Etc. 


I. and S. M-2318, Various Commodities Over Harrison Ex- 
press Co. By Examiner C. W. Bennett. Proposed increased mini- 
mum class rates, and proposed increased rates on certain specified 
commodities, from, to, or between points in New Jersey and 
New York, not shown to be just and reasonable. Recommends 
suspended schedules ordered cancelled and proceeding discon- ° 
tinued. By schedules filed to become effective Oct. 16, 1943, 
Victor Micati, doing business as Harrison Express Co., of 
Kearny, N. J., proposed either to establish minimum class 
rate “stops” or to apply class rates in lieu of present com- 
modity rates. The report said the respondent had failed to 
appear or present evidence at the scheduled hearing and thus 
had not met the obligation imposed on him to show that the 
proposed change in rates or charges was just and reasonable. 


Gasoline, Etc. 


No. 28860, Pure Oil Co. vs. Atlantic Coast Line Railroad 
Co. et al. By division 2. Dismissed. Rates on gasoline, kero- 
sene, and other refined petroleum products taking the same 
rates and on fuel oil and other low-grade petroleum oils grouped 
therewith, in tank-car loads, from Cabin Creek Junction, W. Va., 
and on natural gasoline, in tank-car loads, from Dawes, W. Va., 
to points in Pennsylvania, West Virginia, Maryland, Delaware, 
and northern Virginia, not shown to have been or to be unrea- 
sonable or otherwise unlawful. As to the reasonableness of the 
rates, the report said the assailed rates from Cabin Creek 
Junction and Dawes were on the same level generally as the 
corresponding rates on the same commodities from other pro- 
ducing points in West Virginia, western Pennsylvania, and 
southwestern New York, and that the changed conditions lead- 
ing to a reduction of compared rates from producing points in 
central territory west of Pennsylvania and West Virginia, were 
temporary, the rates having been established as a result of 
negotiations initiated by the Office of Petroleum Coordinator 
for the purpose of stimulating movement by railroad and 
relieving shortage of the commodities in the involved territory. 
In that connection, the report pointed out that departure from 
the long-and-short-haul provision of the fourth section was 
protected by a temporary fourth-section order. As to the allega- 
tion of undue prejudice, which complainant said arose from 
the disparity between the rates assailed from Cabin Creek 
Junction and the rates from Catlettsburg and Cincinnati, O., 
and Louisville, Ky., the report said a mere disparity in rates 
and a general showing of competition did not establish undue 
prejudice. There was no evidence to show that the difference 
in the aforementioned rates had interfered with the marketing 
of the products of the Cabin Creek refinery, said the report, 
adding that the refinery had been operating at capacity at 
the time of the hearing. Unjust. discrimination within the 
means of section 2 of the act had not been established, it 
said. 
Solid Fuels 


I. and S. M-2285, Solid Fuels Between Rhode Island, Conn. 
& Mass. By Examiner U. E. Conlon. Proposed commodity rates 
on bituminous and anthracite coal and coke, 12,000 pound mini- 
mum, between points in Rhode Island, Connecticut, and Massa- 
chusetts, just and reasonable. Recommends vacation of sus- 
pension order and discontinuance. By schedules filed to become 
effective Aug. 26, 1943, Rhode Island Truck Owners Association, 
Inc., agent, Providence, R. I., proposed to establish for the 
account of 10 motor common carriers increased commodity 
rates on coal and coke between points in the aforementioned 
states. The proposed schedules were suspended on protest of 
the Office of Price Administration until March 26. The report 
said the suspended tariff represented an attempt on the part 
of the carriers to publish uniform rates throughout the con- 
sidered territory, having maintained varying rates and minimum 
weights in their individual tariffs. It said the record clearly 
indicated that all but one of the carriers were performing the 
service at a substantial loss and that the present rates were 
based on cost of operations that did not take into consideration 
increased costs, some of them being based on 1936 cost figures. 
A partial check, it said, showed that the suspended rates on 
bituminous coal would yield truck-mile earnings of 41.5 to 24.7 
cents for one-way highway distances ranging from 12 to 43 
miles; those on anthracite coal would yield earnings of 45.5 
to 27 cents, and on coke, 56 to 33.3 cents for the same distances. 
However, it was pointed out, in most instances the carriers re- 
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turned empty and that, therefore, these truck-mile earnings 
would be substantially reduced. There seemed no question but 


‘that the respondents were in need of additional revenue and 


that the increased rates were necessary to enable them to 
obtain it, said the report. As to price ceilings, it said that while 
the dock operator shippers might pass along increased trans- 
portation charges, the consignees could not do so, but added 
that there was nothing to prevent the mill owners from filing 
a petition with the Price Administrator to raise the ceiling 
price of their commodities to overcome any additional costs 
accruing from increased coal rates. 


Bicycles 


I. and S. No. 5250, Bicycles, East to Pacific Coast. By 
Examiner Leland F. James. Proposed increased commodity 
rates on bicycles, with wheels exceeding 16 inches in diameter, 
and bicycle parts, in less than carloads, from eastern trans- 
continental origins to destinations on the Pacific Coast, just and 
reasonable and not shown to be otherwise unlawful. Recom- 
mends vacation of order of suspension, and discontinuance. By 
schedules filed to become effective Aug. 15, 1943, rail carriers 
members of the Transcontinental Freight Bureau proposed to 
increase the commodity rates as aforementioned. On protest 
of certain dealers, and of the Office of Price Administration, 
operation of the schedules was suspended until March 15. The 
report said the respondents proposed to eliminate from a mixed 
carload item under suspension any reference to “less-than-car- 
loads” in connection with the larger bicycles, although the sus- 
pended item carried a note subjecting it to the item providing 
carload rates on the larger bicycles, also under suspension. 
This item also carried new less-than-carload rates on them, it 
said, and that the latter constituted a reduction from the classi- 
fication basis now applicable. It said that, compared with the 
present less-than-carload commodity rates of $4.13, $4.13, $3.80, 
$3.53, and $3.80 on children’s bicycles from Westfield, Mass., 
New York, Dayton, O., Chicago, and Cleveland, respectively, 
to Pacific Coast destinations, the corresponding proposed rates 
on the larger bicycles were $4.76, $4.76, $4.17, $3.97, and $4.37. 
There was no showing on the record that the proposed rates 
were unreasonable per se, said the report. As to the alleged 
threat to the price stabilization program, the report pointed 
out that bicycles were being manufactured only at Westfield, 
Mass., and Dayton, O., and that potential purchasers were con- 
siderably limited. A price increase that might be made to reflect 
a rate increase, it said, would not be as keenly felt or con- 
stitute as great an inflationary threat as might follow a price 
increase affecting a commodity produced on a large scale. It 
added that, from a strictly technical point of view, respondents 
were really not seeking a rate increase as such, but were 
merely attempting to establish the correct rates on the larger 
bicycles in lieu of those erroneously thought to be in effect due 
to the wording of the tariff. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postpened by the Commission. State 
“nm which applicant has home office is shown in “‘black face’ type, 
with name of town or city following.) 


Alabama (Florala)—-MC 6699, Sub. 3, James Ernest Can- 
non, extension. Certificate proposed. Passengers and their 
baggage, express and newspapers, between Florala, Ala., and 
-Panama City, Fla., over a specified route, and return over the 
same route with service at all intermediate points. 

Missouri (St. Louis)—-MC 66462, Sub. 5, The Willett Co., 
extension, embracing MC 52802, Wabash Railway Co. Common 
Carrier Application. Certificate proposed in MC 66462, Sub. 5, 
and denial of certificate proposed in MC 42802. In MC 66462, 
Sub. 5, general commodities, with exceptions, between Chicago, 
Til., and Gary, Ind., over a specified route. Holding by appli- 
cant of a certificate, and of permit in MC 20697, found con- 
sistent, on the ground that the common carrier operations un- 
der consideration were performed exclusively for the Wabash 
and the Pennsylvania railroads. Any authority granted should 
be restricted to shipments having a prior or subsequent move- 
ment by rail, the report said, and that service to be performed 
should be limited to that auxiliary to or supplemental of rail 
service of the aforementioned railroads, applicant not to serve 
or interchange freight at any point not a station on the lines 
of the two railroads. It said that in MC 42802, the Wabash 
had retained its “grandfather” application on file in order to 

have the Commission make a final determination of the ques- 
tion as to who was entitled to a certificate for the substituted 
service performed by Willett. The record failed to show that 
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such operations had ever been conducted by the Wabash as 
a common carrier by motor vehicle, either in vehicles of its 
own or equipment leased from other carriers, the report said, 
and it was not, therefore, entitled to a “grandfather” certificate. 

Massachusetts (Boston)—-MC 104532, Sub. 1, Edward H. 
Burrell, common carrier. Certificate proposed. Sea food, from 
Boston, Mass., to points in New Haven, Fairfield, and Litch- 
field, Counties, Conn., over irregular routes, traversing R. I. 
for operating convenience only. 

Connecticut (Meriden)—-MC 104664, Thomas J. Horrigan, 
common ¢arrier. Certificate proposed. Household goods, be- 
tween Meriden, Conn., and points within 10 miles thereof, on 
the one hand, and, on the other, points in Mass., Me., N. H., 
N. J., N. Y., R. I., and Vt., over irregular routes. 

lowa (Arnolds Park)—-MC 104622, Fred Hawn, common 
carrier. Certificate proposed. Livestock, between Arnolds Park, 
Ia., and points in Ia. and Minn. within 25 miles thereof, on the 
one hand, and, on the other, Sioux City, Ia.; and emigrant mov- 
ables and household goods, between points in Ia. and Minn. 
within 20 miles of Arnolds Park, and between points in that 
territory, on the one hand, and, on the other, points in Ia., 
Minn., Neb., and S. D., within 150 miles of Arnolds Park. 

New York (New York)—MC 11990, Meyer Margolies, com- 
mon carrier. Certificate proposed. Continuance in operation, 
household goods, between New York N. Y., on the one hand, 
and, on the other, Philadelphia, Pa., and points in N. J. and 
Conn.; and store fixtures, from New York to Baltimore, Md., 
Washington, D. C., Providence, R. I., and points in N. J., N. Y., 
Conn., Mass., and Pa., all over irregular routes. 

Vermont (Barre)—MC 65297, Sub. 1, Wilfred Dewey Lovie, 
common carrier. Certificate proposed. Household goods, be- 
tween Barre, Vt., and points in Vt. within a 25-mile radius of 
Barre, on the one hand, and, on the other, points in Conn., Me., 
N. H., Mass., and N. Y., over irregular routes. 

Connecticut (Hartford)—-MC 60024, Sub. 3, Harry B. Rosen- 
blum and Sydney Rosenblum, extension. Denial of certificate 
proposed. Household goods, between points in Conn., Del., Me., 
Md., Mass., N. H., N. J., N. Y., Pa., R. L, Vt., Va., W. Va., and 
D.C 


New York (Buffalo)—-MC 19423, Endres Delivery, Inc., 
common carrier. Certificate proposed on further hearing, and 
finding in prior report of May 13, affirmed. Continuance in op- 
eration, general commodities, with exceptions, between Buffalo, 
N. Y., and points in Erie and Niagara counties, N. Y., except 
Depew, Lancaster, and Cheektowaga; household goods, between 
points in Erie and Niagara counties, on the one hand, and points 
in Ill., O., Pa., and N. J., on the other. 


Indiana (Hillsboro)—-MC 59354, Sub. 11, Glen R. Pitman— 
extension. Denial of permit proposed. Specified commodities, 
from Bartonville, Chicago Heights, and Peoria, Ill., to points in 
N. D., Colo., Okla., Tex., Ark., W. Va., Pa., Neb., Wis., Ind., 
Ky., Mich., Minn., O., and Tenn. 

Maryland (Easton)—MC 73587, Sub 8, Elliot Brothers 
Trucking Co., Inc., extension. Certificate proposed. Dressed 
poultry, in containers, from Pocomoke City, Md., to Eastport, 
L. L, N. Y.; empty containers on return, over irregular routes. 

Oklahoma (Nowata)—MC 103154, Sub. 1, J. C. Boop, ex- 
tension. Certificate proposed. Oilfield equipment and supplies, 
between points in Seminole and Washington counties, Okla., on 
the one hand, and points in a described area of Kan., on the 
other, over irregular routes, traversing other portions of Okla- 
homa for operating convenience only. 


New York (New York)—MC 104422, Reilly Theatrical 
Transfer, Inc., common carrier. Denial of certificate proposed. 
Scenery, props, electric effects, trunks, wardrobe and other 
theatrical effects, from New York, N. Y., to points in N. J., 
within 25 miles of Columbus Circle, New York city, and from 
me 4 City, N. J., to points in N. Y. within 25 miles of Columbus 

ircle. 

Maine (Kittery Point)—-MC 104778, Henry S. Knudson, Jr., 
common carrier. Certificate proposed. Lumber, from points in 
Me. within 150 miles of Kittery, Me., to Dover, Portsmouth, 
Rochester and Rollinsford, N. H.; and from Rollinsford to 
points in a described area of Mass., those within 15 miles of 
Boston, Mass., including Boston; and logs, from points in Me. 
within 50 miles of Kittery to Dover, Portsmouth, Rochester and 
Rollinsford, N. H., over irregular routes. 

_ Arkansas (E] Dorado)—MC 36960, Sub. 4, Black Motor 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, with. exceptions, between Dubach and Monroe, La., via 
Ruston, La., over a specified route, serving intermediate point 
West Monroe, La., with no pick-up or delivery at Dubach or 
Shreveport, La. 

IMinois (Chicago)—-MC 69929, Leonard H. Berenson, com- 
mon carrier. Certificate proposed. Continuance in operation, 
(a) pulpboard, chipboard, strawboard, boxboard, and pulpboard 
boxes, between points in the Chicago commercial zone, on the 
one hand, and, on the other, Louisville, Ky., points in Ind., 
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O., and Ia., and those in the southern peninsula of Michigan; 
and (b) iron and steel articles, between points in the Chicago 
commercial zone, on the one hand, and, on the other, Louis- 
ville, Ky., Omaha, Neb., Hutchinson, Kan., St. Louis and 
Springfield, Mo., points in O., Ind., and Ia., those in described 
areas of Kan., and Mo., and those in the southern peninsula of 
Mich., over irregular routes. 

Missouri (Sedalia)—-MC 104466, Sub. 2, Des Moines & 
Northwest Iowa Bus Line, common carrier. Certificate pro- 
posed. Passengers and their baggage, and express in the same 
vehicle with passengers, between Des Moines and Manning, Ia., 
over a specified route, and return over the same route, serving 
the intermediate and off-route points of Clive, Waukee, Adel, 
Redfield, Linden, Panor, Yale, Bagley, Bayard, Coon Rapids, 
Dedham, and Templeton, Ia., subject to certain restrictions. 

Ontario, Canada (Fort Frances)—MC 104738, John Hughes, 
common carrier. Certificate proposed. Pulpwood, from the 
international boundary between the United States and Canada, 
at International Falls, Minn., to International Falls, over ir- 
regular routes. 

Massachusetts (Palmer)—MC 1351, Sub. 3, Morris Haskell, 
extension. Permit proposed. Paperboard or pulpboard, from 
Ridgefield, N. J., and Ridgefield Park, N. J., to Chicopee, Mass., 
passing through N. Y. and Conn., over irregular routes. 

Ohio (Akron)—MC 30205, Sub. 3, A & B Fast Freight, 
Inc., extension. Certificate proposed. General commodities, 
with exceptions, between Rochester, N. Y., and Mansfield, Pa., 
over U. S. highway 15, as an alternative route for operating 
convenience only on traffic destined beyond Mansfield, serving 
no points to and from which service is not otherwise authorized. 

Maryland (Salisbury)—-MC 75665, Sub. 10, Red Star Mo- 
tor Coaches, Inc., extension. Certificate proposed. Passengers 
and their baggage, express, newspapers, and mail, in the same 
vehicle wtih passengers, between Matapeake, Md., and junction 
Maryland highway 2 and unnumbered highway near Annap- 
olis, Md., over a specified route, and return over the same 
route, with service authorized to and from intermediate points 


‘of Skidmore and St. Margarets, Md. 


Maryland (Salisbury)—MC 75665, Sub. 11, Red Star Mo- 
tor Coaches, Inc., extension. Certificate proposed. Passengers 
and their baggage, express, newspapers, and mail, in the same 
vehicle with passengers, between Claiborne, Md., and Mata- 
peake, Md., over a specified route and return over the same 
route, with no service to or from intermediate points. 

Idaho (Idaho Falls)—-MC 86750, Sub. 1, Stanley Park, 
extension. Denial of certificate proposed. Coal, from Wyom- 
ing mines within 35 miles of Alpine, Wyo., to points in Idaho 
within five miles of those applicants is presently authorized to 
serve under authority granted in MC 86750. 


MULTIPLE CARLOADINGS RULE 


Rail carriers should not be permitted to deny their respon- 
sibility for the safe transportation of freight, say the briefs of 
protestants filed with the Commission in I. and S. No. 5268, 
Rule 33—Multiple Loading. The proceeding involves the provi- 
sions of a change proposed in rule 33, intended to cover restow- 
ing or rebracing by consignees of carload freight remaining in 
or on the car at the destination intermediate to the final desti- 
nation when such carload freight is transported subject to the 
consolidation privileges contained in General Order O. D. T. 
18A (see Traffic World, Nov. 13, p. 1208). 

The Commission was asked to cancel the section of the 
rule objected to by Evaporated Milk Association; National 
Industrial Traffic League; Carnation Co.; and by Wisconsin 
Paper & Pulp Manufacturers’ Traffic Association in a state- 
ment in lieu of brief. 


The position generally assumed by the protestants was 
that at least the portion of the section of the rule that operated 
to limit the carriers’ liability should be stricken from the rule. 
The League said this part of the paragraph was wholly unnec- 
essary in view of other rules defining the responsibility of 
shippers respecting carload shipments. The carriers’ rights 
were amply protected as to each shipment in the car by the 
specific provisions of other rules in the classification, and by 
the Iaw as established in court decisions in loss and damage 
cases, the League said. 


Carnation Co. said that “the railroad gets the profit and 
its customer, the shipper, gets the grief from consolidated load- 
ing,” and reviewed the difficulties facing the consignor in ob- 
taining the cooperation of customers as to restowing the re- 
mainder of the load, as did the Evaporated Milk Association. 
The paper and pulp traffic association said the requirement of 
the section of the rule objected to was “strictly foreign to 
present practices, it is not in accordance with the common law 
responsibility or liability of the carriers,” and would serve as 
an avenue for the evasion of carrier liability. 

The protested rule 33 did no more than conform to well 
established principles, said the brief of railroads parties to the 
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Consolidated Freight Classification, filed with the Commission 
in I. and S. No. 5268. There could be no doubt, said the rail- 
roads, that, as to single carloads, it was the duty of the con- 
signor so to load, stow, and brace that the consignment would 
carry safely to destination with ordinary handling by the car- 
rier, and that no part of the duty to load, stow, brace, or un- 
load rested on the carrier. 

The rule, said they, was required by General Order O. D. T. 
18A to cover restowing and rebracing at intermediate destina- 
tions, and that the rule had simply announced the continuing 
obligation of the shipper so to brace and stow that each con- 
signment would carry safely to destination. Evidence showed 
the need for such rebracing and restowing at intermediate 
destinations, they said, and that it was altogether impracticable, 
if not impossible, for the railroads to do such work. 

The respondents said it might well be, as mentioned by the 
examiner at the hearing, that an intermediate consignee would 
prefer to assume the task of rebracing and restowing volun- 
tarily, where necessary, if that meant the difference between 
receiving freight at carload rates or at higher rates. The con- 
Signor, said they, was not compelled to ship by multiple loaded 
car and that multiple loading was, in fact, an exception to 
O. D. T. 18A, adding that the fundamental purpose of that 
order was to increase minimum loadings. 


Coal Rates in Illinois 


Chester Bowles, Price Administrator, Southern Railway 
Co., and coal interests in Kentucky, Illinois and Indiana have 
filed briefs with the Commission in I. and S. No. 5139, Coal to 
Beloit, Wis., and Northern Illinois, and No. 28881, Bituminous 
Coal Rates Within Illinois, proceedings involving the railroads’ 
attempt to increase intrastate coal rates in Illinois, and inter- 
state rates from Illinois, Indiana, and Kentucky to Beloit, Wis., 
and northern Illinois points (see Traffic World, Oct. 15, p. 920). 


The briefs were concurrently filed with the Illinois Commerce. 


Commission, and uniformly ask that the rates suspended in 
I. and S. No. 5139 be cancelled. 

Southern Railway said its position was somewhat different 
than that of the other carriers involved and so had filed its own 
brief. It took the position that the rates in the affected terri- 
tory were low and might well be increased; that there should 
be one rate from mines on all lines in the Brazil-Clinton group, 
and one rate from mines on all lines in the Linton-Sullivan 
group, to individual destinations in the affected territory; and 
that the differentials Princeton-Ayrshire and Boonville over 
Linton-Sullivan should be 7 and 10 cents, respectively. It 
should be borne in mind, said Southern, that coal from the 
southern Indiana groups must move long distances through com- 
peting intermediate territory and that the markets for southern 
Indiana coal were extremely limited. 


The Fifth and Ninth Districts Coal Traffic Bureau, and 
Belleville Fuels, Inc., joined in a brief. saying that the present 
Illinois intrastate rates from Illinois mines to northern Illinois 
points in the affected territory did not violate section 13(4) of 
the interstate commerce act, and that the evidence did not 
justify any increases in the rate differences on differentials be- 
tween the Fulton-Peoria producing district, on the one hand, 
and the Belleville and DuQuoin groups, on the other, to northern 
Illinois points. 


Middle States Fuels, Inc., and Northern Illinois Coal Trade 
Association took the position that there was no basis for the 
exercise of jurisdiction by the Commission over intrastate 
rates from the Fulton-Peoria origin group and that rates from 
that group to Beloit were unjust and unreasonable and should 
be reduced to a basis of 79 cents a net ton below the rates 
from the base origin group, southern Illinois; that the rates 
from the Fulton-Peoria group to the involved destinations were 
unjust and unreasonable and should be reduced, and properly 
related to rates from Fulton-Peoria to Beloit, Wis., prescribed 
in the proceeding; that the proposed increased rates from 
the Fulton-Peoria origin group should be disapproved; and 
that the rate from that group to Dixon, Ill., was in violation 
of sections 32, 38, and 72 of the act. A maximum reasonable 
rate of $1.25 a net ton should be prescribed, they said. 


Coal Trade Association of Indiana asked disapproval of 
the suspended rates; that the Commission require the publica- 
tion of rates, interstate and intrastate, to the destination terri- 
tory in northern Illinois that would restore the standard differ- 
ential adjustment that “was disrupted by the reduction of the 
intrastate rates in Illinois by the Illinois Commerce Commis- 
sion’s orders of 1930; and that the Commission continue the 
“existing standard differential adjustment from Illinois, Indiana, 
and west Kentucky, to Beloit, Wis.” 

Kentucky Coal Agency, Inc., asked that, in lieu of the sus- 
pended rates, the Commission prescribes rates from western 
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Kentucky to the involved destinations that would not exceed 
by more than 25 cents the contemporaneous rates from the 
southern Illinois and Princeton groups; but that, in the event 
the proposed increases from western Kentucky were approved, 
that corresponding increases be approved for all other coal 
producing groups in Illinois and Indiana to the same destina- 
tions in order not to further magnify rate disparities under 
which, it said, western Kentucky operators were laboring. IIli- 
nois Coal Traffic Bureau and Central Illinois District Coal 
Traffic Bureau said they had intervened and opposed any 
change in the present rates from the mines in the Fulton-Peoria 
district or Atkinson to Dixon, Ill., that would increase the dif- 
ferentials now in effect between the rates from such mines, on 
the one hand, and those in the other Illinois origin groups rep- 
resented by them. 

The Price Administrator asked the Commission to find that 
the respondent$ had failed to show that the present rates were 
unlawful or to justify any rates higher than the present rates; 
that the present Illinois intrastate rates did not cause any 
undue advantage, preference, or prejudice; and that the present 
interstate rates had not been shown to be less than maximum 
reasonable rates. 

Railroad respondents, except the Southern Railway Co., in 
No. 28881, and I. and S. No. 5139, in a brief filed with the 
Commission and with the Illinois Commerce Commission, said 
that, under the Commission’s section 3 order they might effect 
the relation found proper either by increasing the rates to Rock- 
ford or by reducing the rates to Beloit. They had chosen to in- 
crease the Rockford rates, they said, adding that in doing so 
they were acting not only with the sanction, but in response 
to an order of the Commission. The Commission had specifically 
suggested that the rates to this northern Illinois territory were 
less than maximum reasonable, said they, and that the in- 
creased rates proposed to Rockford and related destinations 
must be approved as reasonable. 

In working out the proposed increased rates, the carriers 
said they had sought to preserve existing differential relation- 
ships and that this had necessitated increasing the rates from 
Indiana to Beloit, which rates, they said, the Commission had 
recognized as on a low level. 

In connection with its approval of the proposed interstate 
rates, said the carriers, the Commission had the duty under 
section 13 to require an increase in the present intrastate rates 
up to the level proposed in the suspended schedules. They asked 
that if, “regardless of the patent lawfulness of the suspended 
intrastate rates the Illinois Commerce Commission should fail 
promptly to find those rates, justified in their entirety,” the 
Commission enter an order under section 13 of the interstate 
commerce act requiring that the intrastate rates on bituminous 
coal be increased to the level proposed in the suspended intra- 
state schedules. 

Medusa Portland Cement Co. asked the Commission to 
find that the present rates on coal from Victoria and southern 
Illinois to Dixon, Ill., were not in violation of section 13 and 
should be excepted from any finding or order of the Commis- 
sion in No. 28881; and that in I. and S. No. 5139, the Commis- 
sion should deny the carriers the right to increase present 
interstate rates to Dixon. 


MILWAUKEE REORGANIZATION 


A group of owners of 55-year five per cent mortgage gold 
bonds, Series A, the Milwaukee, have petitioned the Commis- 
sion in Finance No. 10882, Chicago, Milwaukee, St. Paul & 
Pacific Railroad Co., to add a provision to its second supple- 
mental report in that proceeding so that the board of direc- 
tors of the reorganized company, as well as the reorganization 
committee, will have authority to dividends on the preferred 
stock. The petitioners suggested the following addition to the 
provisions relating to the preferred stock: 

Provided, however, that the board of directors of the reorganized 
company may, in the exercise of its discretion and from time to time 
after consummation of the plan, declare and pay to holders of preferred 
stock out of any available net income for any full calendar year inter- 
vening between the effective date of the plan and the date of its con- 
summation which may be applicable for the purpose under the terms 
hereof, one or more dividends with respect to such calendar year in 
amounts which do not exceed in the aggregate $5 per share. Divi- 
dends so paid shall not be considered in determining the period for 
which the voting trust provided for herein must be continued. 


The petitions said that, since the preferred stock they 
would receive was, by its terms, non-cumulative as to divi- 
dends, the board of directors of the new company might deter- 
mine that they had not legal authority to pay dividends, 
although earned on such preferred stock in the years between 
the new effective date of the plan; Jan. 1, 1944, and the date 
when the plan was consummated, and might conclude that 
their authority to pay such dividends was limited “to the in- 
stant year.” 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5283, the Commission has suspended from 
Jan. 30, until Aug. 30, the operation of certain schedules as 
published in Agent W. S. Curlett’s Tariff I. C. C. No. A-799 
and Supplement 70 to Agent R. H. Hoke’s Tariff I. C. C. No. 
668. The suspended schedules propose rates on freight, all 
kinds, in mixed carloads and in any quantity, from New York, 
N. Y., Baltimore, Md., and Philadelphia, Pa., to Atlanta, Ga., 
Birmingham, Ala., and Chattanooga, Tenn., over all-rail and 
ocean-rail routes. 

The following are representative: Proposed all-rail carload 
rates from New York, N. Y., to Birmingham, Ala., 127 cents 
and from Baltimore, Md., to Atlanta, Ga., 105 cents. Proposed 
ocean-rail any-quantity rates from New York to Birmingham, 
148 cents; and from Baltimore to Atlanta, 123 cents. 

In I. and S.:M-2363 the Commission has suspended from 
Jan. 30, until Aug. 30, the operation of certain schedules as 
published in supplements Nos. 49 and 50 to joint tariff MF 
I. C. C. No. 265 and supplement No. 6 to joint tariff MF 
I. C. C. No. 319, issued by Southern Motor Carriers Rate Con- 
ference, agent, Atlanta, Ga. The suspended schedules propose 
restrictions in the application of classification exceptions ratings 
on canned goods, minima 10,000 and 15,000 pounds, and com- 
modity rates on petroleum and petroleum products, less-than- 
truckload and minimum 15,000 pounds, applying from points in 
middle Atlantic territory to points in southern territory, when 
moving over the routes of Roadway Express, Inc. 


In I. and S. M-2364, the Commission has suspended from 
February 3 until September 3 the operation of tariff MF-I. C. C. 
No. 15 of Malkin Motor Freight Co., Cambridge, Mass. The 
suspended schedules propose to establish specific commodity 
rates on fruits and vegetables, groceries and grocery supplies, 
and packing-house products, between New Haven, Conn., and 
40 Connecticut points, in lieu of higher or lower present class 
rates. 


Seatrain Status 


The Commission, division 4, by an order in W-543, Sea- 
train Lines, Inc., Common Carrier Applications, has reopened 
the proceeding for hearing on the question of whether or not 
the findings and certificate and order of July 2, 1942, should be 
modified ‘‘so as to authorize applicant to continue to operate in 
service in which it was engaged ... namely, as a common car- 
rier by the ‘Seatrain’ type of vessels in the transportation of 
liquid cargoes in bulk; of empty railroad cars, and of property 
loaded in freight cars received from and delivered to rail car- 
riers and transported without transfer from the freight cars” 
between the ports of New York, N. Y., New Orleans, La., and 
Texas City, Tex. It appeared, said the Commission, that the 
question had arisen as to whether authorization to operate as 
a common carrier in the “transportation of commodities gen- 
erally” was not “too broad.” The proceeding was assigned for 
hearing before Commissioner Porter and Examiner Copenhafer 
at the offices of the Commission, Washington, D. C., Feb. 28. 


The order reopening the proceeding followed the dispatch 
of a letter written by John F. Girault, assistant director of the 
Commission’s Bureau of Water Carriers and Freight For- 
warders, to Parker McCollester, attorney for Seatrain. With 
the letter went a draft of a report and amended order and cer- 
tificate, in which the Seatrain authority would be modified as 
aforementioned. In a seven-page reply, Mr. McCollester said 
the Commission did not understand the service Seatrain had 
rendered from the beginning; that it had carried cargo other 
than in freight cars; that the Commission might have had this 
information from the “Hoboken divisions case’ (see Traffic 
World, Dec. 11, p. 1452); and that the Commission’s field in- 
vestigators who had examined Seatrain’s records in connection 
with its application should have learned of the facts cited con- 
cerning Seatrain’s service. At one point in his letter, Mr. Mc- 
Collester said: 


We cannot conceal the impression which is quite generally shared 
by those interested in or concerned with water transportation, that in 
the administration of part III there has developed a tendency to inter- 
pret and enforce the provisions of part III to restrict, hamper and 
discourage water transportation and the suggestion contained in your 
letter seems to be another indication of such a tendency. It would be 
regrettable if the Commission should so apply the act that resort had 
to be had to the Congress in order to recreate conditions under which 


4 domestic merchant marine can be encouraged and will thrive after 
e war, 


329 


Pointing out that the amended certificate and order would 
limit Seatrain to the transportation of property loaded in 
freight cars received from and delivered to rail carriers and 
transported without transfer from the freight cars, Mr. McCol- 
lester said it would prevent Seatrain from carrying a large 
part of the freight it had transported from the beginning of its 
operations. Seatrain had received cargo not only from railroads, 
but from shippers or connecting water carriers, said he, and 
that it delivered freight not alone to railroads but to consignees, 
to water carriers in the foreign trade, to barges, etc. Seatrain 
maintained interior freight stations at the ports for the receipt 
and delivery of freight which, said he, obviously was not re- 
ceived and delivered in cars, but was handled between the 
freight stations and the piers by truck. Further describing the 
Seatrain operation, he said: 


How it should be carried on the vessels, whether loaded in cars 
or in the hold, depended on conditions. If there were cars available 
which would otherwise move empty, it was ordinarily loaded in cars. 
But it was often uneconomical to obtain cars and the freight was carried 
to the port of discharge in the hold or on deck. Even freight received 
in cars from railroads is often transferred because the cars are too 
iarge, or are defective, or in order to promote more efficient use of cars 
by employing home routed .cars that would otherwise move empty. 
At times the freight when removed from cars is carried loose in the 
hpld and not loaded into cars at all. 


Mr. McCollester said the Commission’s misunderstanding 
had doubtless resulted from the fact that at the time of the 
proceedings before the Commission its jurisdiction over water 
carriers was limited to through transportation under common 
arrangements with the railroads, and that the evidence had 
related only to transportation subject to the Commission. Even 
as to freight interchanged with the railroads, said he, a con- 
siderable part, for the convenience of the railroads, had been 
interchanged by railroad lighters involving removal from cars. 


In forwarding the draft of the Seatrain report on recon- 
sideration, Mr. Girault enclosed copy of the report of the Com- 
mission in W-587, Foss Launch & Tug Co., in which, on recon- 
sideration, the Commission had excluded freightcar ferry serv- 
ice from the term “transportation of commodities generally,” 
among other things (see Traffic World, Jan. 1, p. 9). Mr. Mc- 
Collester said he thought the procedure followed in the Foss 
aa was in error and invalid and that “it certainly was 
unfair.” 


He based his remark on a contention that, until the Com- 
mission had established a classification of groups of carriers as 
provided in section 304(c) of the interstate commerce act, it 
was not within its power to limit the authority granted to a 
water carrier as though such classification had previously been 
established. 


Mr. McCollester said that the railroads had not been 
required to obtain new certificates when inaugurating changes 
in rail transportation, citing the use of removable containers 
and container cars, the use of the so-called dry-flow hopper 
cars for the movement of cement to eliminate the use of bags, 
and the arrangements made by certain western railroads for 
the through transportation of freight by rail and highway 
by carrying trucks or trailers on flat cars. 


He said it would be detrimental to the development of 
a strong merchant marine if the Commission attempted to 
impose restrictions on the kinds of vessels or of the freight 
handling equipment to be employed by water carriers, and 
disclaimed any desire on the part of Seatrain to welcome a 
classification that would give it a preferred position because 
of its method of handling cargo. He said he had previously 
voiced the opinion that the Commission had gone too far in 
placing water carriers in “a straight jacket” by making a 
distinction between carriers using self-propelled vessels and 
those performing their service by non-self-propelled vessels. 
The public, said he, was concerned with obtaining efficient 
water transportation and not with whether the motive power 
was inside or outside the hull of a ship, and made reference 
to the development of a propulsion unit outside the cargo hull 
of a vessel that would increase the cargo capacity of vessels 
making use of it. 


MOTOR RATE INCREASE 


The Commission has granted Central & Southern Motor 
Freight Tariff Association, Inc., special permission to make 
publication of tariff supplements, in form departing from rules 
4(a), 6(d), 7(a) and 9(e) of tariff circular MF No. 3, carrying 
an increase of one-half cent on all rates, arbitraries or charges 
of 12 cents and under, and of 4 per cent on rates, arbitraries 
and charges higher than 12 cents. 

The application for permission pointed out that the Com- 
mission had granted increases of 4 per cent to carriers in 
Middle Atlantic and in New England territory, in cases where 
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the record showed operating ratios of 96 in Middle Atlantic 
Territory, and of 95.6 in New England. 

The operating ratio of 17 motor carriers, participants in 
the tariffs referred to in the application, reflected an operating 
ratio of 98 for the third quarter of 1943, said the association. 
The operating ratio for the third quarter of 1943 for carriers 
operating in southern territory and who were involved in this 
adjustment was 98.4, it said, and in central territory, 96.6, 
resulting in an over-all operating ratio figure of 97. 

“These facts reveal that the motor carriers are faced with 
an imminent emergency,” said the association, “and your peti- 
tioners feel that through the proposed publication there is no 
better method of effectuating the desired relief other than as 
contemplated in the publication as outlined herein. While no 
complete figures for the fourth quarter have as yet been de- 
veloped, no doubt the motor carriers generally will operate 
at ratios greater than 100 for the fourth quarter.” 

The association said it was not asking Commission ap- 
proval of increased rates or seeking to publish changes effec- 
tive on less than statutory notice, but merely to depart from 
the tariff circular and publish in the manner shown by an 
attached exhibit. 


CHAMPION WATER APPLICATION 


The applicant had not been engaged in interstate or foreifn 
commerce as defined in section 302(i) of the interstate com- 
merce act said the Commission, in an order in W-889, William 
J. Champion Common and Contract Carrier Application, dis- 
missing the application. The order said the applicant had 
engaged in the towage of oil barges and lighters loaded with 
ammunition, and the transportation of passengers wholly be- 
tween points within Rhode Island. The only other transporta- 
tion applicant had engaged in, it said, was the transportation 
of refuse to dumping grounds at sea, and that these move- 
ments were not between points in the United States. 


Rates on Gypsum Lath, Ete. 


Examiner C. A. Rice held a hearing at Chicago, beginning 
February 1, in a series of cases involving the rates on plaster 
and gypsum products, in which shipper was arrayed against 
shipper and railroad representatives supported one group and 
opposed the other. The cases are: 


Docket 28971, Certainteed Products Corporation vs. A. & S. A. B. 
et al.; Docket 28971, Sub. 1, Celotex Corporation vs. A. & R. et al., 
and Docket 29033, United States Gypsum Company vs. A. & R. et al. 


The first two cases involved reparation only, but the sum 
asked for by the complainants and a number of intervenors 
run well in excess of $50,000. The demand was based on what 
complainants’ wtinesses alleged was undue delay in making 
effective reductions in the rates on plaster and gypsum lath 
from producing points in official territory to the south. 

In December, 1939, in a decision in I. and S. 4635 and 
I. and S. 4636, the Commission permitted the establishment of 
a system of rates on gypsum lath within the south on a basis 
of 17% per cent of the first class rate applicable in that terri- 
tory. Subsequently, according to witnesses, there was a con- 
ference of interested railroads and shippers at which the for- 
mer agreed to put in effect rates from Official Territory . to 
Southern Territory on the basis of 17% per cent of a “lamina- 
tion” of the rates within the two territories. A dispute as to 
the divisions of the rates between the Official and Southern 
lines, however, they alleged, held up the publication of the 
rates for 17 months. They said they ought to have refunded 
the difference between the rates paid and those applicable 
after the latter date. The differences ranged up to ten cents 
a hundred pounds, typical being that from Grand Rapids, 
Mich., to Atlanta, where the rate paid was 48 cents and that 
applicable after May 22, 1941, was 38 cents, according to the 
testimony. 

Railroad witnesses insisted that the establishment of the 
lower basis of rates in May, 1941, was no admission that those 
in effect before that date had been unreasonably high, and that 
the time of negotiation and preparation before the filing of the 
reductions was immaterial. So was the question as to whether 
or not the railroads had agreed to make the reduction 17 
months before it was actually made, they said. 

The controversy among shippers arose in Docket 29033, in 
which Gordon Riley, traffic manager, United States Gypsum 
Company, made a plea for an increase in the interterritorial 
rate basis to 17% per cent of the destination rate extended 
interterritorially on a mileage basis, from the lower “lami- 
nated” basis. He pointed out that his company had established 
a plant for the making of gypsum lath in Jacksonville, had 
developed the southern market for its product and had worked 
for the establishment of a system of rates on it in the south 
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where it had not preivously existed. In view of those facts, 
he said, it was unreasonable for competitors in Official Terri- 
tory to have access to southern consuming territory on a rate 
basis lower than that in effect within that territory. He said 
that increasing the interterritorial rates as he suggested would 
increase the cost of an average dwelling in the south by less 
than 15 cents, where the builder wanted to use gypsum lath 
made in Official Territory. 

John S. Burchmore, for opposing shippers in Official Terri- 
tory, asked for an adjournment to permit time to study Mr. 
Riley’s rate exhibits before entering rebuttal. His motion was 
allowed and an adjournment taken, without the setting of a 
specific date for reconvening, late February 3. 


PETITIONS FOR REHEARING, ETC. 

MC F-2402, Apex Express, Inc., purchase, John A. Patterson Truck- 
ing Corp. Apex Express, Inc., Perth Amboy, N. J., asks for authority 
temporarily to operate motor carrier properties of John A. Patterson 
Trucking Corp., New York City. 

W-587, Foss Launch & Tug Co. applications. Applicant asks for 
reconsideration by entire Commission and for oral argument. 

No, 27648, Ashland Coal & Ice Co. et al. vs. A. C. L. et al. State 
Port Authority of Virginia et al., interveners, ask for reopening and 
reconsideration of decision of Commission on further hearing. 

No. 28972, Interstate commutation fares New England. Respondents 
ask for discontinuance of proceeding. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14443, Chicago, Burlington & Quincy 
Railroad Company Notes, granting authority to issue at par not exceed- 
ing $7,900,800 of promissory notes in evidence of, but not in payment 
of, the purchase price of certain equipment acquired under a conditional 
sale agreement. Approved. 

Report and order in F. D. No. 14417, Staten Island Rapid Transit 
Railway Co. Merger, etc., authorizing: 1. Merger of the properties of 
the Staten Island Railway Co. into the Staten Island Rapid Transit 
Railway Co. for ownership, management and operation; 2. Purchase by 
the Staten Island Rapid Transit Railway Co. of the property of the 
Baltimore & New York. Railway Co.; 3. The Staten Island Rapid Transit 
Railway Co. to issue not exceeding $1,136,600 of common stock, consist- 
ing of 11,366 shares of the par value of $100 each, and to assume 
obligation and liability in respect of not exceeding $1,807,500 of re- 
funding and general mortgage 6 per cent bonds of the Staten Island 
Railway Co. and $350,000 of first mortgage 5 per cent bonds and $85,500 
of improvement mortgage 6 per cent bonds of the Baltimore & New 
York Railway Co. in connection with the merger and purchase of the 
above-mentioned properties. Approved. 

Report and order in F. D. No. 14453, Alton Railroad Co. Trustee 
Equipment Trust Certicates, granting authority to assume obligation 
and liability in respect of not exceeding $3,675,000 of the Alton Rail- 
road Co. first equipment trust of 1914, 2% per cent equipment trust 
certificates, to be issued by the Harris Trust & Savings Bank of 
Chicago, as trustee, and to be sold at 99.321 and accrued dividends, in 
connection with the procurement of certain equipment. Approved. 


STOVES, EAST TO PACIFIC COAST 


Because of the inability of counsel for the respondent rail- 
roads in I. and S. 5085, Two-for-One-Rule—Heating and Cook- 
ing Apparatus, and I. and S. 5173, Stoves, East to Pacific Coast, 
to attend argument before division 2 of the Commission, Feb- 
ruary 2, respondents waived argument. In those embraced 
proceedings, Examiners A. C. Wilkins and E. L. Glenn recom- 
mended that the proposed rules governing the furnishing of 
two small cars, in lieu of larger car ordered by shipper, min- 
imum weight, ‘and rates, for heating or cooking stoves and 
apparatus, from the east to the Pacific Coast be found just 
and reasonable, and that the order of suspension be vacated and 
~~ ee discontinued (see Traffic World, Dec. 4, 
p. 

Protestants contended generally that they could not load 
to the minimum weights provided in the suspended schedules, 
namely, 40,000 pounds for 50-foot cars, and 31,000 pounds for 
40-foot cars. 

Time for argument was allotted to C. S. Bather for a group 
of protestants; L. H. Zimmerman, for Malleable Iron Range Co.; 
M. F. Weber, for American Stove Co.; John J. McConville, 
Westinghouse Electric & Manufacturing Co.; and W. E. Kasel, 
egg Electric Co., and Edison General Electric Appliance 

‘o., Inc. 


RAIL EQUIPMENT DEPRECIATION 


By sub-orders Nos. SE721, 523-E, 63-B, and 512-B, the 
Commission has prescribed depreciation rates applicable to the 
equipment of the following steam railroad companies, in ac- 
cordance with the provisions of the “Uniform System of Ac- 
counts for Steam Railroads”: 

Chicago & Eastern Illinois Railroad; Donora Southern Rail- 
road Co.; Escanaba & Lake Superior Railroad Co.; and Wyan- 
dotte Terminal Railroad Co. 
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Terminal Services 


For upwards of thirty years the trunk lines serving the 


Chicago switching district had applied the flat Chicago rate, 
with certain exceptions, on all commodities to and from Chi- 
cago for all deliveries, said Belt Railway Co. of Chicago in its 
brief in Ex Parte No. 104, Part II, Practices of Carriers Affect- 
ing Operating Revenues and Expenses; Terminal Services at 
Plant of Corn Products Refining Co., at Argo, Ill. The Belt 
Railway said that, on the record, the Commission should find 


| the Corn Products Refining Co. in addition to the line-haul 


rates on cars placed at the plant of the company for loading 


In the thirty-five years that the Corn Products plant had 


been in operation, said the railroad, no charge had ever been % 


assessed against it by railroads serving the plant for the place- | 
ment of cars for loading or unloading, and that no allowance 


buildings, totaling upwards of 50, that made up the Corn Prod- 


- ucts plant, were separately owned and operated at as many 
. different locations in the switching district, there could be no 
~ serious doubt that each such individual industry would be en- 
’ titled to have its cars placed on its private side track without : 
_payment of charges over and above the line-haul rates. 


The railroad said the ‘presiding commissioner at a recent 
hearing at Chicago had erred in refusing to permit it to put 
in evidence testimony comparing its switching operations at 


- the Corn Products plant with those in the Clearing Industrial 


District “in a manner fully as comprehensive as the Commis- 
sion by its own counsel had developed with respect to the 
Calumet. and Rialto elevators,” also on the respondent’s line. 
In earlier stages of the proceeding, it said, such comparisons 
had been permitted. It asked opportunity to make proof of its 
operations in the Clearing Industrial District, saying that it 
had been denied “the full and impartial hearing to which it is 
entitled under the law.” 


Federal Barge Authority 


Inland Waterways Corporation, operating the Federal 
Barge Lines, has petitioned the Commission in W-381, Inland 
Waterways Corporation Common Carrier Application, to amend 
its certificate so as to grant it authority to continue operations 
in interstate or foreign commerce as a common carrier by tow- 
ing vessels in the performance of general towage between the 
ports and points specified in the certificate issued to it Decem- 
ber 17, 1942. 

In that certificate, the Commission, division 4, authorized 
continuance of operation by the applicant as a common carrier 
by water by non-self-propelled vessels in the transportation 
of commodities generally between ports and points along desig- 
nated parts of the Mississippi River, the St. Croix River, the 
Gulf Intracoastal Waterway, the Illinois Waterway, and Lake 
Michigan, and between points on the Tombigbee, Mobile, War- 
rier, and Black Warrier Rivers, but denied authority with re- 
spect to service to and from points on the Missouri River beyond 
Kansas City (see Traffic World, Jan. 2, 1943, p. 8). 


The government barge line quoted from the Commission’s 
report in the proceeding to the effect that it had performed 
towage for shippers and carriers subject to the conditions that 
special arrangement be made in advance and that contracts 
be signed setting forth the conditions under which the service 
would be performed. Separate authority to tow shippers’ barges 
was not required, said the report, and that the authority 
granted would not limit applicant to the towing of its own non- 
self-propelled vessels. 


The government line said that in rendering the towing service 
described, it named rates predicated on the traffic being handled 
in barges supplied by the shipper, but that it did not provide 
for allowances to shippers for the use of their barges, nor did it 
enter into any arrangements with shippers that had the effect 
of making the shippers’ barges a part of its equipment in per- 
forming a complete freighting service. 

Subsequent to the report in its case, the barge line said 
that in W-600, Eastern Transportation Co. Contract Carrier 
Application, issued March 6, 1943, the Commission had found 
that separate authority to perform general towage was neces- 
sary when conducted in the manner described, and that this 
view of the law had been affirmed and somewhat clarified in 
the report in W-78, Campbell Transportation Co. Common Car- 
Tier Application (see Traffic World, Dec. 25, 1943, p. 1576). 
It said it desired to continue towage service as performed in 


that no ground existed for the making of any charge by it : 
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the “grandfather” period and also desired to perform such 
services as general towage without entering into any arrange- 
ment for the purpose of making the shippers’ barges a part of its 


‘equipment in performing a complete freighting service. 


Trafifie at Texas Ports 


There was no reason why rules and regulations could not 
be made to protect the integrity of export shipments, said live- 
stock interests in a reply to the petition of southwestern rail- 
roads for modification of the Cemmission’s findings and order 
in No. 17000, Rate Structure Investigation, Part 9, Livestock— 
Western District Rates, to eliminate the possibility of “manipu- 
lation” at Houston, Galveston, and Texas City to take advan- 
tage of the lower domestic rate. The livestock interests asked 
the Commission to deny the petition (see Traffic World, Jan. 


| 29, p. 268). 
had ever been made to the company for the performance of | 

such work. The service accorded Corn Products was no dif- 
» ferent than that rendered other industries, and to team tracks * 
* generally, said the Belt Railway. It added that, if all the ware- 
" houses, elevators, shops, mills, refinery, storage, and other ~ 


) Under the guise of equalization, said they, the respondents 


The volume of livestock for export through the aforemen- 


_ tioned ports was insignificant, said the livestock groups, and 


that the incentive for manipulation was no greater and, in fact, 


; not as great as at other livestock markets where livestock 


might be sorted, sold or fed in transit for long periods of time. 


should not be permitted to increase the rates to the market 


' where the greatest volume of livestock was handled while 


offering decreased rates to points where there was little if any 
movement. 

By far the greater portion of the livestock handled at 
Houston was intrastate traffic, they said, and that to increase 
the domestic rate on interstate traffic, leaving in effect the 
lower intrastate rate, would not remove the opportunity for 
abuse. Undoubtedly, they added, if respondents’ petition was 
granted, then “we may expect an effort to increase the intra- 
state rates accordingly, thereby adding more’ thousands of 
dollars to the livestock producers transportation charges.” They 
pointed out that Houston was an important market, while 


’Galveston and Texas City were relatively unimportant with 


E 
F 





respect to livestock shipments, and that granting the petition 
would result in increased rates*on the large volume of livestock 
moving to Houston. 

Those joining in the answer to the railroad petition were 
Texas & Southwestern Cattle Raisers Association, Inc.; Texas 
Sheep & Goat Raisers Association, Inc.; National Livestock 
Producers Association; National Wool Growers Association; 
Port City Stockyards Co.; American National Livestock Asso- 
ciation; and Livestock Traffic Association. 


EXPORT RATES ON GOVERNMENT TRAFFIC 

Commenting on the agreement reached between the trans- 
continental railroads and government agencies on government 
traffic westbound for export (see Traffic World, Jan. 29), an 
official of the transportation and warehousing branch of the’ 
Department of Agriculture estimated annual savings to the 
department of $2,506,736 on shipments to Hawaii and Russia 
alone. He based his estimates on the tonnage actually ex- 
ported in December, 1943. 


PIPE LINE DEPRECIATION 


The Commission, by Commissioner Mahaffie, has issued 
two orders dealing with depreciation charges of carriers by 
pipe lines. 

Sub-order No. P-77 prescribes the annual composite per- 
centage rates of depreciation for carrier property used in the 
operations of Crown Central Pipe Line & Transportation Cor- 
poration. The order permits Crown to apply the rates retro- 
actively to Jan. 1, 1943. 

Sub-order No. P-50A vacates sub-order No. P-50, entered 
Oct. 17, 1939, in which depreciation percentage rates were pre- 
scribed for application by American Liberty Pipe Line Co. 
Vacation of the original order was made effective with account: 
for March, 1944. 


ST. LOUIS-SAN FRANCISCO REORGANIZATION 


The Fort Scott committee, prior lien committee, and con- 
solidated committee have filed a plan of reorganization with 
the Commission in Finance No. 10008, St. Louis-San Francisco 
Railway Co. Reorganization, proposing a total capitalization 
of the reorganized company of $247,838,808. Total debt, ac- 
cording to the plan, would amount to $123,921,168 fixed and 
contingent interest debt; preferred stock, series A 5 per cent, 
par value $100, of $61,859,782, and 1,241,158 shares of common 
stock, without par value, but stated at $50 a share, $62,057,858, 
made up total stock of $123,917,640. Cash allocations of $6,585,- 
822.72 were provided. 

Total fixed annual charges under the plan would be $8,655,- 
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716, made up of $3,001,773 fixed charges; $2,560,954 contingent 
charges; and $3,092,989 preferred stock dividends. 

The plan provided that the interests of general creditors, 
holders of preferred or common stock, and holders of claims 
against the railroad entitled to priority or preference over the 
claims of general creditors, but not over any one or more of 
the mortgages, had no value, and that nothing should be dis- 
tributable to them. It said the equipment obligations of the 
debtor and of the bankruptcy trustees outstanding on consum- 
mation of the plan should remain undisturbed and should be 
assumed by the reorganized company. 


Track Tariff Protest Reply 


Lee Brothers, Inc., in a reply to a petition for suspension 
of its tariff MF-I. C. C. No. 9 filed by Central States Motor 
Freight Bureau (see Traffic World, January 29, 1944, p. 269), 
says the petition is “replete with misstatements, inaccuracies 
and what appear to be deliberate misrepresentations with intent 
to deceive.” It is convinced, it says, that the petition ‘does 
not represent the general character of the members ofthe 
bureau.” 

The petition alleges that the Lee tariff contains ‘numerous 
unwarranted reductions,” says the reply, whereas there is ‘not 
one rate reduction in the entire tariff.” It points out that the 
tariff was filed in response to a Commission order changing 
the status of Lee Brothers from that of a contract to a common 
carrier and that, therefore, the tariff is the corporation’s initial 
tariff. As such, it contends, it is not subject to suspension under 
the motor carrier act. 

The basis of the protest, it says, is the desire of the Central 
States Bureau not to have Lee Brothers publish rates “lower 
in some instances than those of the bureau.” That, it adds, 
should not be accepted by the Commission as the standard of 
reasonably compensatory rates. It says that comparisons of 
rates made by the bureau were not valid because they com- 
pared less-truckload with truckload rates. Lee Brothers handle 
mostly truckload traffic, it adds, and are principally in competi- 
tion with the railroads, not with other common carrier trucks. 
The rates in the tariff, it says, “are approximately eight cents 
a hundred pounds higher than carload rail rates.” 

Again, it says, the bureau’s protest compares its class rates 
with Lee Brothers’ commodity rates, and attempts to make a 
point of the allegation that Lee Brothers are not participants 
in the National Motor Freight Classification and have filed no 
class rate schedule. The reply says that Lee Brothers, Inc., 
became participants of the classification on January 2, and filed 
class rates on January 19 to become effective February 22. 

As to the statement in the protest that, Lee Brothers was 
“prospering at the expense of owner-operators,” the reply says 
that the corporation is paying such operators 15 cents a mile, 
as compared with a union contract calling for 11 cents a mile. 
Over 70 per cent of its owner-operators have been hauling for 
the corporation exclusively in the past ten years, it says, adding 
that “many members of the protestant bureau” could .not 
“show figures of this nature.” 

Statements about the financial results of Lee Brothers’ 
operations in the protest are “deliberate misrepresentations,” 
says the reply, pointing out that the protest used the results 
for the third quarter of 1943 and declared them to be the 
results for the first three-quarters of 1943. The corporation’s 
profit in the nine months were $6,913, not $569, as alleged in 
the protest and, in addition, its account for administrative 
or general expense in that period totaled $48,358, which con- 
sisted “principally in salaries paid to Harold and Francis Lee,” 
who run the corporation, says the reply. 

As to the statement that many motor carriers in Central 
Territory are on the verge of bankruptcy, the reply points out 
that they have arrived at that condition under a “self-styled 
perfected rate structure,” but that “they have not fared too 
well under this utopian system.” It appears, it adds, that, under 
the adage, “misery loves company,” they want also to force the 
corporation to the verge of bankruptcy. 

It admits the allegation that the rates in the protested tariff 
are “tailor-made” to fit the corporation’s operations. It is con- 
cerned in its own operations, it says, and does not “attempt 
to regulate or control the management, affairs or rates of other 
carriers,” which may be ‘one of the reasons for its success.” 
The corporation knows that the rates contained in the tariff 
are “reasonable and compensatory,” and it “invites any of the 
members of protestant bureau to publish similar rates.” Under 
such rates, it adds, ‘‘their efforts will be well rewarded if they 
conduct an efficient operation and mind their own business.” 

As to rules in the tariff, the reply says they. were filed in 
keeping with the Commission’s emergency order M-1; its min- 
imum charge of $1.03 is amply compensatory, and its c. o. d. 
charge is “more than compensatory,” in view of the fact that, 
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although it handles little c. o. d. business, it has “never suffered 


a loss on it since the time it has been in business.” 


As to Lee 
Brothers’ relations with shippers, the reply says: 


Respondent has no desire to profiteer and take advantage of its 
shippers merely because they are handicapped by present wartime 
restrictions. Respondent has been fair to its shippers for the past 
ten years and, on the other hand, the shippers have been fair to the 
respondent. On this basis of mutuality of fairness both have prospered 
and this respondent expects to be in business long after the present 
emergency conditions have terminated and hopes to enjoy the con- 
tinued pleasant relations that now exist. This could not be done if 
this respondent were to follow the veiled suggestion of the protestant 
to take advantage of the shipper because he could not strike back 
because of present conditions. A sense of fair play rebels at this 
suggestion. 


Under the anti-inflation policy of the government, the reply 
says, “it is consistent with the public interest and the national 
transportation act for a carrier at this time to issue the lowest 
compensatory rate possible and not attempt to extract or extort 
an unreasonably high rate. It is the firm conviction of this 
respondent that the rates published by the Central States 


Motor Freight Bureau, Inc., and the Eastern-Central Motor 


Carriers’ Association, Inc., are unreasonable and unnecessarily 
high and believe that the necessity for these high and ex- 
horbitant rates are due to the inefficient operations of these car- 
riers and not caused by any rate situation.” 


NEW HAVEN REORGANIZATION 


The Pennsylvania Railroad Co. has filed with the Com- 
mission an objection to the issuance of any further supplemen- 
tal report and order in Finance No. 10992, New York, New 
Haven & Hartford Railroad Co. Reorganization, as requested 
by the federal court for the Connecticut district in an opinion 
in which it found illegal certain provisions of the plan approved 
by the Commission’s fourth supplemental report and order 
(see Traffic World, Jan. 29, p. 270). 

The Pennsylvania maintained, as had other groups previ- 
ously, that the Commission might not issue any supplemental 
report or order unless and until the proceedings had been re- 
ferred back to the Commission by the court. 

As an appendix to its objection, the Pennsylvania included 
a copy of its motion in the Connecticut court that the court 
refer the proceedings back to the Commission for further 
action. 


CENTRAL OF GEORGIA REORGANIZATION 
Merrel P. Callaway, as trustee of the debtor railroad, has 


filed a plan of reorganization with the Commission in Finance | 


No. 12950, Central of Georgia Railway Co. 

The proposed capitalization was shown to be $84,412,798, 
as compared with $112,429,905 “old capitalization.” Total fixed 
interest and contingent interest debt was shown as $33,183,295. 
Total proposed stock of $51,229,503, was shown as comprising 
$22,229,503 of 5 per cent preferred stock, $100 par value, and 
$29,000,000 of common stock, $100 par value. 

Annual charges under the proposed plan would be reduced 
from $3,364,022 to $2,564,475, made up of $1,338,000 charges 
on equipment obligations and interest; $35,000 first mortgage 
sinking fund charges; $80,000 contingent interest mortgage 
charges, and $1,111,475 on preferred stock. 

According to the plan, series A bonds under the first mort- 
gage, and series A bonds under the income mortgage “shall 
not be limited in authorized principal amount, and shall be 
issued, on consummation of the plan, in the amount necessary 
to carry out the terms of the plan.” As to preferred and com- 
mon stock, the plan says that “the amount of the new issue 
“shall be fixed by the reorganization managers without limita- 
tion by the amount required for initial issue.” In each instance, 
the plan says there shall be issued on reorganization an amount 
of stock sufficient to carry out the plan. 


FALSE ENTRIES IN WAYBILLS 


The Commission has been advised that a plea of nolo con- 
tendere was entered on behalf of Chicago & Eastern Illinois 
Railroad Co., Jan. 28, to an information filed against it in the 
federal court for the eastern Illinois district, at Danville, and 
that a fine of $500 and costs was imposed. The information 
charged the defendant with having made false entries in way- 
bills for shipments of livestock tendered to it at Shelbyville, 
Ill., for transportation to interstate points. Such entries con- 
sisted of false statements to the effect that double-deck cars 
had been ordered for such shipments and that single-deck cars 
had been furnished for carrier’s convenience, when, in fact, no 
orders for double-deck cars had been given the carrier, said the 
Commission memorandum on the case. 
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Decisi 

Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 

(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Kentucky.) Evidence that plaintiff 
had employed defendants engaged in trucking business to haul 
for him several times and that defendants had hauled for others 
under contract established only that defendants were “private” 
or “casual carriers” rather than “common carriers,” and they 
were therefore liable only if goods transported by them were 
destroyed as result of their negligence. 

A “common carrier’ is one who undertakes for hire or 
reward to transport from place to place goods of all who 
choose to employ him. 

Where there was no evidence of negligence of private car- 
riers who contracted to transport a motortruck load of house- 
hold goods which was destroyed by fire during transportation, 
a verdict should have been directed for them when they were 
sued for the loss by person who employed them to transport 
goods. 

The fact that father of infant member of partnership en- 
gaged in trucking business was required by seller of truck to 
partnership to sign conditional sales contract and mortgage, and 
thereby, appeared as joint owner of truck, did not render father 
a partner, in absence of evidence that he was in fact a partner. 

Where common carrier by truck, employed to transport 
furniture, subcontracted the hauling to a private carrier, and 
during course of transportation furniture was destroyed by fire, 
and common carrier compromised action by owner of furniture 
by entry of agreed judgment pursuant to which he paid owner 
$500, common carrier, having made the settlement in good faith, 
could maintain action for reimbursement from private carrier 
as party secondarily liable where uncontradicted evidence estab- 
lished that destroyed furniture was worth $700. 

A party primarily liable may make a good-faith settlement 
and demand reimbursement from an indemnitor or party sec- 
ondarily liable. (Parker vs. Steward, 176 S. W. Rep. 2d 88.) 





e « ee 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright. 1944, by West Publishing Company.) 





(District Court, S. D. New York.) The filing of libel by a 
corporation for damages for failure to deliver a cargo in good 
condition conferred jurisdiction on the court over person of 
libellant and vested its solicitors or proctors with authority to 
receive service of process issued on the cross-libel. Admiralty 
Rules of the District Court for the Southern District of New 
York, rule 17. 

Where more than eight months elapsed and libellant filed 
no answer to cross-libel, libel would be stayed until answer to 
cross-bill was interposed, and if that was not done within 
reasonable time cross-libellant might renew its motion to dis- 
miss original libel and for decree on the cross-libel. Admiralty 
Rules of the District Court for the Southern District of New 
York, rule 17. (The E. S. Howard, 52 Fed. Supp. 600). 





(Circuit Court of Appeals, Fifth Circuit.) A libel setting 
out a cause of action within admiralty jurisdiction based on 
Seizure of libeled vessel was not dismissible on ground that 
charter party containing a provision for arbitration, by provid- 
ing that the provisions of section 8 of the Arbitration Act 
Should not apply to any arbitration thereunder, waived the 
right to invoke the in rem jurisdiction of admiralty, since an 
arbitration agreement may be repudiated and was attempted 
to be repudiated by libelant’s act in electing to sue without 
adverting to or declaring on the arbitration agreement. United 
States Arbitration Act Secs. 4, 8, 9 U. S.C. A. Secs. 4, 8. 

In the absence of statute authorizing them to do so, parties 
may not by private agreement oust the jurisdiction of the court 
in admiralty. 
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The Arbitration Act was passed to provide for maintaining 
jurisdiction of court while at same time recognizing arbitration 
agreements as affirmative defenses and providing a forum for 
their specific enforcement. United States Arbitration Act Sec. 
1 et seq., 9 U. S. C. A. Sec. 1 et seq. 

Provision of charter party agreement providing that speci- 
fied provision of Arbitration Act should not apply to any arbi- 
tration under charter party agreement was void to extent it 
attempted to oust jurisdiction of admiralty court and nullify 
provisions of the Act. United States Arbitration Act Secs. 4, 8, 
9U.S. C. A. Secs. 4, 8. 

The purpose of section 8 of the Arbitration Act is to make 
certain that rights conferred by section 4, which requires spe- 
cific performance of an arbitration agreement, would be avail- 
able as well in admiralty suits where property was seized as 
in those where it was not. United States Arbitration Act Secs. 
4,8,9 U.S. C. A. Secs. 4, 8. 

Under rule that courts will not construe an arbitration 
agreement as divesting courts of jurisdiction unless such con- 
struction is inevitable, provision in charter party agreement 
that Arbitration Act provision preserving right of proposed 
libelant to proceed with libel to obtain seizure of vessel or 
property of alleged offending party should not apply to any 
arbitration thereunder was construed as providing that parties 
could, but need not, resort to arbitration without first proceed- 
ing by seizure. United States Arbitration Act Sec. 8, 9 U. S. 
C. A. Sec. 8. 

An arbitration agreement may be repudiated, waived, or 
abandoned by one or both of the parties to it. (American Sugar 
Refining Co. vs. The Anaconda, 138 Fed. Rep. 2d 765.) 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Tenth Circuit.) The filing and 
publication of tariff by motor carriers is essential to establish 
the tariff and put it in force. 35 C. S. A. Colo. c. 16, Secs. 301, 
326; c. 29, Sec. 6; c. 137, Sec. 16. 

The publication of tariff of motor carrier is required for 
benefit and advantage of public. 

Where applicable state statutory provisions required motor 
carrier to file tariff with State Public Utilities Commission, to 
print tariff, to keep it open for public inspection, and to post it 
in carrier’s depots and stations, proposed schedules of rates 
filed with application for certificate of public convenience and 
necessity and with application for transfer of certificate were 
not legal “tariffs,” and a claim for undercharge could not be 
predicated thereon. 35 C. S. A. Colo. c. 16, Secs. 301, 326; c. 29, 
Sec. 6; c. 137, Sec. 16. 

Requirement, in order authorizing transfer of certificates of 
convenience and necessity; that tariff of rates and regulations 
of transferror should become those of the transferee had refer- 
ence to lawfully established rates and had no effect where trans- 
ferror had not made effective any lawful tariff. 35 C. S. A. Colo. 
c. 16, Secs. 301, 326; c. 29, Sec. 6; c. 137, Sec. 16. (Reed vs. 
United States Vanadium Corporation, 138 Fed. Rep. 2d 846). 





(Circuit Court of Appeals, Fifth Circuit.) When consignees 
named in uniform straight bills of lading could not be found 
by terminal carrier at point of destination, carrier had duty to 
notify consignors and to obtain further instructions as to deliv- 
ery. Interstate Commerce Act Secs. 3(2), 6(7), 49 U. S. C. 
A. Secs. 3(2), 6(7). 

Where after justified delay delivery of only one of three 
cars of sacked onions was accepted by appointee of consignees 
who were also the owners and shippers, consignees who with 
reference to the other two cars authorized terminal carrier to 
“handle for us yourselves,” appointed carrier as consignees’ 
agent to accept delivery of the two cars and dispose of their 
contents for consignees. Interstate Commerce Act Secs. 3(2), 
6(7), 49 U.S. C. A. Sees. 3(2), 6(7). 

Consignees who were owners of carloads of sacked onions 
as well as shippers, not having paid the initial carrier, were 
liable for freight charges to delivering carrier. Interstate Com- 
merce Act Secs. 3(2), 6(7), 49 U. S. C. A. Sees. 3(2), 6(7). 

The statutory provision that cause of action by carrier in 
respect of shipment of property shall be deemed to accrue upon 
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delivery or tender of delivery means that if there be delivery, 
date of delivery controls, but if delivery is not accepted date of 
tender of delivery must control, and hence an action for freight 
charges commenced more than three years after tender of 
delivery, but within three years from date of completion of de- 
livery was not barred by limitations. Interstate Commerce 
Act Secs. 3(2), 6(7), 16(3), 49 U. S. C. A. Sees. 3(2), 6(7), 
16(3). (Alton R. Co. vs. Tucker, 138 Fed. Rep. 2d 796). 





(Supreme Court of New Jersey.) The refusal to nonsuit for 
failure of proof is not error requiring reversal if adequate proof 
is afterward supplied by either party in progress of trial. 

When a carrier makes a contract to collect on delivery, it 
stands with reference to it just as any other agent and for 
breach of its duty to collect the carrier is liable for whatever it 
would have collected if the duty had been fulfilled, although the 
shipper may waive its rights by acceptance of that which the 
carrier has taken in lieu of money. 

Where carrier, in violation of its contract to collect on deliv- 
ery, accepted from consignee and delivered to shipper a post- 
dated check, trial court’s finding on conflicting evidence that 

shipper’s acceptance of check assumed no responsibility for its 

collection, justified recovery by shipper from carrier for breach 
of contract upon nonpayment of check. (S. B. Penick & Co. vs. 
Triple “M” Transp. Co., 34 Atl. Rep. 2d 898). 


REFINERS TRANSPORT PURCHASE 


The Supreme Court of the United States has noted probable 
jurisdiction in No. 589,. United States of America, Interstate 
Commerce Commission, Coastal Tank Lines, Inc., et al. vs. 
Marshall Transport Co., Warren C. Marshall and Refiners 
Transport Terminal Corporation, involving the question 
whether the Commission, under section 5(2)(a) of part I of 
the act, can determine and hear the merits of an application 
of a carrier subsidiary of a non-carrier corporation for authority 
to purchase property and operating rights of another carrier, 
without formal joinder -of the controlling corporation in the 
application filed with the Commission. 

The case is before the court on appeal from the federal 
court for the district of Maryland. That court held that 
Marshall Transport Co. et al., complainants below, were entitled 
to a final order to the effect that the Commission had author- 
ity to hear the application of Refiners and Marshall Transport 
on the merits without the formal joinder of Union Tank Car 
Co. in the application (see Traffic World, Nov. 6, 1943, p. 1131). 


State Laws and Liquor Transport 


In an opinion in No. 134, John Thomas Carter and Eugene 
Pearson Macemore, Appellants, vs. Commonwealth of Virginia, 
and No. 198, Earl Dickerson, W. O. Page et al., Appellants, vs. 
Commonwealth of Virginia, the Supreme Court of the United 
States has decided that the state of Virginia may, notwith- 
standing the commerce clause of the Constitution and inde- 
pendently of the twenty-first Amendment, subject the shipment 
of liquor through Virginia to state regulations for the viola- 
tion of which Appellants Carter, Macemore and Dickerson 
were apprehended in Virginia while transporting liquor by 
— from Maryland, destined for consignees in North Caro- 
ina 

he Supreme Court said that the Virginia regulations here 
in issue were: (1) The vehicle must use the most direct route 
and carry a bill of lading showing the route it will travel; (2) 
the carrier must post a bond in the penal sum of $1,000 con- 
ditioned on lawful transportation, and (3) the bill of lading 
must show the name of the true consignee, and that consignee 
must have a legal right to receive the beverage at stated desti- 
nation. Both cases, it said, reached Virginia’s highest court, 
the Supreme Court of Appeals, by which conviction of the 
appellants for violation of the Virginia alcoholic beverage con- 
trol act and the cited regulations pursuant to it had been 
affirmed. 

“The appellants argue,” said the U. S. Supreme Court, in 
the opinion delivered by Justice Reed, “first, that the Twenty- 
first Amendment gives Virginia no power to prohibit abso- 
lutely the shipment of liquor from Maryland to North Caro- 
lina through Virginia; second, that its power to regulate such 
shipments is limited by the commerce clause to alae, a wee rea- 
sonably necessary to enforce its local liquor laws and not 
unduly burdensome on interstate commerce; third, that Vir- 
ginia had no authority to penalize prospective violations of 
the criminal laws of North Carolina or the United States.” 

The Supreme Court had noted that, in each of the two 
cases, delivery of the liquor to the intended consignee in North 
Carolina was forbidden by the North Carolina laws. 

“We have recongized that the several states in the absence 
of federal legislation may require regulatory licenses for 
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through shipments of liquor in order to guard against viola- 
tions of their own laws,” said Justice Reed. “Duckworth vs. 
Arkansas, 314 U. S. 390. Thus this court has extended to this 
very field its recognition that regulation of interstate com- 
merce by local authority in the absence of Congressional ac- 
tion is admissible to protect the state from injuries arising 
from that commerce. . . . The commerce power of Congress 
is not invaded by such police regulations as Virginia has here 
enforced.” 
Justice Reed’s opinion concluded as follows: 


In the present case we need not consider the power of Virginia 
under the Twenty-first Amendment to regulate through shipments. It 
is enough that Virginia could conclude, in the absence of contrary fed- 
eral legislation, that she could not safely permit the transportation of 
liquor through her territory by those who concededly mean to break 
federal laws and the laws of a neighboring state. By her ruling she has 
imposed no substantial clog on whatever cognate rights her sister states 
may have to determine their own policies regarding intoxicating liquors 
and to receive alcoholic beverages in interstate commerce, if they so 
desire. 


For these reasons the judgment is affirmed. 
Justice Jackson concurred “in the result only.” Justices 
Black and Frankfurter wrote separate concurring opinions. 


0. P. A. and Warehouse Rates 


Public warehouses defined by state laws as “public utili- 
ties” and subjected to rate regulation by state government 
agencies under such laws are exempt from price control by the 
Office of Price Administration, the Supreme Court of the United 
States has decided in an opinion in No. 112, Davis Warehouse 
Co., Petitioner, vs. Chester Bowles, Price Administrator. The 
case was brought to the Supreme Court on appeal from the 
U. S. Emergency Court of Appeals, by which the complaint of 
the warehouse company had been dismissed. 

The majority opinion of the Supreme Court, written by 
Justice Jackson, reversed the judgment of the court below. 
Justice Douglas wrote a dissenting opinion, in which Justices 
Black and Murphy concurred. In the dissent, Justice Douglas 
said he thought the majority decision placed “fan unwarranted 
parma on those who are waging the present war against in- 

ation.” 

Justice Jackson said that the petitioner conducted a public 
warehouse in Los Angeles, that its business was declared to 
be that of a public utility both by the California constitution 
and by its public utilities act, and that the act subjected to 
regulation, including regulation as to rates, all warehouses that 
served the public generally for compensation. He recited that 
on application of the petitioner and several other warehouses, 
the California Railroad Commission, on May 12, 1942, author- 
ized a general 15 per cent increase in public warehouse rates, 
effective May 22, 1942, saying the increase was to reimburse 
the applicants in part for their added labor expense. Justice 
Jackson observed that, on April 28, 1942, the Price Adminis- 
trator issued a General Maximum Price Regulation, and that 
the effect of that regulation and subsequent amendments was 
to “prohibit petitioner, after July 1, 1942, from charging the 
rate authorized by the California commission.” 

The federal emergency price control act, Justice Jackson 
said, provided that “nothing in this act shall be construed to 
authorize the regulation of ... (2) rates charged by any com- 
mon carrier or other public. utility.” The Davies Warehouse 
Co. claimed it was within the exemption and filed a protest 
with the Price Administrator, which subsequently was denied, 
and. the warehouse then filed its complaint with the federal 
appeals court, Justice Jackson noted. 


Definition of “Public Utility” 


“Congress, in omitting to define ‘public utility’ as used in 
the act,” he said, “left to the administrator and the courts a 
task of unexpected difficulty. Use of that term in a context 
of generality wears an appearance of precision which proves 
illusory when exact application becomes necessary. 

He said that legislative history of the price control act 
was unequivocal in its showing that rates already subject to 
state regulation as public utility rates were not considered in 
need of further control. 

“We think Congress desired to depart from the traditional 
partitioning of functions between state and federal government 
only so far as required to erect emergency barriers against 
inflation,” Justice Jackson continued. “No question as to the 
power of Congress to reach and regulate this business, should 
it find it necessary to do so, has been, raised here. But as a 
matter of policy Congress may well have desired to avoid con- 
flict or occasions for conflict between federal agencies and 
state authority which are detrimental to good administration 
and to public acceptance of an emergency system of price con- 
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trol that might founder if friction with public authorities be 
added to the difficulties of bringing private self-interest under 
control. Where Congress has not clearly indicated a purpose 
to precipitate conflict, we should be reluctant to do so by de- 
cision. . . . We think Congress did not intend, and certainly 
has given no clear indication that it did intend, to supersede 
the power of a state regulatory commission, exercising compre- 
hensive control over the prices of a business appropriately 
classified as a utility. Classification by California of the public 
warehouse business as a utility is not novel, surprising or 
capricious. The regulation imposed is not merely nominal or 
superficial but appears to be penetrating and complete... .” 


Overlapping of Authority 


As to an argument by the Price Administrator to the effect 
that he would have to decide whether the state regulation was 
constitutional before he should recognize it, the Supreme Court 
majority said that “we cannot give weight to this view of his 
functions, which we think it unduly magnifies.” In discussing 
the Price Administrator’s contention that “an interpretation 
must prevail as a matter of principle which will give the ex- 
emption a general and uniform operation in all states irrespec- 
tive of local law,” the Supreme Court majority said that uni- 
form operation of a federal law was a desirable end, but that 
in no cases in which the court had interpreted the law to 
achieve such uniformity had the court done so “at the cost of 
establishing overlapping authority over the same subject mat- 
ter in the state and in the federal government.” 

“Lastly,” said Justice Jackson, “it is contended that we 
should accept the administrator’s view in deference to admin- 


‘istrative construction. The administrative ruling in this case 


was no sooner made than challenged. We cannot be certain 
how far it was determined by the considerations advanced, 
mistakenly as we think, in its defense in this case. It has 
hardly seasoned or broadened into a settled administrative 
practice. If Congress had deemed it necessary or even appro- 
priate that the administrator’s order should in effect be final 
in construing the scope of the national price-fixing policy, it 
would not have been at a loss for words to say so. We do not 
think it should overweigh the considerations we have set forth 
as to the proper construction of the statute. 


“We hold that the petitioner’s business is that of a public 
utility within the exemption of the act, and the judgment below 
is accordingnly reversed.” 


Douglas’ Dissent 


In the dissenting opinion, Justice Douglas said that public. 


utilities now exempted from price control were “enterprises 
furnishing the public with gas, electricity, water, light, heat 
or power, and telephone and telegraph services,” that that 
group embraced the enterprises that together with common 
carriers were “traditionally” included in the category of a 
“public utility,” and that the category should not be expanded 
by interpretation to include “the filigree variety with which we 
are now concerned.” 

“If the ‘public utlity’ exemption is confined to the tradi- 
tional classes of utilities,” he said, “substantial uniformity will 
be obtained as they are almost universally subject to rate 
regulation in the states. But under the view taken by the court 
warehouses will be exempt in some states but not in others. 
The same will be true of wharves and docks, slaughter houses, 
public markets, cotton gins and what not. And even in the 
same state there will be exemptions for some warehouses but 
not for others. . . . If the federal act were designed to mesh 
with state control ... there would be a great need ... to 
preserve as much local autonomy as possible. . .. But the war 
against inflation is a grim-affair calling for quite different 
requirements. . . . The luxuries of peace-time arrangements 
do not always fit the exigencies of this war emergency. Nor 
do the state regulations in question supplement the federal 
system. They override it. And standards which they prescribe 
are not the standards for price-fixing under the present act. 
.. . Every exception read into the act creates another point 
of leakage, multiplies the task of enforcement, and creates a 


favored class of business. I would not read the act with such 
a hostile eye... .” 


Cc. N. S. & M. REORGANIZATION 

Robert C. and Bessie Reed, and F. W. Croll, Jr., creditors 
of the Chicago, North Shore and Milwaukee Railroad, have filed 
a petition in the railroad’s reorganization proceedings in federal 
district court at Chicago, asking the court to approve their sale 
In December, 1943, and January, 1944, of the major part of 
their holdings of the debtor’s first mortgage and first mortgage 
and refunding bonds. The petition said the bonds, held by them 
at the time the organization proceeding was instituted more 
than a year ago, were sold in the open market; that Mr. Croll 
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no longer held any of the debtor’s bonds; that Mr. and Mrs. 
Reed held only $250,000 of such securities, part of which were 
pledged as collateral to a note of the debtor; that at “no time 
since reorganization began have petitioners directly or indirectly 
traded or speculated in said securities.” 

The court has authorized trustees of the company to pur- 
chase $1,200,000 in U. S. Treasury certificates of indebtedness. 
The purchase will be made in part by cash from the estate’s 
cash funds and in part by funds to be realized from the sale 
of securities held. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Northern Texas district, Dallas division, at Dallas. Reeve 
C. Holmes, of Terrell, Tex., was fined a total of $1,200 Jan. 25, 
following his plea of guilty to an information charging him 
with engaging in the business of a contract carrier without a 
permit having been issued to him by the Commission authoriz- 
ing such operations, with so operating without having on file 
with the Commission and without having published and posted 
schedules containing his minimum charges, and with operating 
without having on file with the Commission evidence of insur- 
ance or other security for the protection of the public. The 
defendant was required to pay $250 of the fine in cash, and the 
balance of $950 was suspended and the defendant placed on 
probation for one day. 

Southern Iowa district, western division, at Council Bluffs. 
Iowa-Nebraska Transportation Co., Inc., of Avoca, Ia., was 
fined $180 and costs, Jan. 25, following its entry of a plea of 
guilty to an information charging it with failure to comply 
with the provisions of the motor carrier safety regulations, 
revised, by permitting or requiring its drivers to exceed the 
daily and the weekly hours of service prescribed by the Com- 
mission, by failing to require drivers to maintain daily logs, and 
by failing to require doctors’ certificates for new drivers em- 
ployed. The fine and costs were required to be paid in full. 
Previously, on Nov. 26, 1943, at Cleveland, O., the carrier was 
fined $600 and costs on its plea of guilty to charges of trans- 
porting property as a common carrier without a certificate 
having been issued to it by the Commission authorizing the 
operations that were performed. 


District of New Jersey, at Newark. Clement D. Kahler, 
doing business as Speedway Carriers, of Pottsville, Pa., was 
fined $400, Jan. 21, following his plea of guilty to an informa- 
tion charging him with operating as a common carrier of prop- 
erty without a certificate having been issued by the Commis- 
sion authorizing the particular operations described in the in- 
formation. The fine was required to be paid. 


Northern Ohio district, western division, at Toledo. Jules 
Baumgartner and E. Chester McFarland, respectively, were 
fined a total of $150 and costs, Jan. 19, following their indi- 
vidual pleas of guilty to separate informations charging each 
of them with falsification of driver’s logs. At the times charged 
in the informations, the defendants were employed as drivers 
by Otto Hankison, receiver of Midwest Haulers, Inc. Each de- 
fendant was required to pay $75. 


Northern Ohio district, western division, at Toledo. Young 
Brothers Trucking Co., a copartnership composed of Louis C. 
Young and Bernie C. Young, was fined $500 and costs Jan. 19, 
following its plea of guilty to an information charging it with 
engaging in operations as a common carrier of property for 
compensation without a certificate having been issued to it 
by the Commission authorizing such operations, and with oper- 
ating without having its rates and evidence of security for the 
protection of the public on file with the Commission. The full 
amount of the fine was required to be paid. 


Eastern Wisconsin district, at Milwaukee. John Hennes 
Trucking Co., of Milwaukee, Wis., was fined $300, Jan. 20, fol- 
lowing entry of its plea of guilty to an information charging 
it with operating as a common carrier of property for com- 
pensation without a certificate having been issued to it by 
the Commission authorizing such operations as were performed. 
The fine was required to be paid in full. 

Eastern Texas district, Texarkana division, at Texarkana. 
William (Bill) C. Smith was fined a total of $900, Jan. 18, fol- 
lowing entry of his plea of guilty to charges of operating as a 
common carrier of property for compensation without authority 
from the Commission; with so operating without having ap- 
plicable tariffs on file with the Commission, and with failure to 
have evidence of insurance on file with the Commission. Of the 
fine, $400 was ordered to be paid on or before May 15, and the 
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balance of $500 was suspended for two years, the defendant 
being placed on probation and under supervision. 





Roy J. and Gertrude A. McArthur were fined $100 each in 
the federal district court at Chicago, January 28, after they 
entered pleas of guilty to all 15 counts of one criminal infor- 
mation, and to the three counts of-a second information, charg- 
ing them with transporting property in interstate commerce, 
under the name of Anaconda Freight Lines, without requisite 
authority required under the act. Joseph R. and Ellen L. Ross, 
and Harold Moss, were each fined $100 after pleading guilty, 
in the first case, to violations of the act through aiding and 
abetting the McArthurs. The cases involved transportation of 
furniture and household goods in May, June, July, August, and 
October, 1942. Earlier that year, the district court vacated its 
order of November 11, 1941, staying the effective date of the 
Commission’s order in MC 75732, the McArthurs’ grandfather 
application case, in which the Commission denied the appli- 
cants’ request for authority to operate between Chicago and 
points in the United States as household goods movers. The 
court had sustained the Commission’s order in an injunction 
suit brought by the McArthurs, and the United States Supreme 
Court, March 30, 1942, affirmed the lower court’s decision (see 
Traffic World, June 6, 1942, p. 1454). . 


GREYVAN SOCIAL SECURITY TAX SUIT 

Judge William Campbell of the federal district court at 
Chicago, has, after hearing, taken under advisement two con- 
solidated complaints brought by Greyvan Lines, Inc., Chicago, 
a motor common carrier of household goods east of the Rocky 
Mountains, against Carter H. Harrison, collector of internal 
revenue, seeking to recover approximately $43,000 paid for 
social security taxes for the years 1937 to 1942, inclusive. 

Wilbur E. Benoy, Columbus, O., counsel for Greyvan, in 
his complaints and in argument, said the government had col- 
lected the taxes on the “unwarranted assumption” that Grey- 
van, in its dealings with approximately 40-owner-operators of 
trucks, was an employer, under contract of hire, of the owners 
of the trucks. He said the relationship was not that of em- 
ployer and employe, and the owner-operators did not get wages. 
The contracts between Greyvan and the owner-operators pro- 
vided for fixed payments to each such operator for each haul 
of household goods. The contracts included “prearranged” 
schedules for divisions of revenues on hauls, said he. Several 
owner-operators testified that they themselves paid social se- 
curity taxes to helpers employed by them to drive or assist in 
the movements for Greyvan. 

Witnesses for the federal tax authority testified that Con- 
gress, in passing the social security act, did not contemplate 
that such contracts eliminated the necessity for payment of 
taxes on employe wages. Greyvan’s contention, they said, was 
to the effect that its business was conducted without employes. 
They said the $43,000 total assessment had been based on the 
amount of wages the company would have paid had it em- 
ployed union drivers instead of owner-operators. 

Mr. Benoy said, after the hearing, that he believed the 
government intended to make a test case of the present con- 
solidated matter. The case was, he said, essentially the same 
as many involving trucking companies in the nation. The courts 
and Commission had not previously passed on the issue in- 
volved, said he. 


STEEL FRACTURES ON SHIPS 


Referring to a report that an American-built Liberty ship 
operated under the Russian flag had broken in two, Representa- 
tive Bland, of Virginia, chairman of the House merchant marine 
committee, in an address in the House, January 31, said that, of 
more than 2,200 ships delivered into service in 1943 from 
American shipyards, only 3.29 per cent had suffered damage 
to the main hull structure because of the stress of wind, weather 
and the seas, and that “ships have suffered such damage ever 
since men put their craft to sea.” , 

“Only four out of 1,776 Liberty ships were so severely 
damaged in very heavy weather that they foundered and 
became total losses,” he said. “This is only 0.224 per cent of 
the total Liberty ships placed in service up to the end of 1943. 
. . . With the exception of the four vessels lost, practically 
all damaged vessels have been repaired and are again in suc- 
cessful operation.” : 

A careful examination had shown, he said, that percentage- 
wise there was little preponderance of one shipyard over an- 
other, for ship failures; that the highest percentage of failures 
took place in the ore carriers, built on the Great Lakes, and 
that in a few cases improper loading had definitely contributed 
to failures. The percentage of failures in riveted ships result- 
ing in ship losses was about the same as that for welded 
ships, he said. 





TRAFFIC WORLD 
Traffie World and “Polities’’ 


Editor the Traffic World: 

In your publication dated January 22, you printed a letter 
sent you by one of the employees of this company by the name 
of B. Dubin. 

Please be advised that Mr. Dubin wrote this letter without 
authorization from this company. Further, this company does 
not express any opinions whatever in connection with any 
political issues or opinions nor do we authorize any employee 
to write in the name of the company regarding same. 

We would greatly appreciate your inserting in your next 
issue a statement to the effect that the letter mentioned above 
was the personal opinion of an individual and that the name of 
the Cannon Shoe Company used in connection with same was 
entirely unauthorized. 

Cannon Shoe Company, 
H. E. Vanderbilt, 


Baltimore, Md., Jan. 27, 1944. Treasurer. 





Editor the Traffic World: 

With regard to Mr. Dubin’s letter as published in the Traffic 
World of January 22: 

I represent both industry and carriers in my capacity of 
traffic manager and I indignantly protest Mr. Dubin’s use of the 
word “we” in his letter. I firmly believe that an editor has 
the right to publish his opinions and readers have a right to 
agree or disagree with them. I appreciate your views for I 
know that your staff has information from which to make 
opinions that it would be impossible for me to gather by myself. 

Please disregard Mr. Dubin’s letter, for my part, for the 
editorials printed in the Traffic World, more than anything else, 
keep my name on the subscription list. 

Flake Willis, 
Traffic Manager, 
The Apache Railway Co. 
McNary, Arizona, Jan. 29, 1944. 


Editor Traffic World: 

In answer to Mr. Dubin’s letter appearing in your Janu- 
ary 22 issue, I believe the editor of the Traffic World is not at 
all out of step in his editorial discussions, for in every instance 
I find that the topic either centered or the motive comingled 
directly or indirectly, with a traffic problem of importance. 

Right or wrong, a freedom-loving people will defend his 
right to voice his opinion and respect the courage of his con- 
victions—convictions that emanate from an unquestionable 
‘source of traffic knowledge far exceeding the wisdom of some 
of his critics. 

How deep is patriotism, loyalty, and belief if a few edi- 
torials would shake that faith? 

The prerogative of every editor is his editorial page. Who 
are we to deny it? If we do not like it, skip over it; if we 
do, let us read it; if we concur, that is our privilege; if we 
differ, then let us differ like gentlemen; that is our right as 
much as it is his right to print it. 

Big minds can differ without disagreeing and even dissent 
without separating. Regrettably, most of us merely disagree 
and separate. 





E. V. King, Traffic Department, 
Hale Bros. 
Sacramento, Calif., Jan. 31, 1944. 


The Southern Governors 


Editor, the Traffic World: 

There has been much misunderstanding and misrepresen- 
tation as to the attitude of the Southern Governors Conference 
concerning pending bills in Congress providing for uniformity 
of class rates. It has been repeatedly stated that the southern 
governors instigated the pending bills and are supporting them. 
The fact is that the bills resulted from the recommendations 
contained in the report of the Board of Investigation and Re- 
search and the governors had nothing to do therewith, nor 
have they at any time supported the bills. It is their position 
that the Interstate Commerce Commission has ample authority 
under the interstate commerce act, as now written, to prescribe 
uniform class rates where transportation conditions justify 
such prescription, and, in fact, the Commission has repeatedly 
done so. This was made clear in a speech of Governor Pren- 
tice Cooper, chairman of the Southern Governors Conference, 
at a dinner in Washington, D. C., January 17, 1944, at which 
were present many of the senators and.congressmen who have 
introduced and supported the bills in question. That speech 
was mimeographed and distributed and I quote from it the 
following: 


As chairman of the Southern Governors Conference, I may say that 
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February 5, 1944 


the southern governors are not seeking legislation at this time but are 
grateful to you for legislation which you have already passed, especially 
the amendment to section 3 in the transportation act of 1940, which 
specifically authorizes the Interstate Commerce Commission to remove 
discriminations against regions and territories, and which authorizes 
such proceedings as to the class rate investigation, 1939, I. C. C. 
Docket No. 28300, and consolidated freight classification, Docket No. 
28310, proceedings which, for the first time, bring before the Com- 
mission for reform practically the entire freight rate structure of the 
nation on manufactured articles. 


Governor Cooper further said: 


It should be remembered that the Interstate Commerce Commission 
instituted these proceedings on its own motion in recognition of the 
fact that existing rates on manufactured and processed articles are in 
need of reformation. We have full confidence that relief will be ob- 
tained under existing laws. 


At the same dinner, Governor J. Melville Broughton, chair- 
man of the committee of the Southern Governors Conference 
in charge of the representation of the conference in the class 
rate investigation, also stated that the southern governors were 
not in favor of any additional legislation at this time as they 
believe that the present law is adequate and that existing dis- 
criminations will be removed by the Interstate Commerce Com- 
mission. 

These statements should clarify the situation and ease the 
minds of a good many gentlemen who seem to be much con- 
cerned in their belief that the southern governors are pressing 
the pending bills in Congress. 

J. V. Norman, Attorney at Law. 

Louisville, Ky., Feb. 3, 1944. 


Political Rate Making 


In the years to come, Vice-President Wallace would find 
himself looking back on his speeches at Dallas, Tex., and before 
the Southern Governors’ Conference in Washington, in which 
he criticized railroads and rail freight rates, as “the longest and 
strongest boomerang throw of his career,” said Representative 
Kunkel, of Pennsylvania, in an address in the House February 
2 (see Traffic World, Oct. 23, 1943, p. 1011, and Jan. 22, p. 235). 

Mr. Kunkel said it was “amazing to find the Vice-President 
of this country ... at a time when American railroads had 
proved to us, to our Allies, and to our enemies, that they could 
do the most amazing job in history, suddenly attempting to de- 
stroy public confidence and esteem in the integrity as well as 
the ability in the railroads and in the officials and their em- 
ployes.” He described Mr. Wallace’s statements about railroads 
as “bald, uproven assertions and said that the Dallas speech 
was “singularly ill-timed” and ‘a blow at public welfare.” 


“It must be admitted,” he said, “that Mr. Wallace has out- 
Goebbeled Goebbels, but that an American citizen should be the 
one to do this is truly sad.” 


Continuing, Representative Kunkel said, in part: 


In his attack on the railroads, Mr. Wallace cannot point to any 
physical failure any place along the line. He is therefore driven to the 
expedient of conjuring up an imaginary picture of a non-existent 
transportation monopoly, evidently in the hope that noncritical minds, 
which know as little about the problem as he does, will accept his 
unverified conclusions that private management of the railroads is 
oppressing the people of the south and west and stifling the progress 
of the country. The record shows that private management today does 
not even have time to think of anything except the winning of this 
war. . 
Mr. Wallace complains that the Interstate Commerce Commission 
never reviewed more than 1 per cent of the tariffs filed with it in any 
one year during the last 10 years; and that, therefore, more than 99 
per cent of the tariffs filed became effective without action by the 
Commission. I cannot agree with his deduction from this. If it is 
correct that the Commission has been called upon or has passed spe- 
cifically upon only 1 per cent of the freight rates of the country, that 
means that only 1 per cent of the rates filed were even challenged. To 
me that seems excellent evidence that in making and adjusting rates— 
processes which are always done in consultation with the interested 
shippers—the railroads rarely proposed anything to which the shippers, 
the communities, or the Commission found reason to object. It is a 
tribute not only to the fairness and justice of the railroads, but also 
to the method of making rates by conference which both Mr. Wallace 
and the anti-trust division of the Department of Justice attack. ... 
Just how you could suddenly upset the net result of this method and 
substitute something new . . . evidently is not clear to Mr. Wallace 
because he has no suggestions to offer along this line. . 

While these charges of monopoly are being hurled about, it is 
worth noting that railroad freight rates are at the lowest average in a 
quarter of a century and passenger fares are almost the lowest in his- 
tory, while railroad taxes and wages are the highest of all times. 
Remember that the railroads are the only completely nonsubsidized 
form of transportation in the United States. . They pay in huge 
Sums annually in taxes. 





Senator Maloney, of Connecticut, has inserted in the Con- 
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gressional Record a resolution adopted by the Hartford, Conn., 
Chamber of Commerce, expressing opposition to “the several 
bills now before Congress providing for legislative rate making.” 
The principle of establishing public utility rates by independent 
commissions, such as the Interstate Commerce Commission, had 
become fixed as a matter of sound public policy, the Hartford 
Chamber declared, adding that the freight rate legislation in 
question would be undesirable “in that they would violate this 
principle of public policy because they would tend again to 
make freight-rate relationships a matter of political action and 
subject to political influence.” 

Defects or faults in the existing rate structure, it said, 
should be left for remedial action to the Commission rather 
than to legislative action. 


Taxes and Transportation 


More than a billion dollars, accruing from federal taxes 
directly affecting private and public transportation costs, was 
collected by the Bureau of Internal Revenue in 1943, the bureau 
announced February 4. 

The taxes are those on the transportation of persons and 
property, on gasoline and lubricating oils, motor vehicles and 
parts, tires and inner tubes, and carrier employment taxes. 
These taxes, allowing for deductions for non-transportation use 
of gasoline and oils, brought in more than a billion dollars in 
1943. 

The taxes on amounts paid for transportation of persons 
and property (transportation of oil by pipeline not included) 
yielded a total of $330,783,111.18 in revenue in 1943. 

The taxes on amounts paid for transportation of property 
(3 per cent of amount paid except coal 4 cents a ton) yielded 
$192,322,937.10. 

The taxes on amounts paid for transportation of persons 
(5 per cent of amount paid with certain exemptions to Nov. 1, 
1942, and 10 per cent thereafter) yielded $138,460,174.08. 

The $5 use tax on motor vehicles brought in $134,619,279.34, 
against $210,158,463.81 in 1942. 

The tax on transportation of oil by pipeline (4% per cent 
of transportation charges) yielded $14,264,179.34 as against 
$13,920,707.38 in 1942 (these figures not included in tax yields 
on transportation of property given above). 

The federal tax of 1% cents a gallon on gasoline yielded 
$265,303,272.25 against $336,684,644.64 in 1942. 

The tax of 5 per cent on sales of automobile trucks brought 
in $1,798,379.63 against $13,329,540.87 in 1942. 

The tax of 7 per cent on other automobiles and motor- 
cycles brought in $1,130,455.03 aganist $26,933,596.37 in 1942. 

The 5 per cent tax on parts and accessories for automo- 
biles brought in $25,063,617.55 against $26,120,836.14 in 1942. 

Employment taxes paid by carriers amounted to $232,688,- 
851.66 against $192,461,879.43 in 1942. 

The tax on lubricating oils (4% cents a gallon to Nov. 1, 
1942, and 6 cents thereafter) yielded $49,210,860.64 in 1943 
against $41,176,446.10 in 1942. Approximately half of such tax 
accruals are estimated to be attributable to transportation uses. 
Approximately 90 per cent of the gasoline tax accruals are 
attributed to such uses. 


The tax on tires and inner tubes (tires 5 cents a pound 
and inner tubes 9 cents a pound, plus a floor stock tax of 
stock on hand on Oct. 1, 1941), yielded $31,947,996.92 in 1943 
against $25,356,781.71 in 1942. 


Major General J. A. Ulio, the Adjutant General, has issued 
procurement regulation 8, part 81—Procurement of Military 
Supplies and Animals, with respect to federal, state and local 
taxes thereon. The regulations cover the application of the taxes 
on amounts paid for transportation of property and exemption 
of such taxes on shipments to or from the government. 


The Bureau of Internal Revenue has announced a ruling 
that the full amount of interest accrued in the years 1939 and 
1940 on obligations of a railroad that employs the accrual 
method of accounting, is deductible from gross income for 
federal income tax purposes for the respective years of ac- 
crual, regardless of the fact that the company is undergoing 
reorganization under section 77 of the bankrupty act, as 
amended, and there is no reasonable expectancy that it will 
pay such interest in full. In its ruling the bureau said: 


The M Railroad Co. filed a petition in a United States district court 
in 1935, stating that it was unable to meet its debts as they matured 
and that it desired to effect a plan of reorganization under section 77 
of the bankruptcy act, as amended (49 Stat. 911, 920), pertaining to 
railroads. The petition was approved and the company was author- 
ized to continue in possession and control of its properties and assets. 
Later the court appointed trustees of the properties and the appointees 
were ratified by the Interstate Commerce Commission. The plan of 
reorganization, which was approved by the Interstate Commerce 
Commission and the district court in 1940, provided that such plan 





should become effective as of January 1, 1939. Under the plan, the 
old bonds, together with interest to January 1, 1939, are to be ex- 
changed for new securities aggregating the same face value but com- 
posed of first mortgage bonds, general mortgage bonds, and stock. 
The interest rate on the new bonds will be less than the interest rate 
on the old bonds. Following the approval of the plan by the Inter- 
state Commerce Commission, litigation with respect thereto ensued, 
resulting in eventual consideration of the plan by the Supreme Court 
of the United States, which approved it with minor adjustments. 
However, the plan has not yet been accepted by the creditors and, of 
course, has not become operative. It appears that the obligations of 
the debtor corporation here involved will continue to bear interest at 
the contract rate during the course of the reorganization proceedings 
under section 77 of the bankruptcy act, as amended, until the date 
of the transfer of the assets to the reorganized corporation. The 
question presented is whether, under such circumstances, interest 
accrued on the obligations of the M Railroad Co. in the years 1939 
and 1940 represents a proper deduction from gross income for those 
years. 

It is held that the interest on the obligations of the M Railroad Co. 
continues to accrue as a deduction until the date of the transfer of the 
corporate assets to the reorganized corporation, since (1) the obliga- 
tion to pay interest runs until the debt is extinguished by the exchange 
of the obligations of the debtor corporation for obligations of the 
reorganized corporation, and (2) the doubt as to collectibility of such 
interest is not such a contingency as postpones the accrual of the lia- 
bility until the contingency is resolved. Accordingly, the full amount 
of interest accrued on the M Railroad Co.’s obligations which were 
outstanding during the years 1939 and 1940 is allowable as a deduc- 
tion for federal income tax purposes for the respective years of 
accrual. The preposed plan of reorganization under which the obli- 
gations are to be replaced by new securities bearing reduced interest 
rates does not affect the accrual of interest, for federal income tax 
purposes, for the years under consideration. 


Road Builders Assn. 


The American Road Builders Association held a post-war 
highway conference and annual meeting at the Edgewater 
Beach Hotel, Chicago, February 1, 2 and 3. Approximately 
500 persons attended, representing roadbuilding contractors, 
and state, county, and federal highway officials. 


Comparatively little attention was paid by speakers at the 
general sessions and division meetings to road building activi- 
ties of the last year. Nearly all the talks concerned an agreed- 
on need for immediate, detailed planning toward reconstruc- 
tion of federal-aid, state, county, and urban highways, and city 
streets, after the war ends, and the amount of aid to such 
reconstruction that may be expected from federal funds. 

Carl W. Brown, president, and chief engineer for the Mis- 
souri State Highway Commission, Jefferson City, Mo., urged 
that all federal, state, county, and city highway agencies work 
together to formulate plans for highway development. He 
said.that approximately $3,000,000,000 should be spend annually 
by all such agencies for the first three post-war years. Charles 
M. Upham, engineer-director, A. R. B. A., Washington, D. C., 
urged that plans be completed soon so that highway construc- 
tion could begin as soon as the war ended in order to provide 
employment for returning members of the armed forces and 
for discharged employes of war industry. He said the highway 
program should be maintained at $3,000,000,000 annually for 
a five-year period, and suggested the following break-down of 
such an expenditure: For state and federal-aid highways, 
$1,100,000,000; metropolitan area highways, $1,000,000,000; city 
streets, $500,000,000; county and local roads, $400,000,000. The 
plan of the association looking toward such expenditures on 
construction and improvements, was not to create jobs but to 
meet an actual and urgent road and streets need, said he. That 
plan would be “an insurance against the return of a W. P. A. 
or some similar agency for relief work, and a depression of 
long duration,” he said. 


H. E. Hilts, deputy commissioner, Public Roads Adminis- 
tration, Washington, D. C., estimated that motor vehicle reg- 
istration in 1944 would total approximately 28,400,000, includ- 
ing approximately 4,400,000 truck registrations. The total 
would represent a drop of 17.6 per cent below peak vehicle 
registration in 1941, he said. He predicted that in the first full 
year after the war, “something over 4,000,000 vehicles” would 
be produced, of which 1,000,000 would be trucks, and that it 
would be from three to five years after the war before “we 
can reach the prewar peak of production.” Expenditure of 
federal funds by state highway planning groups was under 
way and “should go far in financing the engineering and eco- 
nomic investigations” needed, he said. 

Continuing he said: 


As of December 1, 1943, the national federal-aid program of the 
states, as reported by them, was in shape to advertise about $170,000,000 
worth of work in 30 days, an additional $190,000,000 in the following 60 
days, and an additional $375,000,000 in the following three months, or a 
total of $735,000,000 within six months. 


Representative Robinson, chairman of the House commit- 
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tee on roads, said his committee would, February 29, begin 
public hearing on bills providing for post-war construction. He 
said many states were “up to date” in submitting construction 
plans to the committee. He added that he believed the com- 
mittee would be ready soon after the public hearing “to report 
out a bill that will fully cover” post-war construction of high- 
ways. 

Harold D. Smith, director, Bureau of the Budget, Wash- 
ington, said that highways, river control projects, airports, and 
other public projects should be built after the war “primarily 
because they are essential” but largely because such construc- 
tion would take up the expected slack in employment. 

Paul G. Hoffman, president, Studebaker Corporation, South 
Bend, Ind., and chairman, Committee for Economic Develop- 
ment, speaking at a luncheon session, February 2, said the 
C. E. D. was “fully conscious of a need for public works,” espe- 
cially right after the war, and urged that those present re- 
double their efforts to prepare detailed plans for essential con- 
struction of highways. He urged that support be given to the 
plan of the National Interregional Highway Committee, sub- 
mitted by President Roosevelt to Congress in January (see 
Traffic World, Jan. 15, p. 170). Construction of new high- 
ways and rehabilitation of old ones should be done by private 
contractors, said he. 

Rep. Jennings Randolph of West Virginia, member of the 
House committee on roads and special committee invest‘ gating 
synthetic fuels, speaking at a luncheon, February 3, said that 
at the present rate of consumption “we will be scraping the 
bottom of our petroleum resources in 15 years.” He said 
planning should begin now to prepare the way for synthetic 
production of gasoline. He said there existed sufficient coal 
reserves in this country to provide “synthetic gasoline for 
1,500 years.” 

Association officers, joining with officers of the American 
Association of State Highway Officials and the highway re- 
search board of the National Research Council, February 2, 
presented the George S. Bartlett annual metal plaque to Hora- 
tio S. Mattimore, Wilmington, N. C., as an award for out- 
standing contribution to highway progress. Mr. Mattimore, 
who served as engineer of tests and research for the Pennsyl- 
vania State Highway Department for 25 years prior to his 
resignation in 1943, is now serving with the U. S. Navy’s Bureau 
of Yards and Docks. The award was made for his research 
as an highway construction engineer. 

The association reelected Mr. Brown president. 

At its final business meeting, resolutions were adopted 
recommending that federal aid be extended to county roads 
and city streets. ; 


Aleohol for Tires. Motor Fuel 


“As of today, and perhaps for most of 1944, about three- 
fourths of our synthetic rubber is coming and will come from 
alcohol obtained from farm products,” said Senator Willis, of 
Indiana, in an address in the Senate, February 1, in support of a 
resolution for extension of the work of the so-called Gillette 
committee—a subcommittee of the Senate agriculture and 
forestry committee to investigate the use of farm crops for 
production of alcohol and the use of such alcohol for production 
of synthetic rubber. Senator Gillette, of Iowa, is chairman of 
the subcommittee. 

Senator Willis said that a new subject to which the sub- 
committee had given some attention was the utilization of 
alcohol as a motor fuel. 

Senator Aiken, of Vermont, stated that he understood that 
“we are now producing alcohol for as little as from 12 to 15 
cents a gallon, although the government is still paying from 
60 to 90 cents or a dollar a gallon for most of what it uses.” 
He said there were indications that in the future alcohol might 
be produced as a by-product of the forest products industry 
at a cost possibly as low as 5 cents a gallon. He said the 
progress made in producing synthetic rubber in this country 
was probably due more to Senator Gillette than to any other 
person. 

When the first fund of $650,000,000 was allocated to set up 
a new synthetic rubber industry, said Senator Willis, almost 
all went to the petroleum companies to develop their processes. 
He said it was “unfortunate” that the primary impetus had been 
given so largely to the petroleum method, in view of the favor- 
able record achieved by alcohol from farm products. The an- 
nual alcohol-rubber quota had been progressively increased 
from 20,000 tons originally to 240,000 tons, he said, adding that 
“the production of synthetic rubber from the alcohol plants is 
running 40 to 50 per cent over their rated capacity. 

Senator Aiken said that the countries of central Europe 
were able to carry on their warfare today because they oper- 
ated their cars and trucks on tires made from alcohol and used 
alcohol in the tanks as fuel. 
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February 5, 1944 


Private Truckers’ Council 


At the closing session of its fifth annual meeting at Chicago, 
January 28 (see Traffic World, January 29, p. 287), The Na- 
tional Council of Private Motor Truck Owners, Inc., adopted 
unanimously a resolution opposing “any of the so-called integra- 
tion plans and other plans looking to the curtailment or lessen- 
ing of competition in transportation and any proposals to pre- 
—, industry from using its own facilities to move its own 
goods.” 

The resolution was one of a series adopted on the recom- 
mendation of the council’s resolutions committee, P. A. Ander- 
son, California, chairman. They included one quoting Director 
Eastman of the Office of Defense Transportation as ready to 
“pend every effort to the conclusion of wartime control of 
private operation of motor vehicles at the earliest possible 
date following the conclusion of hostilities,” and said the coun- 
cil would “cooperate in the elimination of wartime restrictions” 
when the emergency ended, but that it realized “that certain 
controls must continue for a limited time to provide for a 
proper readjustment of our economy.” 

By resolution, the council called on the War Manpower 
Commission and other governmental agencies “to accord the 
gravest consideration to the reasonable minimum needs of 
manpower for private motor truck operation, including dis- 
tribution,” and asked that “artificial discriminations between 
private and for-hire motor carrier transportation” in that re- 
spect be abandoned. 


Another resolution recommended the adoption of the rec- 
ommendations contained in the report of the National Inter- 
regional Highway Committee (see Traffic World, January 15, 
p. 170), “as thé sound and economical procedure for further 
and much needed highway rehabilitation and development.” 
It further recommended that the program “be put into effect as 
expeditiously as possible and that funds be provided in con- 
templation of future receipts wherever necessary” to insure its 
completion. It said that “this rehabilitation and development 
can be accomplished without any increase in taxes, due to 
continuing increases in the number of passenger and commer- 
cial vehicles and volume of traffic which, if continued in line 
with present indications, will make it possible to reduce taxes 
in many instances.” It recommended the formation of a “na- 
tional committee representative of industry—agriculture, min- 
ing, manufacture and merchandising — actively to promote 
sound highway development adequately to meet the transporta- 
tion needs of the nation and to oppose all measures detrimental 
to such development or detrimental to the interests of private 
truck owners.” 

Other resolutions tendered the cooperation of the council 
to the O. D. T. in the attainment of “mutual objectives of 
wartime conservation and the continuance of essential private 
motor truck operation with the least possible dislocation or 
impairment”; opposed existing central tire inspection procedure 
as wasteful of tires, facilities, manpower, time and motor fuel; 
urged members of the council “to do everything within their 
power to promote safe driving conditions among their own per- 
sonnel and lend full aid to the enforcement officials in the devel- 
opment of public opinion calling for safe driving on the part of 
everyone,” and expressed thanks to those who arranged the 
meeting, to A. M. Grean, Jr., president of the council, to W. H. 
Ott, Jr., chairman, and the members of the war advisory com- 
mittee, and to the National Highway Users Conference. 





Speakers at Closing Session 


Edmund M. Brady, chief, private carrier section, O. D. T. 
speaking on “Looking into the Future with the O. D. T.,” said 
that while the railroads were getting most of the commendation 
for their wartime work, “no industry had done more for the 
war effort and the civilian economy in wartime transportation 
than the for-hire and private motor carriers.” Much had been 
accomplished in conservation in the industry, he said, but 
greater effort would have to be expended in the coming months, 
when conservation would be synonymous with survival. O. D. T. 
rules and regulations had been designed to bring about con- 
servation, but there was a limit to which such restrictions 
could be put on the industry, he said, because there was a 
point at which restrictions would destroy it. Conservation, with 
and without restrictions from O. D. T., would have to be prac- 
ticed to the extent. of reducing truck mileage to an “irreducible 
minimum,” however, he said, and that point had not as yet been 
reached. 

He characterized shifting of tonnage from private to for- 
hire trucks as false conservation, except in instances where 
for-hire trucks were moving without maximum loads. The 
greatest hope for further conservation was in what he called 
“joint action preservation plans.” The O. D. T. had a general 
plan which would be announced shortly, he said, for setting up 
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district private carrier advisory committees and local advisory 
committees, to be appointed by O. D. T. district managers. 
Joint action plans would have to originate in the local commit- 
tees, he said, and be submitted to the district committees and 
district managers for approval. Coupled with this, the O. D. T. 
intended to institute a system for enforcement of the joint 
action plans, which he characterized as a “joint industry com- 
pliance plan,” about which private truck owners would hear 
— shortly, and under which the industry would “police 
itself.” 

Col. F. C. Horner, chief of the highway division, U. S. 
Army Transportation Corps, read a paper prepared by Major 
Gen. C. P. Gross, chief of transportation, who was scheduled to 
speak but was unable to be present. The paper described the 
tremendous wartime military transportation job and the part 
highway transport was playing in it. It stressed the impor- 
tance of the work of privately owned trucks in delivery sup- 
plies to post exchanges and other domestic army installations. 
For-hire trucks, it said, handled 7.25 per cent of the army’s 
domestic freight in 1943, and 14 per cent of its personnel. There 
were no such figures available on private trucks, it added, but 
the fact that there were many more privately owned than for- 
hire vehicles indicated that its proportions were much greater. 
In the paper, Gen. Gross pleaded for reductions in vehicle 
speeds. He said that the number of automobiles reported by 
the Public Roads Administration as currently exceeding 45 
miles an hour on the road had doubled since the last quarter 
of 1942, and that in the face of O. D. T. orders limiting the 
speed to 35 miles an hour. 

On that point, Col. Horner added his own plea, not only 
on the score of the lives lost in highway accidents, but on the 
loss of vital war material in those accidents and the destruc- 
tion of irreplaceable vehicles. Finally, he read a resolution 
adopted by a teamsters’ union in the state of Washington, 
pledging the organization aganst strikes in wartime but adding 
that its members would file instances in which employers took 
advantage of this promise in their “records and memories” and 
would “take care of them when this crisis is over.” He said 
he merely called the attention of the council to the resolution 
without adding any comment of his own. 


Officers Elected 


The council reelected its officers, as follows: 

President, A. M. Grean, Jr., Ward Baking Company, New York; 
eastern vice-president, G. W. Laurie, Atlantic Refining Company, Phila- 
delphia, Pa.; central vice-president, O. A. Brauer, Swift and Company, 
Chicago; western vice-president, P. Arnold Anderson, Private Truck 
Owners Bureau of California, San Francisco. 


The following were elected to the board of directors: 


J. T. McCarthy, Jersey Bread Company, Toledo, O.; G. H. Sibley, 
Jewel Tea Company, Barrington, Ill.; F. A. Slocum, R. H. Macey and 
Company, New York; C. J. Fagg, Eastern Brewers’ Traffic Association, 
Newark, N. J.; Ernest T. Hadley, The Borden Company, New York; 
H. V. Haley, P. Ballentine and Sons, Newark; Col. Frederick C. 
Horner, chief, highway division, N. S. Army Transportation Corps; 
Leo Huff, Pure Oil Company, Chicago; John J. Riley, American Bot- 
tlers of Carbonated Beverages, Washington, D. C. 


Eastman Speaks at Luncheon 


At the luncheon session, January 28, Director Eastman of 
the O. D. T. spoke on “What’s Ahead for Private Motor Car- 
riers.” He recalled the fact that the first address he had made 
after the formation of the O. D. T. was to the council two years 
ago. The audience was smaller then, he said, but it seemed to 
have grown considerably since the O. D. T. had been attempt- 
ing to discourage passenger travel. 

He said he did not have much to say about the postwar 
future of the private carrier, in spite of the title of his address, 
because the O. D. T. had no postwar planning function. It was 
wise to consider such problems, but dangerous if, in doing so, 
“we lost sight of the main job.” He said the coming months 
would be the “most crucial” for motor carrier transportation. 
There was hope that conditions might ease some, but that de- 
pended on the progress of the war, he said, and the wisest 
thing to do was to “prepare for the worst that can happen.” 

The plight of the motor common carriers was particularly 
severe, he said, because coupled with the war job they had to 
do, they were in dire financial straits. 

“Dire is a moderate word in the circumstances,” said he. 
“Tt is difficult to overstate the precarious situation of motor 
truck transportation. It is a marvel to me that the operators 
have been able to carry on and do their vital part in the war 
effort so successfully this far, and there is little prospect for 
any quick and large relief.” 

Increasing wages, the lowering quality of labor, rising 
prices of fuel and supplies and the necessity for using “aged 
and decrepit vehicles,” all tended to increase truckers’ ex- 
penses to a point where their revenues were inadequate to meet 
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expenses, he said. He pleaded with such shippers as might be 
present not to oppose efforts of truckers to obtain “reasonable 
increases in rates.” 

As to equipment, the 80,000 vehicles it was hoped would 
be produced this year, would offer little relief. On that score, 
he said, truckers were “living off their fat’ and if they were 
to continue to do so much longer they would “reach the point 
of semi-starvation.” The difficulty was, he said, that in their 
need for equipment, truckers came into direct competition with 
the army, and everyone, including the truckers, admitted that 
military needs came first. Nevertheless, he said, a balance 
difficult to reach would have to be attained between military 
and civil needs because it would be disastrous to “starve the 
motor trucking industry to death.” 

The thing that had helped out up to the present was 
American “ingenuity, perseverance and resourcefulness,” and 
we still had a stock of that “indomitable spirit,” he said. 

Speaking of the role of the O. D. T. in wartime truck 
transportation, he said that the war certificate plan had faults 
but that it had been of great value in giving knowledge to the 
O. D. T. staff through the data it had developed. Of the total 
of 4,365,000 motor trucks operating in the United States last 
year, he said, 4,011,000 had been in the hands of private oper- 
ators and 624,000 were for-hire. The rest were agricultural. 
The for-hire trucks were 13.46 per cent of the total, he said, 
and accounted for 26.08 per cent of the total of 47,900,000,000 
miles of truck operation in 1943. Privately owned trucks, he 
said, constituted 52.28 per cent of the total and accounted for 
25.91 per cent of the mileage. Among private trucks, he said, 
345,000 were performing wholesale deliveries and 685,000 re- 
tail deliveries. The wholesalers’ trucks, he said, operated an 
average of 12,000 miles each in 1943, and the retailers’ trucks, 
8,500 miles each. 

Conservatipn efforts had resulted in savings of 20 per cent 
in overall truck mileage, 1943 under 1941, he said, adding that 
the savings in private truck mileage was about 30 per cent, 
because of the reductions in the amounts of delivery service 
afforded to the public. 

There were still many operators who were not doing their 
best, he said, and some room for general improvement. The 
O. D. T. had done about all it could through general orders, 
he said, though those orders had been “useful in bringing into 
line reluctant minorities.” The best results had come and 
would continue to come from voluntary cooperation, he said, 
and the great opportunity there lay in the joint action plan 
about which Mr. Brady had spoken. This plan, he said, had to 
be “worked out on the ground by the operators with the help of 
the O. D. T. staff.” 

He gave some statistics about the number of truck men 
who had been enlisted directly in O. D. T. work through ap- 
pointment on advisory committees. There were, he said, 162 
committees of for-hire truckers with 582 members; 1163 com- 
mittees of private truckers with 6542 members; 478 dairy truck- 
ers’ committees, 2108 live stock truckers’ committees, and 
18,088 county farm trucking committees, with a combined mem- 
bership of 86,849, making a grand total of 22,997 truck ad- 
visory committees to O. D. T., with a total membership of 
99,213. 

The future of the trucking industry would depend on its 
usefulness and importance in the national economy, he said, 
and that was certain to increase. He looked for great improve- 
ments in vehicles and highways,.he said. He expected the 
O. D. T. to pass out of the picture. It would expire with the 
emergency, he said, unless there were legislation to keep it 
in existence, and neither he nor any of his assistants had 
“ambitions in that direction.” When the war was over, he 
said, “the sooner the O. D. T. is dissolved the better all will be 
pleased.” 

There were more than 600 present at the luncheon. Reg- 
istration at the convention was nearly 500. The council claims 
that, through its membership, it represents the operators of 
more than a million privately owned motor trucks. R. C. Hib- 
ben was chairman of the annual meeting committee, and G. H. 
Sibley chairman of the Chicago arrangements committee. 


ROAD CONSTRUCTION BY W. P. A. 


In the eight years of the Work Projects Administration 
program, July 1, 1935, through June 30, 1943, more than 651,000 
miles of highways, roads and streets, including about 572,000 
miles of rural roads, were construced or improved, according 
to a report transmitted to Congress by President Roosevelt and 

. prepared by Adminitsrator Fleming of the Federal Works 
Agency. The report showed that W. P. <A. operations in many 
states had ended February 1, 1943, and in the remaining states 
on varying dates between February 1 and June 30, 1943, while 
operations in Puerto Rico and the Virgin Islands were continued 
until November 30. 

It was stated in the report that in eight years W. P. A. 
workers built 78,000 bridges and viaducts, reconditioned 46,000 
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others, built or reconditioned 1,179,000 culverts, installed or 
repaired about 163,000 miles of drainage ditches and pipes, 
built or improved sidewalks, curbs, gutters and guardrails 
totaling more than 70,000 miles, and constructed or improved 
more than 1,200 tunnels. In the same period, according to the 
report, the W. P. A. built or improved more than 900 landing 
fields, more than 1,100 miles of runways, and almost 1,200 
airport buildings, and enlarged or improved more than 3,000 
other airport building 

The report showed, also, that W. P. A. workers had re- 
moved 2,555 miles of car track or railroad track. 

W. P. A. funds spent in the 8-year period ended June 30, 
1943, totaled $10,136,743,293, and sponsors’ contributions added 
to that amount brought the total expended on W. P. A. proj- 
ects to $12,974,456,687, the report showed. Out of a total of 
$797,905,115.48 spent in the fiscal year 1942, it said, $233,- 
786,198.89 was spent for highways, roads and streets and re- 
lated facilities and $72,609,365.50 was spent for airports and 
airways. 


Postwar Highway Safety 


The report of the National Interregional Highway Commit- 
tee, including its recommendations for standard highway design, 
constitutes “the greatest single contribution ever made to high- 
way Safety,” said Sidney J. Williams, general manager, National 
Safety Council, in an address on ‘Safety in War and Postwar 
Projects,” at a conference of Mississippi Valley state highway 
officials in Chicago January 29. The report, sent to Congress 
by President Roosevelt, recommends the creation of a rural and 
urban modern highway system of 34,000 miles (see Traffic 
World January 15, p. 170). 

The speaker said that the drop in highway accident deaths, 
from 39,969 in 1941 to 23,300 in 1943, did not in itself mean 
that the highways had become correspondingly safer. He said 
two-vehicle collisions tended to vary with the square of the 
travel and that, under such an “exposure rate,” the decrease 
was only 7 per cent in 1942 and 5 per cent in the first half of 
1943, while in the second half of 1943 there was actually an 
increase of 15 per cent. In the last quarter of 1943, he said, 
“there were actually more persons killed than in the same 
months of 1942,” thus “completely exploding any popular il- 
lusion that wartime restrictions have even temporarily solved 
the traffic accident problem.” 

We might have done worse, he said, but we could have done 
better, and the’ degree of highway conservation we have at- 
tained “would still seem reckless extravagance to our allies.” 
We still tolerated “unnecessary travel, increasing violation of 
wartime speed limits, cheating on gasoline coupons; and we 
kill or injure a thousand workers every day.” Highway officials 
must “arouse the public to a much more realistic understanding 
that the war is not yet won, that vehicles and gasoline must not 
be wasted and that not all the sacrifices shall be made at 
Tarawa or Cassino,” said he. 

Immediate postwar problems will include “subnormal con- 
dition of vehicles and tires’ and of highways, he said, and a 
“decline in the quantity and quality of poliee enforcement, 
driver licensing, and other preventive activities, all added to the 
quick increase in miles driven.” About the only bright spot on 
the immediate post war horizon, he said, was the “possible 
decrease in drinking and in driving or walking under the in- 
fluence, which we have—correctly I hope—ascribed to war 
tension.” 

He hoped no “‘sectional, political or other jealousies” would 
prevent the “universal acceptance” of the Interregional Com- 
mittee’s report “as the master plan for American highways,” 
he said. The plan was based on safe travel at from 50 to 75 
miles an hour. It would, he added, “lay the ghost of hundred- 
mile-an-hour highways.” Such highways and cars to use them 
could be built, he said, but he asked: ‘‘Where are we going to 
find hundred-mile-an-hour drivers?” 

Highway police forces would have to be rehabilitated after 
the war, he said, better accident data would have to be devel- 
oped, and traffic laws generally overhauled if the country ex- 
pected to embark on a new era of highway safety. 


CARGO VESSEL CONTRACT 

A contract for construction of three more C-3-S-A3 (Ex- 
port type) cargo vessels has been awarded to Bethlehem- 
Sparrows Point Shipyard, Inc., Baltimore, Md., the Maritime 
Commission has announced. The new vessels, scheduled for 
delivery in the spring of 1945, are of the same design as four 
others being delivered by this same Baltimore shipyard in 
May, June, October and November of 1944. The ships are of 
the type of the commission’s long-range building program 
which began in 1937. The C3 type cargo ships have a capacity 
of 9,902 deadweight tons and steam turbine engines which de- 
velop 8,500 horsepower. Normal speed is more than 16 knots. 
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February 5, 1944 


Return of T. P. & W. Demanded 


In response to inquiry made at the War Department in 
Washington about the demand of George P. McNear, president 
of the Toledo, Peoria and Western Railroad, for the return of 
his railroad by the Secretary of War (see Traffic World, Janu- 
ary 29, p. 276), it was stated that all railroads taken over by 
the Secretary had been returned to their “former status” and 
that, in the case of the T. P. & W., the road had been returned 
to the O. D. T.’s federal manager because it had been in his 
possession when it was taken over by the Secretary of War. 

Under date of January 31, Secretary Stimson replied to 
Mr. McNear, saying, in effect, that his action in taking over 
and returning the railroads had no effect on the presidential 
order under which the Toledo, Peoria and Western had been 
placed under the management of the O. D. T. two years ago, 
and that he had returned the railroad to the O. D. T. when he 
returned the others to their owners. Mr. McNear said the letter 
did not answer the point he had made that, when the Secre- 
tary of War took the railroad over, O. D. T. control of it 
ceased and that, therefore, it should have been returned to 
the corporation. He intended to write Secretary Stimson ask- 
ing that that point be cleared up, he said. 

In the list of railroads taken over by the Secretary of 
War, set forth in Appendix A of General Order No. 1, War 
Department Operation of Railroads, the T. P. & W. was listed 
as follows: 


Toledo, Peoria & Western Railroad (Holly Stover, Federal Man- 
ager); Holly Stover, Fed. Mgr.; Peoria, IIl. 


When questioned about the status of the T. P. & W., Di- 
rector Eastman said that, in his opinion, the road was properly 
returned to the federal manager by the Secretary of War. 
The federal management of the T. P. and W., it was indicated, 
was treated by the War Department just as the private man- 
agements of the railroads generally were treated in the period 
the Secretary of War had possession of the railroads, and it 
continued to operate the property in that period. 


Eastman Sends Information 


Director Eastman confronted with Mr. McNear’s state- 
ment that he had received no reply to a request for informa- 
tion made December 17, 1943, said he had replied to that 
request January 29. McNear had said he needed the informa- 
tion in order to make a decision as to whether or not to accept 
conditions for the return of the railroad outlined in Director 
Eastman’s letter of November 12, 1943. Director Eastman did 
not make his letter public, but Mr. McNear said, February 1, 
that he had received it and that it and data enclosed with it 
appeared to contain the information he was seeking. It would 
take some time to check, he said. 


Rail Wage Increases 


The House interstate commerce committee has amended 
and ordered reported S. J. Res. 91, the so-called Truman rail 
wage resolution (see Traffic World, December 25, 1943, p. 1606), 
the effect of the amended resolution being the removal of rail 
wage increase cases from the direct jurisdiction of the Director 
of Economic Stabilization as to their consonance with the wage 
stabilization program. 

As amended by the committee, the resolution would re- 
quire the agencies set up by the railway labor act for handling 
of rail labor disputes to make a specific finding and certifica- 
tion in each case that the wage increase involved in settlement 
of the dispute. was consistent with the legal standards contem- 
poraneously in effect for control of inflationary tendencies. Such 
findings and certifications by the National Mediation Board or 
by an emergency board established under the railway labor act 
would, under terms of the resolution, be conclusive. 

The ‘‘whereas” clauses of the preamble of the original 
resolution, introduced by Senator Truman, of Missouri, are 
eliminated by a House committee amendment, and the resolv- 
ing clause in the resolution as ordered ‘reported by the com- 
mittee reads as follows: 


Resolved by the Senate and House of Representatives of the United 
States of America in Congress assembled, That in any dispute between 
employes and carriers subject to the railway labor act, as amended, as 
to changes affecting wage or salary payments, the procedures of such 
act shall be followed for the purpose of bringing about a settlement of 
Such dispute. Any agency provided for by such act, as a prerequisite 
to effecting or recommending a settlement of any such dispute shall 
make a specific finding and certification that the changes proposed by 
such settlement or recommended settlement are consistent with such 
standards as may be then in effect, established by or pursuant to law, 
for the purpose of controlling inflationary tendencies. Where such 
finding and certification is made by the National Mediation Board, or 
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by an emergency board established under such act, it shall be con- 
clusive, and it shall be lawful for the employes and carriers, by 
agreement, to put into effect the changes proposed by the settlement 


or recommended settlement with respect to which such finding and 
certification was made. 


Senator Truman inserted in the Congressional Record a 
letter addressed to him by B. M. Jewell, chairman of the com- 
mittee of union chiefs representing the employes in the “non- 
op” wage case, expressing “sincere appreciation” by the union 
leaders “for the work done and the support given in connection 
with the passage of Senate Joint Resolution 91.” Referring to 
amendment of the resolution by the House interstate commerce 
committee with the statement that the changes proposed were 
“intended to make the railway labor act, as amended, work- 
able under existing conditions,” Mr. Jewell added: 


It is very necessary, indeed, that additional legislation be passed 
if the railway labor act is to function as the Congress originally in- 


— it should, and in due time we hope that you will assist in this 
matter. 


Representative Crosser submitted to the House the report 
of the committee recommending passage of the wage resolu- 
tion. Notwithstanding that the non-operating wage dispute 
had been settled, the report said the committee was of the 
opinion that the history of that dispute, and the developments 
in connection with that settlement, “indicate a need for leg- 
islative action at this time to insure the continued operation 
of the railway labor act in disputes of this character, to the 
greatest extent possible, in accordance with the original pur- 
poses of the act.” 


“The procedures of the railway labor act have worked 
admirably for many years so as to bring about satisfactory 
settlements of wage disputes between carriers and employes,” 
it continued. “The committee believes that the procedures of 
the act should continue to be followed and observed in all such 
disputes, and does not believe that the public interest will be 
served by departing from such procedures during the present 
war period.” 


Continuing, the committee. said: 


The committee believes, however, that, where any settlement is 
effected or recommended at any stage of the procedure under the 
railway labor act, the agency making the settlement or recommenda- 
tion should, as a prerequisite to its action, make a specific finding and 
certification that the proposed changes in pay do not conflict with such 
stabilization standards as may be in effect at the time the settlement 
or recommendation is made. 

The committee believes, furthermore, that where such finding and 
certification is made by the National Mediation Board or by an emer- 
gency board created under the act, the finding and certification should 
be conclusive. This would mean that the settlement effected or recom- 
mended by the National Mediation Board or emergency board could be 
carried out by agreement between the carriers and employes and 
would be lawful, that is, no other agency and no court could hold that 
payment of the compensation provided for by the agreement was in 
violation of the stabilization regulations or in any other way incon- 
sistent with the stabilization program. 

It is highly proper that a finding and certification by the National 
Mediation Board or an emergency board should have this conclusive 
effect. They are government agencies, the members of which are ap- 
pointed by the President, and the impartiality and_disinterestedness of 
such members is assured by the requirements of the railway labor act 
that they shall not be ‘‘pecuniarily or otherwise interested in any 
organization of employes or any carrier.’’ The National Mediation 
Board and emergency boards created under the act have always dis- 
charged their responsibilities competently and in accordance with the 
public interest. 

The National Mediation Board, of all agencies of the government, 
is particularly competent to discharge this responsibility. It is a 
permanent government agency, and the appointment of its members 
by the President is subject to confirmation by the Senate. All of its 
time is devoted to matters concerned. with labor relations between 
carriers and their employes. No other agency is as well qualified by 
experience to deal with such problems. 

Furthermore, even in time of peace, the National Mediation Board 
in its efforts to settle wage controversies must be familiar with and 
understand the commodity and passenger rates and the amount of 
revenue that the carriers may receive on the basis of such rates. 

A thorough knowledge of the rates and revenue collected by the 
carriers is necessary in order to enable the Mediation Board to avoid 
recommending increases in wages which might seriously disturb the 
rate structure and the financial stability of the carriers. Since, there- 
fore, even in peacetime, the Mediation Board must be so thoroughly 
familiar with the revenue and finances of the carriers, before making 
official recommendations in regard to the adjustment of wages, cer- 
tainly that board would be better qualified to correct the wage scale 
than would be any temporary board created to regulate wages in all 
of the industries of the country. 


Bulwinkle, Priest Dissent 


Representative Bulwinkle, of North Carolina, and Repre- 
sentative Priest, of Tennessee, in a minority report, asserted 
that all matters in controversy that were the cause of intro- 
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duction of the Truman resolution in the Senate and the Crosser 
resolution in the House had been settled fully and completely 
to the satisfaction of all parties concerned. As recommended 
by the majority, said they, the amended resolution “has for its 
purpose the exemption of all employes who come under the pro- 
visions of the railway labor act from the provisions of the 
stabilization act of 1942, as amended.” 

“Tt is the opinion of the minority that any bill, or resolu- 
tion, which purports to exempt any person, or group of persons, 
from the stabilization act as to wages and salaries should be 
considered by the committee on banking and currency of the 
House of Representatives,” they continued. ‘“‘The minority fur- 
ther contends that even though the committee on interstate and 
foreign commerce has jurisdiction over this subject matter 
contained in Senate joint resolution 91, as amended, which it 
does not, there should have been full and complete hearings 
in which all of the railway labor organizations as well as the 
carriers and all agencies of the government interested should 
have been heard. It should have been considered necessary 
during this critical war period, to make full investigation to 
establish beyond all doubt that the proposed legislation was 
in the public interest.” 

After reviewing the history of the railroad wage dispute, 
the minority report pointed out that the resolution as passed 
by the Senate only proposed congressional validation of the 
8 cent an hour wage agreement reached by the carriers and 
the non-operating employes and that: 


Senate joint resolution 91 as amended concerns itself only with the 
case where there has been a wage dispute, and subsequently both 
parties agree to abide by a recommendation made by the board which 
heard the dispute, 

Likewise, the resolution does not deal with a situation where either 
of the parties refuses to abide by the recommendation of the board 
which heard the dispute. And in the only two major railway wage 
controversies since November, 1941, such a refusal has occurred. 

The resolution as now written permits sporadically created emer- 
gency boards to effectuate the wage stabilization program as far as 
the railway industry is concerned, whereas all other industries are 
subject to the agencies constantly engaged in carrying out that pro- 
gram. Not only would railroads and railway employes be under dif- 
ferent machinery, with different agencies passing judgment, than 
other industries, but also these employers and employes would be 
subject to the varying judgments of diverse boards as to what is in 
conformity with the wage stabilization program. 

It can be said that the passage of this resolution will make for addi- 
tional confusion and misunderstanding both as to labor relations and 
as to the stabilization program of the government. It cannot be 
stressed too strongly that in these days, when the nation is striving 
to the utmost to win victory on the fronts of battle, the necessity is 
upon every person, whether in public life or in private life, to do his 
utmost to preserve the nation at home, to preserve the economic 
conditions, to avoid inflation, and to avoid the failure of production 
or transportation due to labor stoppage. 


RAIL RETIREMENT LEGISLATION 


Representative Lea, of California, has introduced H. J. Res. 
227, extending from June 30, 1943, to June 30, 1945, the period 
for the acquisition by the Railroad Retirement Board of data 
needed in carrying out provisions of the railroad retirements 
acts. A like resolution, S. J. Res. 109, had been introduced in 
the Senate by Senator Wheeler, of Montana (see Traffic World, 
Jan. 29, p. 282). 


RAIL WORKERS’ HIGHWAY PROTEST 

A resolution adopted by railroad employes constituting the 
membership of the New York, New Haven & Hartford Rail- 
road Post No. 119, Inc., American Legion, opposing construc- 
tion of “a.third vehicle highway” paralleling the New Haven 
Railroad in Fairfield county, Conn., has been inserted in the 
Congressional Record by Senator Maloney, of Connecticut. The 
resolution contained recitals that the New Haven now was 
handling twice as much freight and passenger business as it 
had handled at any time in its history, that it was apparent 
that the railroad would be able to meet and handle any and 
all demands on its facilities “now or in peacetime,” and that 
the proposed highway, supported and backed by the trucking 
industry, would have no value “to a successful transportation 
problem now or in peacetime.” 


RAILROAD COLONELS’ STATUS 

With the exception of Colonel R. B. White, president, Balti- 
more and Ohio, the railroad executives who were made colonels 
when the Secretary of War took possession of the railroads 
December 27, were placed on inactive duty status as of mid- 
night, January 31, it was announced at the War Department. 
Colonel White would remain on active duty until February 10 
to complete the work of obtaining releases from the railroads 
in his region, it was said. The other colonels are Frederick E. 
Williamson, president, New York Central; William J. Jenks, 
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president, Norfolk & Western; Ernest E. Norris, president, 
Southern; Ralph Budd, president, Chicago, Burilngton & 
Quincy; Charles E. Denney, president, Northern Pacific; and 
Lewis W. Baldwin, chief executive officer, Missouri Pacific. 


DISCRIMINATION IN R. R. EMPLOYMENT 


Members of the committee appointed by President Roose- 
velt to investigate “the impasse between certain railroads and 
railroad labor organizations on the question of discrimination 
in certain fields of railroad employment” called on the President, 
January 31, to talk over with him the task assigned to the 
committee. The members of the committee are Judge Walter 
P. Stacy, of Raleigh, N. C., Judge William H. Holly, of the 
U. S. district court at Chicago, and Mayor Frank J. Lausche, 
of Cleveland, O. The President’s Fair Employment Practice 
Committee had certified the “impasse” to be investigated (see 
Traffic World, Jan. 8, p. 91). 


TRANSPORT JOB TRAINING 


The Office of Defense Transportation has announced that 
well over 20,000 supervisors in the transportation industries 
have had job-instruction training, job-methods training and 
job-relations training through the War Manpower Commis- 
sion’s training-within-industry service. 

Railroads, intercity bus lines, local transit companies, 
trucking lines, taxicabs, pipelines, waterways, airlines and gar- 
ages reported a substantial rise over last summer’s figures in 
the number of supervisors receiving instruction, it sa‘d. In 
railroads alone, some 6,000 supervisors had increased their 
skill in instructing men on the job through the “show-how” 
method since that time, it said. 


A.A.R. Meeting 


The Association of American Railroads and the Office of 
Defense Transportation, at a membership meeting of the asso- 
ciation at Chicago, February 3, at which Director Eastman of 
the O.D.T. and a number of his staff were present, agreed to 
act jointly in efforts to ease the railroad manpower shortage. 
According to reports, about 84,000 railroad workers faced in- 
duction into the armed forces within the next few months, in 
addition to the 270,000 already taken. The additional draft, 
it was reported, would raise the acute situation to a point 
where railroad service might have to be curtailed. 

A number of railroad bodies were at work gathering facts 
and figures on the situation, according to the reports. The 
decision was to coordinate these, to add them to data already 
collected by the O.D.T., and to present them to the War Man- 
power Commission and Selective Service officials, the presen- 
tation to be made jointly by Director Eastman and an A.A.R. 
committee. According to J. J. Pelley, president of the A.A.R., 
it was not intended to ask Selective Service to accord blanket 
exemptions for railroad workers. It was the thought, he said, 
that suggestions from the top to local boards that present in- 
structions to local boards to consider the employment of regis- 
trants before induction be “interpreted more liberally” in the 
cases of such workers. 

Neither Director Eastman nor President Pelley would 
hazard a guess as to when the data would be in shape for pres- 
entation to Selective Service officials, but both expressed the 
opinion that it would be soon. 


Equipment Orders 


The meeting spent several hours considering the railroad 
equipment situation. Although the War Production Board has 
indicated that material would be available in 1944 for the con- 
struction of 80,000 new freight cars of all kinds, it was reported 
that the construction capacity would be only between 60,000 
and 70,000. This was compared with normal peace-time pro- 
duction capacity of 160,000. The difference, it was explained, 
was: due to the car builders’ own manpower shortage and the 
fact that much of the car building capacity was busy with 
the construction of war vehicles and cars for lend-lease and the 
military forces. 


Aso of January 1, 1944, according to a compilation pre- 
pared by the association and presented at the meeting, only 
34,537 freight cars of all kinds were on order, but expressions 
from railroad executives present indicated that orders would 
be placed shortly covering the entire 1944 productive capacity 
of the building plants. It was said that, at present, “pressure 
for cars” was distributed fairly evenly over all types of freight 
cars rather than concentrated more acutely on open-top cars 
and refrigerator cars, as was the case until fairly recently. 

The car-building program for 1944, according to estimates, 
would mean the expenditure of between $200,000,000 and 
$225,000,000 in the year. Much of this was expected to take 
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place under the W.P.B.’s five-year amoritization plan, because 
the new equipment, in almost all instances, could be shown to 
be needed because of the added war traffic. There was no 
indication that any appreciable part of the 1944 freight car 
production would be needed for replacements, it was said. 

No definite program for the building of passenger cars 
was set up. Expressions from those present indicated that the 
railroads would order about 500 new passenger cars of all 
types in the year. It was said that the prospects for delivering 
them before the end of 1944 were good, but that the delivery 
would not be made until near the end of that year. 

Director Eastman said limitations on passenger travel were 
not discussed at the meeting. He said he had not changed 
his opinion that the establishment of passenger priorities was 
impracticable and that his office was considering no such move. 

Railroad manpower shortages that in many instances re- 
sulted in idleness of rolling stock constituted one of the main 
topics of discussion in morning and afternoon sessions of the 
board of directors of the Association of American Railroads, 
January 28, in Washington. It was stated, after the meeting, 
that the board had adopted no specific course of action, but that 
renewed and intensive efforts to obtain relief from continuing 
drains on railroad employment rolls caused by failure or re- 
fusal of selective service boards to grant deferments would be 
made by the individual railroads and by A. A. R. officers. 

Urgency of the need for government action to ease the 
railroads’ manpower situation had been emphasized by C. H. 
Buford, vice-president of the A. A. R. in charge of operations 
and maintenance, in testimony before a subcommittee of the 
Senate interstate commerce committee (see Traffic World, 
January 22, p. 225). ‘ 


It was stated that the A. A. R. directors expressed a hope 
that action by the executive branch of the government would be 
forthcoming soon to clear up a confused situation with respect 
to amortization of new transportation facilities acquired in the 
period from October 5 to December 17, 1943. Under the rev- 
enue act of 1942, it was said, the railroads could deduct from 
net income reported for tax purposes the amounts spent an- 
nually in amortization over a five-year period of the cost of 
new facilities purchased if the Secretary of War and the Secre- 
tary of the Navy certified that the facilities would be for use 


in connection with the war program. It was said that on Octo-’ 


ber 5, 1943, the Secretary of War and the Secretary of the Navy 
ceased the issuance of such certificates. The certifying au- 
thority was transferred to the chairman of the War Produc- 
tion Board on December 17 by an executive order of the Presi- 
dent (see Traffic World, December 25, p. 1598). Whether or not 
the amortization provision, with the resultant saving in taxes, 
could be applied in the “interim period” between October 5 
and December 17 was a question that now remained to be de- 
cided, it was pointed out. 


Petroleum Transportation 


Commenting on a report that the War Production Board 
might be asked to allocate more materials for the construction 
of tank cars for the transportation of petroleum, O. D. T. offi- 
cials said the shortage of tank cars was a present problem that 
could not be met by increasing the orders for new cars. The 
objective at present, they said, was to increase utilization of 
existing equipment and increase transportation performance 
and that Director Eastman had outlined such a progrem (see 
Traffic World, Jan. 29). Mr. Eastman said the O. D. T. was 


— replacement units “insofar” as they can be made avail- 
able.” 


Petroleum Administrator Ickes said February 3 that the 
east coast petroleum supply picture was dark and that con- 
sumers faced a 90-day period “during which it will be touch- 
and-go whether the civilian demand can be supplied.” 


“Heavy and continuing military demands for petroleum 
products have taken a big bite out of available transportation,” 
said he. “Consequently, we are now in a critical period that 
will develop into a race between available transportation and 
domestic consumption.” 

Deputy Administrator Davies said overland shipments of 
crude oil and petroleum products into the east coast area were 
reaching all-time highs, “but the military demand is enormous 
and probably will continue to remain so.” 


Rail tank car shipments increased for the fifth consecutive 
week, averaging 720,158 barrels daily for the week ended Janu- 
ary 29, as compared with 683,204 barrels a day for the pre- 
vious seven-day period. 

“There is little prospect of more tank cars being made 
available for east coast civilian service, because many cars 
have been shifted to military petroleum service and to essen- 
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tial industries in other areas, and probably will not be returned 
to the eastern service,” said Mr. Davies. 

“Tank trucks, usually used on short hauls, are still break- 
ing down. Many petroleum tank trucks are idle because of lack 
of repair parts, manpower, and other factors. The Office of 
Defense Transportation is making every effort to get these 
trucks back into operation. Meanwhile, tank cars must be 
shifted from long-haul to short-haul duty as truck replacements. 

“The ‘Little Big Inch’ pipeline is expected to begin opera- 
tion through to the east coast in March, but even then will not 
be able to operate at maximum until the operating ‘kinks,’ 
always experienced when a new line is first placed in service, 
are adjusted. The first oil entered this new line at Beaumont, 
Tex., on January 26, 1944, and is now in route to Norris City, 
Ill., to which point the line has been completed.” 

The Petroleum Industry War Council through its committee 
on petroleum economics also said February 3 that military 


-movements and transportation difficulties “have seriously dark- 


ened the outlook for east coast civilian and industrial petroleum 
supplies for the next three or four months.” It referred to 
factors in the situation pointed out by the P. A. W. adminis- 
trators. 

The Department of State has announced that the loading 
of Spanish tankers with petroleum products for Spain has 
been suspended pending a reconsideration of trade and general 
relations between Spain and the United States “‘in the light of 
trends in Spanish policy.” 


Oo. D. T. PETROLEUM ORDER 


By suspension order O. D. T. 19-2, effective Feb. 4, the 
Office of Defense Transportation has revoked suspension order 
O. D. T. 19-1, as amended, to permit the movement of crude 
petroleum and petroleum products in tank vessels, as follows: 
Down the Mississippi River between Baton Rouge, La., and 
Meraux, La.; northward on the Mississippi River above Cairo, 
Ill.; and on the Illinois waterway system northward as far as 
Chicago, Ill., and southward as far as Peoria, Ill. 

The original Order O. D. T. 19 prohibited the movement 
of liquid cargo in bulk in Great Lakes, inland waterway, coast- 
wise and intercoastal shipping, except under general or special 
permits, and suspension order O. D. T. 19-1 was issued con- 
currently to except movements of petroleum and petroleum 
products. The new suspension order broadens the movements 
allowed without permit, as aforementioned. 


Oo. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced the 
appointment of John J. Murphy to the post of district director 
of rail-truck conservation, with offices in St. Paul, Minn. Mr. 
Murphy has been assistant to the associate director, ore and 
grain section, division of railway transport of the O. D. T., 
in Chicago. He succeeds Carl R. Gray III, son of Brigadier- 
General Carl R. Gray, Jr., in charge of the army transporta- 
tion corps in the Mediterranean area. Mr. Gray, an officer in 
the naval reserve, has been called into active service. 


LOCAL TRANSPORT ORDER 


The Office of Defense Transportation has issued its gen- 
eral permit O. D. T. 35-2, effective February 1, permitting use 
and operation by the War Department of local passenger trans- 
portation equipment (a) for the movement of military per- 
sonnel on maneuvers or on trips made on official military 
orders, or (b) on special operations necessary for the prose- 
cution of the war, notwithstanding the provisions. of general 
order O. D. T. 35, by which every vehicle carrying nine or more 
persons in local passenger transportation in the United States 
was “frozen” in the service in which it was engaged on March 
17, 1943 (see Traffic World, March 20, 1943, p. 644). 


USE OF REFRIGERATOR CARS 


Curtailment of the use of refrigerator cars by all shippers 
in the next two months to alleviate the current shortage of 
such cars in the perishable food producing states has been 
asked by the Office of Defense Transportation. 

“The supply of refrigerator cars.is becoming tighter with 
each day’s loading, and a restriction in their use is necessary 
if we are to transport the fruits, vegetables, seed potatoes, and 
other perishable products and move them at the proper time 
to avoid loss,” it said. 

“Refrigerator cars are now in great demand for the move- 
ment of seed potatoes from Maine, the Red River Valley in the 
Dakotas and Minnesota, and from Idaho to the southeastern 
states for planting, and their movement cannot be deferred to 
a later date, as is the case with some other commodities.” 

The O. D. T. has requested shippers of beer, wine, and 
canned goods to reduce their requirements for refrigerator cars 
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by 50 per cent during the next 60 days. If this reduction is made 
voluntarily, the O. D. T. says, shippers of such products may 
avoid the imposition of an Interstate Commerce Commission 
service order. 

O. D. T. car service officials said that there was no restric- 
tion on the use of refrigerator cars if they were destined to 
the perishable food producing areas where the shortage now 
existed, such as the Red River Valley of Minnesota and the 
Dakotas, Idaho, Nebraska, Colorado, California, Texas, Florida 
and Maine. 


Oo. D. T. ADMINISTRATIVE ORDERS 


By administrative order O. D. T. 14, effective Feb. 15, the 
Office of Defense Transportation has set up the procedure to be 
followed by motor carriers of property when applying for a 
special permit granting relief from compliance with a provision 
of any order of the O. D. T. relating to the operation of prop- 
erty carrying motor vehicles. j 

Administrative order O. D. T. 15, effective Feb. 1, estab- 
lishes the procedures truck operators must follow in applying 
to the O. D. T. for approval of an extension of service, or the 
institution of new services (see Traffic World, Jan. 22, p. 225). 


MOTOR CONSERVATION 


The Office of Defense Transportation has announced ap- 
proval by it of plans for coordinated operations by motor com- 
mon carriers of property, through issuance of orders, as fol- 
lows: 


Supplementary order O. D. T. 3, Revised 81-A, between Joplin, 
Mo., and Oklahoma City and Commerce, Okla.; supplementary order 
O. D. T. 3, Revised 162, between Springfield and Hollister, Mo.; sup- 
plementary order O. D. T. 3, Revised 163, between points in Pennsyl- 
vania, New Jersey and New York; supplementary order O. D. T. 3, 
Revised 164, between Wichita, Kan., and Tulsa, Okla.; and supple- 
mentary order O. D. T. 3, Revised 165, between points in Missouri, 
Kansas and Oklahoma. 


The O. D. T. also has granetd authority for coordination 
of taxicab operations in designated areas, by the following: 


Supplementary order O. D. T. 20-A-62, Coshocton, O., area; sup- 
plementary order O. D. T. 20A-63, Logan and Man, W. Va., area; 
supplementary order O. D. T. 20A-64, Wheeling, W. Va., area, and 
supplementary order O. D. T. 20A-6, Kent, O., area. 


By its special order O. D. T. B-51, effective February 7, 
the O. D. T. has approved a joint-action plan coordinating bus 
operations between Washington, Ia., and Middletown and Fort 
Madison, Ia. Coordination of bus operations between Cleve- 
land and Ravenna, O., and between Salem and East Liverpool, 
O., is authorized by special order O. D. T. B-52. 


W. P. B. Haulage Request 


The War Production Board has amended its haulage re- 
quest TR-2 by adding to the list of commodities in “schedule 
X” of the request four additional types or groups of commodi- 
ties (see Traffic World, July 17, 1943, p. 153, and July 24, 1943, 
p. 199). In its issuance of haulage request TR-2, covering ship- 
ments of designated commodities in freight cars of all types as 
well as in tank cars, the W. P. B. had stated that the purpose 
of the request was to conserve transportation by adoption of a 
plan under which supplies of the commodities in question, in- 
cluding chemicals, were allocated to each user from the nearest 
available producing point. 

The W. P. B. said that to tinker with the normal trade flow 
was a job in distribution rather than a transportation job, and 
that hence the job fell to the W. P. B. rather than to the Office 
of Defense Transportation. 

Added to the commodity list in “schedule X” of the haul- 
age request, under terms of the amendment, were the following: 


Carbon bisulfide. 

Containers, fabricated (in knock-down or set-up form, whether 
assembled or unassembled). For the purpose of this item the word 
‘‘containers’’ shall include all containers required for packaging prod- 
ucts to be shipped or delivered, including, but not limited to: Bags, all 
types (including those made of paper, textile, combinations of materials, 
transparent films, metallic foils, parchment kraft or sulphite); baskets 
and hampers, cans (metal), collapsible tubes, cooperage, tight and 
slack, fibre cans, fibre tubes, fibre bottles, fibre mailing cases, and 
fibre drums, folding and set-up boxes (paperboard), and paraffin car- 
tons and pails, paper cups and paper food containers, paper milk con- 
tainers, steel shipping drums, veneer and built-up wood (when used 
for containers), wooden and fibre inner containers, wooden and fibre 
shipping containers. 


Pig iron. 

Sodium: Bicarbonate, carbonzte, chlorate, chloride, hydroxide, 
nitrate, nitrite, phosphates, silicates, sulfate, pyrophosphate and 
thiosulfate. 
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To afford wartime protection for participants in the ar- 
rangements contemplated in the haulage request, against prose- 
cution under the anti-trust laws, Chairman Nelson of the W. 
P. B. issued amendment No. 2 to certificate No. 93, certifying 
to the Attorney General that “the doing of any act or thing, or 
the omission to do any act or thing by any person in compliance 
with haulage request TR-2 as amended is requisite to the prose- 
cution of the war.” 


The amended haulage request contained the following state- 
ment on its purpose: 


It is requisite to the prosecution of the war that the maximum 
amount of essential materials be delivered to essential war industries 
with a minimum dislocation of the general economy, with a minimum 
of delay and with a minimum of strain upon transportation facilities 
already severely taxed. This can best be accomplished through voluntary 
arrangements which permit materials to be consumed as near as may 
be to their source. 


The order provides that ‘‘all persons engaged in producing, 
supplying or distributing the materials listed on schedule X 
hereto annexed .. . may arrange for such purchases, sales, ex- 
changes or loans of schedule X materials and for such common 
use of transportation and storage facilities as may be the most 
efficient utilization of such facilities.” It requires that all such 
arrangements shall remain subject to review and adjustment 
by the W. P. B. It calls for reports on such arrangements, by 
letter to the W. P. B., giving the following information: 


1. Names and addresses of parties, including names and addresses 
of persons to whom inquiries concerning the report should be directed. 

2. Effective date and duration of arrangement. 

3. Kind and quantity of material involved. 

4. Location of points of origin and destination of schedule X 
materials to be shipped or location of storage facilities to be jointly 
used. 

5. A statement that to the best of the informant’s knowledge and 
belief, no supplier, distributor or producer of the material involved in 
the arrangement is or will be deprived by the arrangement of an oppor- 
tunity to share equitably in the available supply and use of transporta- 
tion and storage facilities. ; 

6. A statement that to the best of the informant’s knowledge and 
belief, no consumer of the material involved in the arrangement is or 
will be treated inequitably in the distribution of such material by 
reason of the arrangement. 


Army Barge Operations 


Barge transportation from Stockton to San Francisco, 
Calif., is faster than rail transportation of war material from 
that point, according to a statement issued by the War De- 
partment. 


“After loading operations are completed,” it said, “it nor- 
mally takes a train load of war material two days to reach San 


Francisco by rail. A barge usually makes the same trip in 12 
hours.” 


Its Ordnance Department depot at Stockton was speeding 
up the shipment of vast quantities of battle tools and replace- 
ment parts to the Southwest Pacific to sustain the mounting 
allied offensive in that area through the utilization of deep 
water barges, as well as freight trains for the first stage of the 
journey, it said. 


Explaining how the barge operations were undertaken, the 
department said: 


A few months ago, large army barges built by a Stockton com- 
pany were sent 50 miles, empty, down a deep water channel for ship- 
ment overseas. At the same time, the depot was shipping a large 
majority of its boxed vehicles and general cargo to San Francisco by 
rail. 

In cooperation with the barge-building company, the Army Trans- 
port Service and port of embarkation officials, army ordnance officers 
worked out a new speed-up system. 

Each new barge that moves down to the sea now stops at the 
ordnance depot and a small but smoothly working crew of swing-shift 
workers pile it high with some 300 tons of sorely-needed war equip- 
ment. A single barge will hold 50 boxed trucks, 90 boxed weapons 
carriers or 200 boxed jeeps—the equivalent of a dozen freight car loads. 

Loading on the wide, flat barges is far easier than in the cramped 
confines of a freight car and is performed chiefly by crane with a mini- 
mum of hand work, so that the same gang of workers who once 
loaded 12 freight cars in 9 hours can load a big barge carrying the 
same cargo in less than 3 hours. 

The rapid expansion of the barge-loading program at the army 
ordnance depot also encompasses the total output of new barges of 
a large Sacramento shipyard, which now sends its products to Stockton 
for cargoes of war material while en route on their maiden voyages to 
the port of embarkation. Moreover, if barges which reach San Fran- 
cisco are not on order at an overseas base, they immediately unload 
directly into an outgoing freighter—another big time-saver—and are 
back at the ordnance depot within three days for another load. 

The barges are towed by Army Transport Service tugs, and occa- 
sionaly by commercial vessels. 

The utilization of barge transportation facilities is not only speed- 
ing supplies to the Southwest Pacific but is resulting in tremendous 
savings to American taxpayers in time and money. 
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Mexican Traffic Embargo 


H. J. Arnett, assistant to Chairman Kendall, of the car 
service division of the Association of American Railroads, who 
is in charge of administering the provisions of the Commission’s 
service order 107, has sent a letter to shippers of freight to 
Mexico, calling their attention to car service division require- 
ments under that order. 

Service order 107 requires that United States railroads 
shall not deliver freight cars of U. S. ownership to Mexican 
railroads in any semi-monthly period in greater number than 
were received from Mexican railroads in the previous semi- 
monthly period. The purpose of this order, Mr. Arnett points 
out, is to protect the domestic car supply. 

“To administer the provisions of this order, we have con- 
stantly maintained an embargo against carload traffic destined 
to points on or via the National Railways of Mexico,” said 
Mr. Arnett. 

The restriction now in effect is CSD embargo No. 323, 
originally issued September 10, 1943, revised November 9, 1943, 
and amended November 19, 1943. 

“Under exception No. 4,” says Mr. Arnett, “permits may 
be issued at the discretion of the undersigned (Mr. Arnett), 
which will be granted only in periods when the receipt of 
freight cars from Mexican railroads are equal to, or in excess 
of, deliveries by U. S. railroads. Applications for permits under 
this embargo must be made in writing to this office (Trans- 
portation Building, Washington, D. C.). Our facilities and forces 
are inadequate to accept such applications over the telephone 
and they should be made by telegraph only in the case of 
extreme emergencies.” 

Continuing, Mr. Arnett said: 


Applications for permits should contain the following information: 

1.. Commodity to be shipped, and for what purpose required in 
Mexico. 

2. (a) Approximate date of shipments; 
originating railroad; (d) port of entry. 

3. (a) Number of cars and type required; (b) approximate weight 
of lading per car. (One of the conditions under which consideration 
will be given to the issuance of permits is that cars will be loaded to 
capacity. This is of utmost importance in order to insure maximum 
utilization of limited transportation available.) (c) If more than one 
car is required the total amount of shipment should be given in pounds 
or net tons. (d) If a bulky commodity we should know the cubical 
displacement of the carload unit you expect to ship. (e) The minimum 
number of cars (when two or more are to be shipped) daily in 
order to meet essential commitments. 


4. If the applicant is not the supplier, give name and address of 
the latter. 


5. Number of (a) export license, and (b) certificate of necessity 
issued by Mexican authority. 

You -should observe particularly that since permits against this 
embargo can only be issued in periods when the receipt of freight cars 
owned by United States railroads are in excess of deliveries there may 
be frequent delays in granting permits. 


(b) shipping point; (c) 


“The conditions may seem somewhat exacting, but so is 
the service order,” said Mr. Arnett in commenting on the em- 
bargo requirements. 


Revenue Freight Loading 


Revenue freight loading the week ended January 29 totaled 
811,062 cars, according to the Association of American Rail- 
roads. This was 12,340 cars or 1.5 per cent above the preceding 
week, 76,392 cars or 10.4 per cent above the corresponding week 
last year, and 4,503 cars or six-tenths of one per cent below the 
corresponding week of 1942. 


Statistics prepared by the A. A. R. car service division 
follow: 


345 


Under the service order, he pointed out, the car service 
division must restrict the issuance of permits to protect car- 
load traffic against the embargo so that the number of cars in 
any one semi-monthly period will not exceed the receipts in the 
previous semi-monthly period. 

Some shippers have loaded cars without a permit and 
without the railroad agent knowing the destination until the 
bill of lading has been presented for signature, and then the 
shippers in such instances have applied for a permit to release 
their cars from the embargo restrictions, according to Mr. 
Arnett. 

“Since we cannot be a party to car delays, it has been our 
practice to release loads under such conditions, but since the 
Commission order is exacting, we must have a plan to meet the: 
situation equally as exacting,” said he. 


Service Order Amended 


In requiring the Association of American Railroads, as 
agent for all United States railroads subscribing to the car 
service and per diem agreement, to take steps to see that the 
number of refrigerator cars entering and leaving Mexico was 
balanced, in addition to performing that duty in connection 
with freight cars (see Traffic World, Jan. 29), the Commission, 
division 3, by amendment No. 1 to service order No. 107, also 
broadened the reference to the cars involved. 

The original service order used the phrase “cars owned or 
leased by railroads of the United States.” The instant amend- 
ment changes that phrase to read ‘‘cars owned, leased, or other- 
wise controlled by railroads of the United States.” 


LARD, ETC., IN REFRIGERATOR CARS 


The list of commodities that may not be transported in 
refrigerator cars, under provisions of service order No. 178 
(see Traffic World, January 15, p. 160) has been increased, 
with the issuance by the Commission, division 3, of amendment 
No. 1 to that service order. The amended order became effec- 
tive January 28. 

Commodities added to the “prohibited” list by the amend- 
ment are: Dried or evaporated.fruits, fig paste, fig powder, or 
fig pulp, processed cheese in glass or metal containers, and 
paraffin wax. 


GRAIN SHIPPING SERVICE ORDER 


. By amendment No. 1 to Service Order No. 174, which pro- 
hibited railroads from accepting, except under general or spe- 
cial permits, carload shipments of grain, grain products, grain 
by-products and seeds covered by order notify or straight-advise: 
bills of lading when the “notify” or “advise” party was not lo- 
cated, or had no representative at the billed destination, the: 
Commission, division 3, has excepted certain shipments from: 
the ee of the original order (see Traffic World, Jan. 15,. 
p.. 152). 

The -amendment, effective Feb. 6, on recommendation of’ 


the O. D. T.-I. C. C. grain and grain products transportation 
conservation committee, orders that: 


Service Order No. 174 (9 F. R. 404) of January 7, 1944, be, and it 
is hereby, amended by designating paragraph (a) and sub-paragraphs 
(1) and (2) as paragraph ¢a) (1) and sub-paragraphs (i) and (ii), 
respectively and by adding the following paragraph (a) (2) and sub- 
paragraphs (i) (ii) and (iii) in section 95.327: 

(a) (2) The provisions of paragraph (a) (1) shall not be con-- 
strued to prohibit the acceptance for transportation or the transpor- 
tation or movement of carload shipments of grain, grain products,,. 
grain by-products, or seeds: 

(i) When the ‘‘notify’’ or ‘‘advise’’ party is located at a river land-- 
ing or other point inaccessible to carrier’s deliveries; or 

(ii) When the ‘‘notify’’ or ‘‘advise’’ party is located at a prepay: 
station .or on a rural free delivery route or in the interior, in which: 








Revenue Freight Car Loading—Week Ended Saturday, Jan. 29. 


Grain and Live 
grain-prod. stock Coal 

{ 1944 55,815 15,233 185,813 
FORO GID DOOR iii.cio 35:60 Ss 1s 0 508 4 1943 49,924 13,261 169,889 

| 1942 47,629 11,527 155,610 
Preceding week January 22....... 1944 58,857 16,164 182,165 
Per cent increase over............ 1943 11.8 14.9 9.4 
Per cent decrease under.......... 1943 
Per cent increase over............ 1942 17.2 32.3 19.4 
Per cent decrease under.......... 1942 

{ 1944 267,544 77,304 876,526 
Cumulative 5 weeks to Jan. 29..{1943 236,827 66,485 790,811 

(1942 208,430 64,640 797,292 
Per cent increase over............ 1943 13.0 16.3 10.8 
Per cent decrease under.......... 1943 
Per cent increase over............ 1942 28.4 19.6 9.9 
Per cent decrease under.......... 1942 


_ 


Per cent to 15-year average 120.0. 


Forest : Mdse. 
Coke Products Ore L.C. L. Miscellaneous Total’ 
15,870 44,518 15,154 102,690 375,969 811,062° 
15,190 32,614 14,542 88,615 350,635 734,670 
14,569 48,764 13,342 151,786 372,348 815,565 
15,410 43,365 14,363 101,009 367,389 798,722 
4.5 36.5 4.2 15.9 12 10.4 
8.9 13.6 1.0 
8.7 32.4 6 
77,000 193,047 69,552 490,830 1,744,674 3,796,477 
75,450 172,170 70,746 421,001 1,698,321 3,531,811 
71,449 207,934 65,183 710,927 1,732,624 3,858,479 
2.1 12.1 16.6 2.7 75 
7 : a 
7.8 6.7 ay | 
7:2 31.0 1.6 ° 
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cases the shipment must be consigned to an adjacent open station 
designated by the shipper; or 

(iii) When the destination station and consignee’s post office ad- 
dress adjacent to such station are differently named. (40 Stat. 101, 
Sec. 402, 41 Stat. 476, Sec. 4, 54 Stat. 901; 49 U. S. C. 1 (10)-(17)) 


REFRIGERATOR CAR ORDER 


By amendment No. 3 to service order No. 165, the Commis- 
sion, division 3, has amended service order No. 165, which pro- 
hibited railroads from transporting in refrigerator cars canned 
or preserved foodstuffs, not cold-pack, and other articles de- 
scribed under that caption in Consolidated Freight Classifica- 
tion No. 14 (see Traffic World, Nov. 27, p. 1345). 

The purpose of the amendment, it was explained in the 
Commission’s Bureau of Service, was to close routing through 
northern territory of refrigerator cars loaded with canned 
goods in California, destined to southeastern points. Amend- 
ment No. 2 closed routes by way of Ogden or Salt Lake City, 
U., to points in southeastern territory, it was pointed out, and 
that amendment No. 3 had the effect of closing routes through 
Kansas City, thus making it necessary to route such California 


shipments through southern territory, in which case box cars 
must be used. 


LOCOMOTIVE PRODUCTION 


Manufacturers of large and small steam locomotives have 
been advised that altered military requirements will reduce 
by 741 the number of steam locomotives of 80 tons or more, 
and by 162 the number weighing from 50 to 80 tons, from the 
scheduled quotas for 1944, says the War Production Board. 
These reductions will amount to approximately 25 per cent of 
the grape orders for the large type and 35 per cent for the 
small. 

W. P. B. officials said the reduced requirements would not 
release any existing production facilities, since the original pro- 
gram called for progressively increased production in each 
quarter of 1944. Plans of the industry now call for an evening 
out of operations. Military requirements remaining to be sup- 
plied in 1944 call for more than 2,000 large and 300 small steam 
locomotives. 

In addition to these still heavy military requirements, ap- 
proximately 275 steam locomotives of various sizes for do- 
mestic use have been scheduled for delivery in the first nine 
months of this year, according to officials of the transportation 
equipment division of W. P. B. 


TIRE RATIONING 

The rationing quota of new truck and bus tires for Febru- 
ary will be 267,917, as against 276,629 for January, the Office of 
Price Administration has announced. The O. P. A. said that 
the quota of new tubes for trucks and busses in February 
would be 229,203, and noted that the January quota of tubes 
for such vehicles was 230,400. The quotas for trucks and busses 
were the amounts the Office of Rubber Director had declared 
would be made available in February to meet civilian needs, 
said the O. P. A. 

By amendment 68 to ration order 1A of the Office of Price 
Administration, effective February 7, “essential” truck opera- 
tors in areas where tire recapping facilities are inadequate or 
unavailable are permitted to obtain a’ration certificate author- 
izing them to exchange with dealers a tire in need of recapping 
for a used tire or a new “war” tire, the O. P. A. has announced. 
It explained that a “war” tire was.one made from reclaimed 
rubber. 

“A certificate authorizing acquition of a used tire or new 
‘war’ tire,” said the O. P. A., “may be obtained by a truck 
operator from his local war price and rationing board provided 
he is operating an essential trucking service and he turns in the 
recappable carcass at the time the certificate is issued.” 


Agriculture and Transport 


Increased shifting of the transportation of farm products 
from truck to rail was predicted by A. Peter Ruderman, of the 
Bureau of Agricultural Economics, Department of Agriculture, 
in an article on “Agricultural Transportation Problems,” pub- 
lished in the January, 1944, issue of “The Agricultural Situa- 
tion,” a monthly publication of the Agriculture Department. 

Mr. Ruderman said that wasteful use of transportation 
facilities still prevailed “‘to some degree’ and that cross-hauling, 
excessively long truck hauls, occasional idleness of railroad cars 
and the hauling of empty cars westward were “but little re- 
duced” in 1943. He stated that the presently tight supply of 
‘rolling stock might be alleviated by the projected construction 
of at least 30,000 box cars, but that the refrigerator car situa- 
tion remained “troublesome.” 


locomotive power, these cars are being loaded more heavily. . 


TRAFFIC WORLD 


Continuing, he said, in part: 


Peak rail movement of cattle and sheep from western ranges into 
feedlots occurred in October, and the heavy truck movements of hogs 
to slaughter came in November and December. Truck facilities for 
live stock were estimated at 80 to 85 per cent of those available in the 
winter of 1942-43. But pick-up service has improved, cross-hauling 
has decreased, and trucks are more fully loaded. Owing to the reduc- 
tion in trucks, there has been a shift in live stock from truck to rail. 
The winter peak of live stock marketing is straining railroad capacity. 
Corollary to this, the transportation bottleneck has tended to make the 
seasonal live stock marketing period longer than usual. Railroad ton- 
nage is .estimated to be 6 per cent greater for the winter of 1943-44. 
There seems to be an adequate supply of refrigerator cars for shipping 
animal products though not of packer-owned cars alone. To conserve 


Country terminal facilities for fruits and vegetables are generally 
adequate. . . . There has been a shift away from sales to the vanishing 
itinerant trucker, and most fresh produce is now sold through country 
terminal facilities. 


Truck transportation in general, and long-distance hauling of fresh 
fruits and vegetables in particular, grows increasingly difficult. Me- 
chanical breakdown is becoming an ever more important factor in the 
truck situation. An even greater shift from truck to rail transportation 
is in the offing. Delivery from major terminals to secondary distribu- 


tion points is being curtailed, in order to conserve existing heavy truck 
equipment. ... 


Because of the restricted supply of rail equipment, it is more 
important than ever to unload cars promptly. This economy of car 
use is impaired because of the shortage of terminal labor. 

Difficulty has also been experienced in the truck delivery of eggs, 
and in finding a sufficient number of moisture-proof box cars for the 
preservation of grain in transit. Boom production of crops, such as the 
record of 1943 potato season, has caused a serious shortage of storage 
facilities. When a large portion of the Maine crop must be trans- 
ported by rail to storage locations before it is marketed, added strain 
is located on the railroads. 

While so vital a product as food has a high priority on transporta- 
tion space, 1944 will see as many food transportation difficulties as 
1943. The 30,000 new box cars may allow some easing of the rolling 
stock situation, but most factors of the transportation problem have a 
gloomier outlook. 


GASOLINE RATIONING 


The Office of Price Administration has announced that 
under provisions of amendment 98 to its ration order 5C, ef- 
fective February 3, large bulk consumers of gasoline are al- 
lowed up to 30 days after delivery for the surrender of ration 
checks in payment for gasoline deliveries. 

“This new provision,” it said, “will permit the main office 
of a large company to audit its books and make payment of 
the necessary ration check itself rather than have the payment 
made by its branch where the actual delivery of the gasoline 
might have been made. 

“Those principally affected are companies that have a 
number of tanks for the bulk storage of gasoline scattered over 
a large area. These include railroads, bus companies, munici- 
palities and large industrial organizations. The new provisions 
apply to companies having a single ration bank account that 
— at least 25 points at which the gasoline is delivered in 

The O. P. A. announced that, by amendment No. 95 to its 
ration order 5C, it had authorized issuance of gasoline rations 
for moving new trucks and other commercial vehicles from 
factory to sales agency, or between sales agencies. 

“This was made necessary,” said the O. P. A., “by the fact 
that limited production of trucks for civilian use has been re- 
sumed recently. Gasoline for use in driving these trucks to 
distributing outlets, from which they will move to the ultimate 
consumer, had to be provided. 

“Local war price and rationing boards will issue gasoline 
rations for the movement of new trucks only when the vehicles 
are permitted to operate without an O. D. T. Certificate of War 
Necessity. Certificates and rations have always been allowable 
for the movement of a truck by a new owner from the factory 
to the place where he intends to put it into use. Since Certifi- 
cate of War Necessity is not given, however, for moving trucks 
between factory and sales outlet before the sale to the con- 
sumer is made, the special ration . . . is needéd.” 

The O. P. A. also announced changes in its “gasoline sur- 
render receipt plan” with respect to surrender of outstanding 
— | rations by the seller in transfers of new or used cars 
or trucks. , 


UNLOADING SERVICE ORDER 


The Commission, division 3, by service order No. 179, ef- 
fective Feb. 1, ordered the Manufacturers Railway Co. to un- 
load forthwith CN472301 and RI 262842, on hand at St. Louis, 
Mo., on the said railway since December 24 and 27, 1943, re- 
spectively, loaded with material consigned, or to be consigned, 
to the Philadelphia Signal Corps of the United States Army. 
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Fibreboard Containers 


“Fibreboard containers have been produced in greater 
quantity during this war period than ever before in the history 
of container production,” said James A. G. Pennington, of the 
pulp and paper unit of the Office of Civilian Requirements of 
the War Production Board, in a review of the containerboard 
situation. 

“Wartime developments have expanded the uses of these 
containers and have opened new fields to ‘paperboard manu- 
facturers. Put to test under the exacting conditions of over- 
seas shipment, the solid fibre and corrugated containers have 
proven their ability to withstand rough handling and extreme 
temperatures. These characteristics will undoubtedly prove 
equally valuable in increasing the importance of paperboard 
ow for both foreign and domestic use in the postwar 
period.” 

Total production of containerboard, folding and set-up 
boxboard for 1943 was 6,940,700 tons, based on actual produc- 
tion for ten months and estimates for November and Decem- 
ber, said Mr. Pennington. This was an increase of 567,754 over 
1942 output but a decrease of 258,531 as compared with 1941 
production. The high 1942 figure was attributed to the general 
buying rush prevalent throughout the commercial world. Con- 
tainerboard production hit a peak of 4,213,728 tons in 1941, 
dropping more than 500,000 tons in 1942. 

“Intensive research since the outbreak of the war has pro- 
duced solid fibre and corrugated containers which are weather- 
proof and which can withstand the most adverse shipping and 
storing conditions,” said Mr. Pennington, adding, in part: 


Waterproof tape, which does not lose its adhesive qualities by pro- 
longed immersion or subjection to extremes in temperature, has been 
perfected for sealing the containers. A laminated fibre substitute for 
steel or wire strapping, which can be used for strapping all types of 
packages weighing 90 lbs. or less, has recently been developed. 

These wartime developments will be carried over into the postwar 
period. Now that fibreboard containers can stand up under cold storage, 
refrigeration and other marketing conditions, they will be widely used 
for shipping such perishable goods as eggs, fresh fruits and vegetables. 

Present demand for fibre shipping containers to transport goods 
formerly packed in wooden boxes runs into millions. The food prod- 
ucts industry alone will require yearly 100 million or more fibre boxes 
to replace those made of wood. It is evident that peacetime require- 
ments will more than balance the number of containers required for 
war purposes. 

Airborne freight is no longer an idle dream. We can look forward 
to the permanent use of aircraft for the shipment of cargo freight 
when peace returns. Outstanding packaging engineering will be needed 
to develop containers which combine the greatest possible protection 
with the smallest possible tare weight. Corrugated fibre-board will 
provide one of the most successful answers to this problem. It is not 
surprising, therefore, to find several air transport companies creating 
packaging departments to study this new shipping problem. 


WOODEN CONTAINER PRODUCTION 


The Senate has passed H. J. Res. 208, containing an ap- 
propriation of $1,359,000 to enable the War Manpower Com- 
mission to provide for temporary migration of workers from 
foreign countries in the western hemisphere for industrial em- 
ployment in the United States. In discussion of the resolution 
in the Senate, Senator Hayden, of Arizona, said that a part of 
the appropriation would be used to import workers from Brit- 
ish Honduras for employment in U. S. forests to cut timber 
for the manufacture of containers for fruits and vegetables. 


“In my own state, in the Salt River Valley,” said Senator 
Hayden, “we lost 500 carloads of winter lettuce because the 
box shook could not be obtained to put the lettuce in boxes 
and fit them for shipment.” 

Further congressional action on the resolution was neces- 
sary. 


ALASKA AND TRANSPORTATION 


“The requirements of transshipment and transportation 
have brought important changes to Alaska, the most striking 
of which is the Alaska military highway,” says the annual re- 
port of the Secretary of the Interior. ‘This route, the con- 
struction of which was begun in the spring of 1942, connects 
Dawson Creek in British Columbia (northern terminus of our 
international continental railroad system) by highway with the 
Alaska system of roads. 


“The chief value of this military highway to date has been 
in connection with the maintenance of an airway which passes 
from Minneapolis through Edmonton and Whitehorse to Alaska. 
This airway has proved its value and establishes a new method 
of ingress and egress from Alaska—formerly all Alaska traffic 
passed through Seattle.” . : 

The Alaska Railroad, says the report, experienced one of 
the most difficult operating years in its history, due to un- 
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usually cold weather, severe floods, fire in a tunnel and loss 
of experienced employes. 

“Despite these difficulties,” it added, “the railroad was 
called upon to transport an increased amount of supplies and 
equipment and move additional personnel in connection with 
military activities. The employe problem was solved in part 
through the cooperation of the War Department, which assigned 
a railway operating battalion of enlisted men to assist in oper- 
ation and maintenance. The War Department also rendered 
invaluable assistance in the securing of additional rolling stock 
to move the increased volume of freight which was transported.” 


Northwest Shippers’ Board 


Reports of commodity carloading committee presented at 
the annual meeting of the Northwest Shippers’ Advisory Board 
at Minneapolis January 27, indicated an increase of 1.4 per 
cent in the loadings in the area in the first quarter of 1944 as 
compared with actual loadings in the first quarter of 1943. 
Heavy increases were predicted in the loading of potatoes, 27.8 
per cent; live stock, 15 per cent; iron and steel, 25 per cent, 
and flour, meal and mill products, 10 per cent. 

The board adopted a number of resolutions, including one 
advocating deferment from military service of skilled railway 
workers, and others ratifying those adopted at the meeting of 
the National Association of Shippers’ Advisory Boards at St. 
Louis last fall, opposing political rate making; advocating re- 
peal of land grant rates; advocating legislation for the exemp- 
tion from taxes of railroad reserves for deferred maintenance, 
and advocating regulations to eliminate passenger travel abuses. 
It also adopted a recommendation from its special committee 
on grain car distribution regulations, calling for the suspen- 
sion of revised Association of American Railroad circular 
Cc. C. S.-10. 

R. E. Clark, manager, closed car section, car service divi- 
sion, A. A. R., spoke on national and local transportation con- 
ditions and car supply, and C. W. Taylor, manager of the divi- 
sion’s refrigerator car section, spoke on the national and local 
refrigerator car supply. Charles Layng, transportation editor, 
Railway Age, spoke on “Axis* Transportation” at a luncheon 
session. 

J. George Mann, Northrup King and Company, Minneap- 
olis, was reelected general chairman, and G. H. Shafer, Weyer- 
haeuser Sales Company, St. Paul, alternate general chairman. 
The following were elected state vice-chairmen: 


Minnesota, L. H. McDougall, Cutler Magner Company, Duluth; 
North Dakota, R. F. Gunkelman, Interstate Seed and Grain. Company, 
Fargo; South Dakota, L. R. Girton, Girton Adams Ice Company, Sioux 
Falls; Montana, Midland Implement Company, Billings. 


Neal E. Williams, Fargo Chamber of Commerce, was re- 
elected general secretary, and S. M. Low, Koppers Company, 
St. Paul, assistant general secretary. 


CONTROL OF EXPORTS AND IMPORTS 

The Foreign Economic Administration, in its current ex- 
port bulletin No. 144, discusses matters relating to the follow- 
ing general subjects: (1) Extension of preference rating au- 
thority by W. P. B. to F. E. A. in directive 27; (2) import rec- 
ommendation provisions for items of small value; (3) com- 
modities for which the F. E. A. may assign preference ratings; 
(4) change in general license for export of metal drums, con- 
tainers, and gas cylinders; (5) change in general license, and 
(6) correction of current export bulletin No. 142 (omission of 
subheading, “Vegetable Tallow and Wax—cContd.,” under the 
heading “Vegetable Products—Miscellaneous”’). 


RAIL FINANCIAL DATA 

At the end of November, 1943, Class I railroads, exclusive 
of switching and terminal companies, had total current assets 
of $4,606,881,111, including $1,297,326,353 in cash, as compared 
with $3,128,990,775, including $1,120,469,559 in cash, at the end 
of November, 1942, according to a statement, No. M-125, se- 
lected income and balance sheet items of those roads, prepared 
by the Commission’s Bureau of Transport Economics and Sta- 
tistics. 

The statement showed that $78,051,655 of funded debt 
would mature within six months from November 30, 1943. This 
compared with funded debt of $153,007,807 matured in the 
comparable period of 1942. 

Total current liabilities stood at $2,822,366,245 at the end 
of November, 1943, as against $1,851,796,265 at the end of 
November, 1942. Included in the current liabilities was accrued 
tax liability of $1,773,616,444 at the end of November, 1943, as 
against $942,874,307 at the end of November, 1942. U. S. gov- 
ernment taxes accounted for $1,631,314,951 of the accrued tax 
liability at the end of November, 1943, as against $816,495,485 
at the end of November, 1942. 
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Shipping Federation Organized 


The National Federation of American Shipping, with head- 
quarters at Washington, D. C., has been formed by shipping 
executives “to provide an overall agency through which the 
entire ocean-going shipping industry of this country can co- 
operate effectively and intelligently with all other interested 
parties in working toward the solution of problems involved 
in the reconversion of our maritime industry from a wartime 
to a peacetime basis,” according to Almon E. Roth, of San 
Francisco, Calif., who will resign as an industry member of 
the National War Labor Board to accept the presidency of the 
federation. 

“The new organization is a federation of five existing as- 
sociations which comprise in their combined membership vir- 
tually all the ocean-going shipping of- this country, including 
foreign trade, intercoastal, coastwise, colliers and tanker 
groups,” said the announcement. 

The following existing associations are included in the 
federation: American Merchant Marine Institute and the Asso- 
ciation of American Steamship Owners, with headquarters on 
the east coast, and the Pacific American Steamship Association, 
the Shipowners Association of the Pacific Coast, and the Pacific 
American Tankship Association, with headquarters on the Pa- 
cific. Coast. The eastern tanker lines for the most part are 
members of the American Merchant Marine Institute. 


Board of Directors 


The members of the board of directors of the federation 
are: 


R. R. Adams, executive vice-president, Grace Lines, Inc., New 
York City; J. J. Halloran, vice-president and general manager, Sprague 
Steamship Company, Boston; Basil Harris, president, United States 
Lines, New York City; B. B. Howard, general manager, Standard Oil 
Company of New Jersey, New York City; Joseph T. Lykes, executive 
vice-president, Lykes Brothers Steamship Company, New Orleans, La.; 
H. Harris Robson, vice-president, United Fruit Company, New York 
City; H. W. Warley, president, Calmar Steamship Corp., New York 
City; Henry F. Grady, president, American Presidents Line, San Fran- 
cisco; Frazier Bailey, executive vice-president, Matson Navigation 
Company, San Francisco; Charles L. Wheeler, executive vice-president, 
McCormick Steamship Company, San Francisco; A. O. Woll, general 
manager, General Petroleum Corp. of California, Los Angeles; E. P. 
Farley, chairman of the board, American-Hawaiian Steamship Company, 
New York City; E. Myron Bull, president, A. H. Bull & Company, New 
York City; Edward A. Roberts, president, Waterman’s Steamship Corp., 
Mobile, Ala., and Mr. Roth. 


“Generally speaking the National Federation of American 
Shipping will parallel the General Council for British Shipping 
in its scope and purposes,” said the announcement. “It will 
operate somewhat along the lines of the Association of Ameri- 
can Railroads which speaks authoritatively for the railroad in- 
dustry of this country on matters of common interest. 

“The immediate objective of the new federation will be to 
develop and promote a sound program for the rehabilitation 
and maintenance of an adequate privately-owned American 
merchant marine. For the present the new shipping federation 
will maintain its principal offices in Washington, D. C., in order 
to facilitate cooperation with various governmental agencies 
which already are engaged in postwar planning for the Ameri- 
can merchant marine.” 


Shipping Problems 


Among the many difficult problems with which the federa- 
tion will deal are the following: 


1. Disposition of the enormous tonnage (estimated at forty to fifty 
million tons) which the government will own at the end of the war, 
on a basis which will be fair to all concerned and yet enable American 
private industry to operate in competition with foreign shipping services 
and other forms of transportation. 

2. Development of coastwise, intercoastal and foreign commerce 
required to support an adequate merchant marine of such size as may 
be determined upon. Many American shipping services either have been 
abandoned or curtailed as a result of the exigencies of war, and the 
new shipping federation will concern itself with problems involved in 
the restoration and expansion of these services. 

3. Construction and acquisition of vessels which are modern and 
speedy enough to enable them to operate profitably in domestic and 
foreign trade. 

The shipping industry also is concerned with the question of par- 
ticipation by American flag shipping companies in overseas air-borne 
transportation. Many of the principal maritime nations have already 
announced their intention of supplementing their steamship services 
with air-borne services under one unified management. 

The development of a national program for the rehabilitation of 
the American merchant marine involves many delicate relations with 
foreign governments and foreign shipping services. The federation will 
provide an authoritative voice for American shipping interests in con- 
nection with the solution of these international problems. 


In order to accept the presidency of the new federation, 
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Mr. Roth will take a leave of absence as president of the San 
Francisco Employers Council. His shipping background includes 
service as the first president of the Waterfront Employers As- 
sociation of the Pacific Coast, which was comprised of both 
foreign and domestic lines, and president of the Pacific Ameri- 
can Shipowners Association, which was comprised of the 
American-flag lines having their home ports on the Pacific 
Coast. He formerly was associated with the legal firm of Pills- 
bury, Madison and Sutro of San Francisco, and served for a 
number of years as business manager of Stanford University in 
charge of its financial operations, including the management 
of its forty million dollar trust fund. He has been a trustee of 
Stanford University for several years, and is a vice-president 
of the California State Chamber of Commerce. Mr. Roth served 
as president of Rotary International in 1930-31 and presided 
over the International Convention of that organization which 
was held in Vienna, Austria, in 1931. 


Planning Necessary 
In a statement Mr. Roth said: 


The establishment of an adequate merchant marine in the period 
following the war involves many complex and difficult problems which 
call for immediate planning. We are in general agreement in this 
country that it is essential to the national defense and the restoration 


of our world commerce that we maintain an adequate privately-owned 
merchant marine. 


So far, however, there is no common agreement and insufficient 
information on such important details as the probable size of our 
merchant fleet, the terms upon which government vessels eventually 
will be sold to private industry, the possible disposition of excess ton- 
nage to foreign nations, the modernization of our existing vessels and 
provisions for new and fast vessels, and the promotion of the domestic 


and foreign commerce which will be required to support an adequate 
merchant marine. 


The tremendous job of reestablishing and expanding our merchant 
fleet to an adequate size is the joint responsibility of the government 
and the shipping industry. 


Labor, which has done such a magnificant job in manning our 
American ships during the war, and the shippers who will supply the 
essential commerce, will also have a great stake in this program. 


Representative Harris, of Virginia, inserted in the Con- 
gressional Record a statement in which he described the forma- 
tion of the new shipping federation to promote an adequate 
privately owned American merchant marine as “a worthy and 
patriotic objective.” He expressed the hope that this program 
would receive the active interest and support of every member 
of Congress. 

“By the time the war ends in victory for our arms,” he 
said, “we probably will have 20,000,000 tons of shipping. That 
shipping is going to be perhaps our strongest weapon in the 
making of an enduring peace and the rehabilitation of the 
United States and the other nations of the world. This great 
American merchant marine—by far the largest cargo fleet ever 
constructed in any country at any time in the history of the 
world—must be handled in the interest, first, of this nation 
and its people; if directed and guided in that direction, it in- 
evitably will render invaluable service to the other people and 
other countries of the world.” 


M. C. SURPLUS PROPERTY 


Unified procedure for disposal of surplus property, giving 
first preference in obtaining material to contractors in the ship- 
building industry, then to other governmental departments, war 
contractors, industries re-converting to civilian production, and 
last to competitive bidders, has been established by the Mari- 
time Commission, according to a statement by it continuing in 
part as follows: 


Each shipyard is responsible for reporting to regional directors of 
construction on the east, west and Gulf coasts, and the Great Lakes 
area on all property which is in excess of the need of the particular 
vessel construction contract for which it was purchased. Coordinating 
agency for these area units is the Surplus Property Section of the 
Procurement Division in Washington, D. C. 

Supplies are to be segregated at the shipyard until use or sale of 
unrequired property is made. When local storage facilities are over- 
burdened, material may be shipped to Maritime Commission ware- 
houses, after consideration of handling and transportation costs. 


W. S. A. SHIP OPERATIONS ORDER 


The text of what is described as a corrected reprint of 
general order No. 34 of the War Shipping Administration (see 
Traffic World, January 8, p. 116) has been published in the 
January 29 issue of the Federal Register. General order No. 
34 prescribes rates of compensation for general agents, agents 
and berth-agents in connection with the operation for the 
W. S. A. of dry cargo vessels, tankers, passenger vessels, col- 
liers, and tugs and barges, and contains provisions for recap- 
ture to eliminate excessive profits and for renegotiation of 
contracts. 
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February 5, 1944 


Money for Maritime Commission 


In testimony before the House appropriations committee, 
Chairman Land, of the Maritime Commission, speaking of post- 
war shipping plans, said that the Axis powers should not be 
permitted to have transoceanic trade in their own vessels for 
a period of years, and that proper control of their merchant 
marine operations was just as necessary to maintain a future 
peace as was their disarming and the prevention of their 
rearming. 

Admiral Land’s testimony, heard in executive session when 
the committee was preparing the independent offices appropria- 
tion bill, was made public when the committee reported the 
bill (see Traffic World, Jan. 29). 

With the United States having 20 to 30 million tons of 
shipping, perhaps 40 million tons, “depending on when the end 
arrives,” Admiral Land said he thought “that we have got 
both economically and financially a trading point, the best David 
Harum article in the whole peace deck on the table.” 

“Tf we fritter it away, as we did after the last war, the 
blood is on our own head,” said he. 

Admiral Land proposed that Congress “freeze the prices 
of all of our fleet.” 

“If a Liberty ship cost $2,000,000 and Congress approved, 
we could freeze the price at some equitable figure discounting 
excess war costs and sell it at that price to anybody to whom 
the government wished to sell it,” said he. “Certainly we would 
not want an American citizen buying a ship immediately after 
the war for $200 a ton and then a year or two later having 
a rival buy it at $5 or $15 a ton, as happened after the last 
war. I would not want it left to the Maritime Commission or 
to any shipping board, but I want it on the statute books where 
it is frozen.” 

Admiral Land also suggested that a first and second reserve 
of merchant ships for defense purposes be established. 

Questioned by Representative Hendricks, of Florida, as to 
his views with respect to Japan’s shipping after the war, 
Admiral Land said “our little yellow enemies over there” 
had made a combatant ship out of everything they had built 
in the last ten years or so. 

“If you want to have peace in the world for the next gen- 
eration, you had better put the screws on these boys and 
keep them there a while,” said he. “Let them run their rivers 
and harbors shipping and the coastal shipping. But I don’t 
think the Japs have any right to be treated as civilized human 
beings, and I would not let them do any flying or have any 
transoceanic merchant marine.” 

In further discussion, the admiral said that he did not 
believe the Japs were civilized—that they had behaved, judged 
by American standards, “like a bunch of cutthroats and pirates, 
and I don’t see why we should have for our children, twenty 
years or so from now, another world war.” 

“So you suggest we ought to keep Japan on her islands?” 
asked Mr. Hendricks. 

“Yes; that is what I would do if I had a vote—and I don’t 
consider myself mean or brutal, but that you have to protect 
yourself a little bit,” said Admiral Land. “Don’t let them fly, 
don’t let them have any navy, or any transoceanic ships, for a 
certain period of time. And I am selfish about that, too; there 
is going to be quite a problem here in the United States, with 
45,000,000 war workers released when this is all over.” 

Asked whether he would apply the same rule to Germany, 
the admiral said he would tell the committee “off the record,” 
and did so, the published testimony having been censored at 
that point. 

“But I do think, if we don’t get too many ‘sob sisters’ in 
here, male and female, we may have enough iron and back- 
bone to make it tough for them and avoid a world war some 
20 years hence,” he said, that discussion apparently relating 
to the Germans. 

Asked by Mr. Hendricks as to the relation of our merchant 
— = the British merchant marine after the war, Admiral 

and said: 


“T don’t have the slightest objection to letting the maritime 
nations of the world go back to where they were in 1939, with 
the exception of the United States being in the driver’s seat. 
Having made the greatest contribution the world has ever 
known in regard to shipping, I think we should have some incre- 
ment over 1939.” 

The position of the United States as to merchant shipping 
was No. 1 now, said Admiral Land. 

_ “And I agree with you 100 per cent that we should not 
give up that position,” said Representative Hendricks. 

“You won’t get any argument out of (Admiral) Vickery 
and me on that,” said Admiral Land. 

The congressman and the admiral agreed that the navy 
was In No. 1 position now and that it also should stay there. 

Questioned by Representative Case, of South Dakota, as 
to the need for a ship subsidy after the war, Admiral .Land 
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believed that a construction differential subsidy would be neces- 
sary and that it was doubtful that the merchant marine could 
be operated without an operating subsidy also. The operating 
subsidy would not be “a very great bill,” said he. He said the 
last time he looked at it was $12,000,000 per annum. 

In debate on H. R. 4070, the independent offices appropria- 
tion bill, 1944, in the House, Representative Case, of South 
Dakota, said he had been distressed “by a great deal of the 
evidence of carelessness in the early stages of the shipping 
program,” in referring to Maritime Commission expenditures 
(see Traffic World, January 29). He said he had wanted to 
see at least half of the new construction fund asked by the 
commission made not available for expenditure until the middle 
of the summer, “when we could have a better idea of the 
outcome of the present war operations and the submarine 
situation,” but that Admiral Land had testified it was necessary 
to place orders at the present time so that raw material and 
interior fittings might be scheduled and so that the shipyards 
might continue without interruption “until our heavy overseas 
operations are completed.” 

Commenting on criticism of Maritime Commission expendi- 
tures by Representative Wigglesworth, of Massachusetts, Chair- 
man Bland, of the House merchant marine committee, in an 
address in the House said that “no organization or instrumen- 
tality in this country has exceeded the splendid work that the 
Maritime Commission and the War Shipping Administration 
has done.” 

He said that he himself sometimes felt that “possibly waste 
has existed,” but added that the commission and the W. S. A. 
“have built the ships, and they carried the guns; they have 
carried the munitions; they have carried the cargoes, they 
have carried the men, they are winning the war... .” 

“There have been very troublesome problems,” he continued. 
“Some of those problems have almost killed me and I reckon 
some members of my committee. Some of them were trouble- 
some compensation problems which we have written into the 
acts. .. . It has been difficult to find reconciliation that would 
permit the Maritime Commission to reduce the cost of these 
ships on many occasions and conform with the just compensation 
provision of the Constitution.*. . . We have tried to work out 
through a council consisting of three of the ablest judges of 
the United States a method whereby that might be done. The 
shipping companies in many cases were willing to go along 
with a settlement which exceeded the limitations that he had 
placed on them, but still did conform with the Constitution 
and the allowance that the courts might possibly have deter- 
mined to be just compensation. I think considerable patriotism 
has been shown.” 

He said a report on “the matter of charter rates to the 
Red Sea” was being prepared. He announced that an investi- 
gation of data involved in the Comptroller General’s report on 
the Morgan Line (see Traffic World, January 22, p. 239) was 
under way “in preparation for hearing.” A report on an in- 
spection of west coast shipyards was in the process of prepara- 
tion by a subcommittee of his committee, he said. 


Bill Goes to Senate 


The House passed the bill and sent it to the Senate Janu- 
ary 31, after defeating, by a vote of 65 to 56, an amendment 
proposed by Representative Dirksen, of Illinois, to prohibit the 
use of any part of the appropriation for the Maritime Commis- 
sion for payment “on account of the purchase of any ship at a 
price which includes any increment of value on account of any 
national emergency proclaimed on and after September 8, 
1939.” Mr. Dirksen, in debate on the amendment, showed that 
its purpose was to effectuate section 902 of the merchant ma- 
rine act, 1936, the so-called ‘‘enhancement clause,” with respect 
to vessels acquired by the Maritime Commission. He said that 
“certainly it would be unfair because of the operation of an 
emergency to pay enhanced values which arose only because 
of the emergency and not because the vessel has been physically 
improved in any way whatsoever.” 

Chairman Bland, of the House merchant marine commit- 
tee, spoke in opposition to the amendment, saying it would 
“block settlements” and would not result in a saving. Repre- 
sentative Ramspeck, of Georgia, said that House and Senate 
legislative committee had “dealt with this thing” and that Rep- 
resentative Dirksen was asking Congress, by a limitation on 
the appropriation bill, “to do something in 5 or 10 or 15 or 20 
minutes that the legislative committees have not been able to 
resolve after weeks of study, a question that has been passed 
on by a board which has studied the case.” He said he dig 
not think it advisable to act in that way. 


Defense of M. C. by Bland 


Chairman Bland inserted in the Congressional Record the 
text of a memorandum he had prepared, based on data ob- 
tained from the Maritime Commission, answering charges he 
said had been made by Representative Jones, of Ohio, in 








allegations of wastefulness by the commission. To the charge 
that 12 subsidized shipping concerns had $200,000,000 or earn- 
ings and profits in their reserve funds, tax free, Mr. Bland said 
the charge raised no question of improper administration by 
the commission because it was carrying out legislative require- 
ments, and that the charge was factually erroneous. As of 
October 31, 1943, he said, the amount in the capital-reserve 
fund was $26,772,106.83 and the amount in the special reserve 
fund was $54,072,796.02. Of the latter amount, he added, at 
least $28,000,000 represented obligations in favor of the com- 
mission “on account of recapture subsidy which falls due at 
the end of each 10-year accounting period provided for in the 
merchant marine act of 1936.” 

To a charge that six American Export Line ships valued 
at $232,350 made six trips for $1,724,918 in charter hire, of 
which $1,574,144 was profit, Mr. Bland replied that the direct 
voyage profit, before taxes and overhead, was $1,355,201.47; 
that the Maritime Commission had suggested a voluntary ad- 
justment downward of the charter hire; that the suggestion 
had not been acted on by the American Export Lines, and that 
the case had been referred to the commission’s price adjust- 
ment board for renegotiation. 

With respect to allegedly excessive charter hire for Red 
Sea voyages by 80 vessels in the spring of 1941, Mr. Bland 
said that two operators had made voluntary refunds through 
the commission, and that “upon failure of the remaining oper- 
ators to respond to the suggestion of the Maritime Commission 
to make voluntary adjustments on the amounts collected, the 
commission referred these contracts to its price adjustment 
board for renegotiation. .. .” 

As to a contention that ship operators had received $280,- 
000,000 in subsidies, Mr. Bland said that operating-differential 
subsidy accruals under both long-range and temporary agree- 
ments, from the inception of the merchant marine act to the 
present time, totaled $51,129,437.93, “a long cry from $280,- 
000,000.” 

_Concrete Ship Program 


Dealing with an allegation that “a concrete-ship program 
of $150,000,000 was folded up by the Maritime Commission 
under mysterious circumstances,’ Mr. Bland said there was 
nothing mysterious in the commission’s action in canceling a 
part of that program last August; that ‘‘adequate press re- 
leases” had been issued by the commission as to the reasons 
for the cancelation, and that when the tanker situation im- 
proved and steel was made available in sufficient quantity, the 
concrete program was revised accordingly, the cost of each 
concrete vessel having been much higher than the estimated 


t. 

“As of December 1, 1943,” he continued, “one self-propelled 
and 22 non-self-propelled concrete barges have been delivered 
to the Maritime Commission. A number of these are in use as 
oil storage tanks in the southwest Pacific area, and others are 
in use in carrying coastal bulk cargoes. Twenty-three addi- 
tional concrete barges have been launched, and are expected 
to be ready for service soon. Eight of these are of the self- 
propelled type. The total amount involved in this readjusted 
concrete-ship program is $115,546,213, including facilities. Just 
recently, at the request of the War Department, the Maritime 
Commission placed a contract for the construction of 25 con- 
crete lighters.” 


Mr. Bland cited a charge that “a report to the Comptroller 
General, never forwarded to Congress, disclosed bewildering 
financial maneuvers involving $60,000,000 of taxpayers’ money 
in connection with the American President Lines.” 

“It would be premature,” he said, “and well-nigh impos- 
sible for the commission to comment on charges based on an 
alleged report, a copy of which has not been furnished to it 
presumably because it is an interoffice communication of the 
General Accounting Office which is still being reviewed by that 
agency.” 

He said that the Assistant Comptroller General had tes- 
tified before a subcommittee of the House appropriations com- 
mittee, December 14, 1943, that investigators had submitted 
to the Comptroller General a report on the American President 
Lines and that the Comptroller General had determined “thus 
far” that there was nothing in it to justify reporting it to 
Congress. 


MERCHANT SHIPS AND TAXES 


The Treasury Department and the Maritime Commission 
jointly have issued revised regulations covering tax liabilities 
with respect to ship construction reserve funds. The Maritime 
Commission concurrently issued its revised general order 38, 
on establishment of construction reserve funds The tax regu- 
lations and revised general order 38 were published in the 
February 1 issue of the Federal Register. 
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Air Transportation 





Ship Limes’ Air Rights Plea 


In briefs filed with the House merchant marine committee 
pursuant to the invitation by Chairman Bland at the close of 
hearings by the committee on proposals for permitting steam- 
ship line to enter the field of overseas air transport (see Traffic 
World, Jan. 29, p. 273), two steamship companies and spokes- 
men for two interested organizations recommended enactment 
of legislation to remove existing restrictions against establish- 
ment of air services by the ocean carriers. 

One of the briefs was filed by a law firm representing 
the United States Lines Co., and one was submitted by G. E. 
Donovan, vice president of Moore-McCormack Lines, Inc. The 
other briefs were filed by J. P. Williams, secretary of the 
Pacific American Steamship Association, and C. H. Callaghan, 
manager, Maritime Association of the Port of New York. 

The United States Lines Co. said it planned to file a formal 
application with the Civil Aeronautics Board “at the appropriate 
time.” It said it had been advised that neither the civil aero- 
nautics act of 1938 north any other law would prohibit its 
foreign competitors from operating trans-Atlantic steamship 
services. 

Moore-McCormack Lines, in its brief, noted that it had 
filed with the C. A. B. an application for an air route from 
New York to Buenos Aires and averred that under the present 
policy of the C. A. B. the company might be denied authority 
so to coordinate air transport with its steamship operations. 

The Pacific American Steamship Association cited a state- 
ment attributed to Harllee Branch, member of the C. A. B., to 
the effect that under the civil aeronautics act as interpreted 
by that board, there were barriers against steamship com- 
panies engaging in extensive air operations. It advocated 
amendment of the Lea bill, H. R. 3420, so as to remove doubts 
as to the legal right of steamship lines to institute air service. 

The Maritime Association of the Port of New York said 
it favored the granting to American steamship lines of the 
same authority to institute air service that was enjoyed by 
foreign steamship companies. It asked the committee to rec- 
ommend an amendment to the civil aeronautics act of 1938, 
“or such other legislation, that has for its purpose, as expressed 
by the U. S. Chamber of Commerce, ‘that American steamship 
companies should not be precluded by law or administrative 
ruling from ownership and operation of airplanes in interna- 
tional commerce.’ ” 


Aeronautics Board Report 


The Civil Aeronautics Board in its annual report to Con- 
gress this week said that the magnitude of the domestic new 
route problem was evident from the fact that on October 31, 
1943, it had pending on its docket the greatest number of ap- 
plications for certificates of public convenience and necessity 
for new service between points in continental United States at 
any time since the civil aeronautics act of 1938 became effective. 

On that date, it said, there were 348 such applications pro- 
posing service over more than 511,170 miles to 3,631 cities and 
towns not now having air service, though it pointed out that 
the total mileage reflected a large volume of duplication. 

Sixty-one or 17.5 per cent of the applications on hand 
October 31, the report showed, were filed by surface carriers, 
14 of which were for property service only, 22 for nonscheduled 
service, 25 for helicopter service, 3 for feeder service, and 7 
for conventional-type service. Insofar as could be determined, 
said the report, these applicants sought to operate 173,919 
route-miles, or 34 per cent of the total of 511,170 miles. 

Total daily plane-miles scheduled for operation in conti- 
nental United States on October 31 amounted to 310,712, as 
compared with the 368,867 plane-miles scheduled for opera- 
tion before the first wartime service pattern for scheduled air 
transportation became effective June 1, 1942, said the board. 
Fourteen additional planes had been released to the air car- 
riers for use in scheduled air transportation and as of October 
31 there were 180 planes being used in that service. 

H. R. 3420, the Lea bill proposing revision of the civil 
aeronautics act, said the board, did not contain two amend- 
ments recommended by the board: One recommendation was 
that the board have the same power to fix passenger and cargo 
rates in foreign air transportation as it had in domestic air 
transportation. The other was that the board have power to 
approve the issuance of securities or assumption of obligations 
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by air carriers—a power similar to that exercised by the Com- 
mission and the Federal Power Commission with respect to 


the public utilities under their respective jurisdictions, said the 
board. 


Analyzing statistics applying to the domestic air services 
the board said: 


Despite the fact that the domestic air carriers were operating in 
commercial service only about one-half of their pre-war equipment, 
the greatly increased utilization of that equipment enabled them to 
fly 98,000,000 revenue-miles during the fiscal year ended June 30, 1943, 
as compared with the 135,000,000 revenue-miles during the preceding 
fiscal year, a decrease of about 27 per cent. Passenger traffic suffered 
the most serious set-back ever experienced, dropping nearly 29 per 
cent, from 3,959,181 revenue passengers during the fiscal year ended 
June 30, 1942, to 2,813,349 during 1943. Revenue passenger-miles, how- 
ever, declined only about 6 per cent to slightly more than 1.4 billion. 
The average length of journey per passenger increased substantially 
from 383 to 507 miles. Mail pound-miles increased more than 78 per 
cent to 56.7 billion, and express pound-miles increased more than 80 
per cent to 28.7 billion. 

Financially the position of the carriers showed marked improve- 
ment. Total revenues aggregated $114,000,000, an increase of about 
$7,000,000 over the preceding fiscal year. This increase was derived 
entirely from nonmail traffic, mail revenues declining slightly from 
about 23.8 million dollars to about 23.7 million dollars. Measured by 
volume of service performed, the drop in mail pay was even greater, 
payments per pound-mile declining from 0.75 mill to 0.42 mill. Oper- 
ating expenses of the carriers, after allocation to war-contract opera- 
tions, declined about $10,500,000 to $82,500,000. Total operating profit 
before nonoperating items and income taxes amounted to 31.7 million 
dollars, or 28 per cent of the total operating revenue. 

These data relate only to the commercial services of the carriers. 
The results of war-contract operations have not been publicly released 
by the Army. It may be said, however, that the fees received by the 
air carriers for their contract services constituted only a small portion 
of their total profit and that in a few instances even these small fees 
have been returned to the Government. 

As in previous years, this improved earning position of the car- 
riers is largely reflected in further improvement in the equity position 
of the stockholders rather than in payment of dividends. 

During the fiscal year ended June 30, 1943, eight carriers paid 
dividends totaling slightly in excess of $2,500,000, including a stock 
dividend by one carrier of approximately $225,000. These dividends 
amount to less than 8.0 per cent of the operating profits of domestic 
carriers during this year, as compared to a corresponding figure of 
9.3 per cent for the previous fiscal year. 

Unappropriated earned surplus increased from $13,000,000 to 
$27,000,000, while long-term debt, including advances from affiliates, 
decreased from about 24% million dollars to less than three-quarters of 
a million dollars. Capital stock issued and outstanding remained vir- 


tually unchanged at $33,000,000, of which 79 per cent was represented 
by common stock. 


AIRCRAFT PRODUCTION 


Aircraft output in January was ahead of schedule, the 
Aircraft Production Board reported February 3. In numbers, 
the 8,789 total acceptances were substantially the same as for 
December, with weight of airframes produced, however, increas- 


ing by 5.4 per cent from 85,700,000 to 90,300,000 pounds. 


AIR CERTIFICATE APPLICATIONS 


Two applications for authority to institute air service be- 
tween points in the west coast area have been filed with the 
Civil Aeronautics Board. The applications follow: 


No. 1294, Bremerton-Tacoma Stages, Inc., Bremerton, Wash.; 
scheduled transportation of passengers, mail, baggage and light ex- 
press, by conventional aircraft and/or helicopters, over routes between 
Bremerton, on the one hand, and, on the other, Tacoma, Wash., and 
Olympia, Wash.; over a circle route beginning and ending in Bremer- 
ton, and over a route between Olympia and Portland, Ore. 

No. 1295, Nevada-Pacific Airlines, Inc., Lovelock, Nev.; scheduled 
transportation of mail, passengers and property over 10 proposed 


routes between specified points in Oregon, California, Idaho, Nevada 
and Utah. 


The board assigned docket number 1296 to a part of an 
application of Chicago & Southern Air Lines, Inc., of Memphis, 
Tenn., in No. 1075. In the severed part of the application now 
docketed as No. 1296 the Chicago & Southern asked authority 
to engage in scheduled transportation of persons, property and 
mail between Chicago, Ill., and Detroit, Mich., over a non-stop 


route and over a route serving Toledo, O., as an intermediate 
point. 


* BOSTON-CHICAGO AIR SERVICE 


Petitions of the state of Ohio, by its attorney general, and 
the state of Connecticut, by its State Development Commis- 
Sion, to intervene in Nos. 371 and 375, applications of United 
Airlines Transport Corporation and Transcontinental & Western 
Aix, Inc., for authority to engage in air transportation between 
Boston and Chicago, have been granted by the Civil Aero- 
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nautics Board. The board has denied petitions of the Chambers 
of Commerce of Cleveland, O., Hartford, Conn., and Boston, 
Mass., for permission to intervene in the proceeding embracing 
those applications. 


SEATTLE-NEW YORK AIR ROUTE 


A petition of the Port of New York Authority for leave to 
intervene in a proceeding before the Civil Aeronautics Board 
involving applications of several airlines to extend operations 
between midwestern cities and New York City, including an 
application of Northwest Airlines, Inc., to establish transcon- 
tinental service between Seattle, Wash., and New York, has 
been granted by the board (see Traffic World, Jan. 22, p. 230). 


K. L. M. TEMPORARY AIR PERMIT 


The Civil Aeronautics Board has extended for a period of 
three months from January 31 the temporary operating author- 
ity heretofore granted by it to the Royal Dutch Air Lines 
(K. L. M.) with respect to air transport service Miami, Fla., 
and Central America, Canal Zone, the north coast of South 
America and islands in the Caribbean Sea. 


MONRO AND AIR CARGO, INC. 


By an order in No. 928, Application of C. Bedell Monro 
and Pennsylvania-Central Airlines Corporation for Approval 
of Interlocking Relationships, the Civil Aeronautics Board has 
approved the holding by Mr. Monro of the offices of president 
and director of Pennsylvania-Central and director of Air 
Cargo, Inc. 


INTERNATIONAL AIR TRANSPORTATION 


Senator Danaher, of Connecticut, has placed in the Con- 
gressional Record the text of a resolution adopted by the 
Torrington, Conn., Chamber of Commerce, urging adoption by 
“the appropriate governmental agencies” in their plans for 
development of service by U. S. airlines to foreign countries 
after the war the five “basic policies” with respect to inter- 
national air transport recommended in a joint statement by 
spokesmen for domestic air carriers after a meeting in Wash- 
ington last summer (see Traffic World, July 24, 1943, p. 192). 

A letter from the secretary of the Wallingford, Conn., 
Chamber of Commerce, quoting a similar resolution adopted 
by that organization, was inserted in the Record by Senator 
Maloney, of Connecticut. 


AIR EXPRESS STATISTICS 


Final figures on air express for the first nine months of 
1943, compiled by the air express division of the Railway Ex- 
press Agency, show a total of 11,074 tons of express handled by 
the domestic air lines in the period, an increase of 45.8 per cent 
over the first nine months of 1942, and 272 tons above the 
whole of the year 1942. Total number of shipments for the 
1943 period was 1,115,145, an increase of 7.8 per cent over the 
same part of 1942. The gross revenue was more than $8,250,000, 
up 29.3 per cent. The average charge for each shipment was up 
from $6.18 to $7.41, and the average weight up from 14.6 to 
19.8 pounds. 


For September, 1943, shipments totaled 1414 tons, 21.2 
over September, 1942, for an average of 47% tons a day, while 
the number of September, 1943, shipments, 135,129, was up 10.2 
per cent over September, 1942. Both those figures represented 
new records. Average weight of shipments in September, 1943, 
was 20.9 pounds, nearly three pounds heavier than in Septem- 
ber, 1942, and the average charge in September, 1943, was 
$6.71, or 78 cents less than the $7.49 average of September, 
1942. 


TRUCK WAGE INCREASE 


Approximately 500 platform workers, employed by truck- 
ing companies associated with the St. Louis, (Missouri) Oper- 
ators Council, would receive a wage increase of 5 cents an hour, 
the National War Labor Board Trucking Commission announced 
in approving an application for the increase by the Association 
and the International Brotherhood of Teamsters, Chauffeurs, 
Warehousemen and Helpers, AFL. 

These workers are non-drivers employed by some 112 
trucking companies operating in the St. Louis area. Their 
average rate before the increase was 66% cents an hour. The 
commission majority approved the wage adjustment to correct 
an inequity between the platform workers’ rates and rates paid 
to drivers employed by the same companies, it said. Thomas 
W. Holland, co-chairman of the trucking commission, dissented 
from the majority’s decision. 
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Great Lakes Ship Conference 


Rear Admiral Vickery, vice-chairman of the Maritime Com- 
mission, in a talk before representatives of Great Lakes ship- 
ping and shipbuilding interests at a luncheon meeting sponsored 
by the Great Lakes Harbor Association at the Palmer House, 
Chicago, February 1, said that, although the primary interest of 
the commission was ocean shipping, Great Lakes shipping was 
of concern to it, “though there isn’t much we can do” under 
existing law for that shipping. 

Transportation had to be viewed as a whole, he said. Salt- 
water carriers did not “take over” until cargo had reached the 
seaboard, and it frequently happened that cargo destined for 
export traveled a greater distance within the United States 
than it did on the oceans, said he, adding that “frequently, the 
time and expense of internal transportation is greater than that 
of the ocean voyage.” He said that transportation by bulk car- 
riers on the lakes was performed at very low costs, largely due 
to efficient ‘‘mechanical handling of cargo at ports.” At other 
than Great Lakes ports, he continued, handling of cargo was 
an antiquated procedure that should be revised in the post-war 
period if the nation’s modern merchant marine fleet was to 
compete successively with fleets of other nations. At the end 
of this year, there would be about 5000 vessels sailing under 
the American flag, many of which would be slow Liberty ships 
but many of which would be fast cargo vessels ‘too valuable 
to lie around in port,” said he. 


He said that Great Lakes shipyards had played an impor- 
tant role in the war effort, pointing out that contrasts for 230 
vessels had been awarded to those yards, of which 110 had 
been delivered and an additional 39 had been launched. The 
lakes program included 109 cargo vessels, 45 frigates, 200 
wooden barges already constructed, and many submarines, pa- 
trol vessels and mine sweepers for the U. S. Navy, he said. 

He said that it would be ‘impossible to over-estimate the 
importance of lakes cargoes to the war effort.’ The iron ore 
movement alone, he pointed out, was absolutely vital to the 
maintenance of the war industries. Lake shipping also had made 
a large contribution to the war effort in that many lake vessels 
had been transferred to ocean service. The package fleet, said 
he, had “just about been wiped out.’”’ Vessels used for carrying 
automobiles had been converted into bulk carrier, other vessels 
formerly used in moving structural steel, scrap iron, pig iron, 
and the like, had gone into ocean service, he said, continuing: 


The replacement of these vessels presents the government and 
the industry with a knotty problem. The carriage of package freight 
has been a losing proposition for some years and it is doubtful whether 
this branch of the industry could have survived even if there had not 
been a war. The ships were mostly over-age and few of them were 
really suited for the job which they had to do. They were particularly 
handicapped in the handling of cargo. The head of one line recently 
told us that 50 cents of every dollar he took in was spent on the han- 
dling of cargo. The experience of the package freighters in this re- 
spect is particularly depressing in view of the brilliant record which 
you have hung up in the handling of bulk commodities. The salvation 
of the package freight trade, in my opinion, depends upon an entirely 
new approach. I understant that Mr. Hoopes (president, Great Lakes 
Transit Corporation) and others are working on methods for the im- 
provement of cargo handling. If this can be achieved, and if the oper- 
ators can enter the post-war world with fast modern vessels capable of 
making a quick turn-around, this important segment of our transporta- 
tion picture may be saved. 


Several operators, both here and on the ‘coast, have suggested the 
possibility of using containers for the handling of package cargo. This 
is an angle which I think we should explore very carefully. 

The commission has had a number of suggestions recently to the 
effect that government assistance should be provided for the mainte- 
nance of a few vessels to trade down the St. Lawrence to Montreal. 
It has also been suggested that we declare the Great Lakes an essential 
trade route and subsidize a small line or two for operation between 
lakes ports 12nd overseas markets. Two small foreign lines were oper- 
ating to the Great Lakes before the war and foreign tramps were coming 
into your ports with some frequency. ‘The post-war planning committee 
which has been set up by the commission is now making a study of 
these matters and I am hopeful that we will have something to report 
shortly. 

The foreign trade area most often associated with Great Lakes 
shipping is Europe. There has also been considerable discussion about 
the establishment of a route to the West Indies. Both of these sugges- 
tions will be gone into thoroughly by the Maritime Commission. Al- 
though the commission is building many vessels, few are suitable for 
service on the Great Lakes. I don’t know how far we will be able to 
go, under the law, in helping you ro replace ships which have gone to 
war. If you will let us know what sort of ships you want, however, 
we will be glad to see what can be done. 

Foreign trade on the Great Lakes is already a considerable item in 
our interchange of gocds with other countries. Most of it, of course, is 
accounted for by Canada but increasing amounts have been going over- 
seas. Foreign traffic on the Lakes for the last 10 years has fluctuated 
between 10,000,00C and 20,000,000 tons a year, amounting on the average 
to 15 or 20 per cent of that carried in domestic service. 

Your problem would be greatly simplified if some way could be 
found to employ ships in the wintertime. A vessel which has to lay 
up four months of the year has two strikes on it to start. I earnestly 
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recommend to Great Lakes operators that they explore every possibility 
looking toward the use of vessels elsewhere during the period when 
the Lakes are closed. There are three ways to get out of the Lakes. 
It should be possible to design a vessel which could give service up 
here during the period of navigation and operate on salt water or the 
lower rivers the rest of the year. 


There is also the possibility of designing a ship capable of main- 
taining direct service between the Great Lakes and east coast ports, 
via the New York State Barge Canal, or gulf ports via the Illinois 
River. This would eliminate the high cost of transshipment at Buffalo 
and Chicago. I understand that a fast motor ship has already been 


designed- for such a service. I would like to see this idea explored 
further. 


In addition to economical transportation, and the preservation of an 
important segment of the maritime industry, the federal government 
has still another interest in this problem. Large sums of money, as 
you know, have been spent on Great Lakes channels and for the im- 
provement of Great Lakes harbors. Only last summer another lock 
was opened at Sault Ste. Marie. In 1940, expenditures on channels and 
harbors amounted io 5.7 cents for each ton of cargo transported on 


the lakes. It behooves us to get the fullest possible benefit from these 
expenditures. 


Business Session 


Preceding the luncheon meeting, the Great Lakes Harbor 
Association held a short conference meeting at which Dan 
Hoan, Milwaukee, president, presided. He said that unless the 
St. Lawrence River were opened to ocean shipping, population 
of cities and states in the Great Lakes region would continue 
to decline while the population of Gulf and Pacific coast areas 
would continue to increase. The association unanimously 
adopted a resolution, copies of which were to be sent to the 
President and Great Lakes region Congressional members, urg- 
ing that the President and Congress “give attention and con- 
sideration to the approval and construction of the St. Lawrence 
Seaway and the power development project.” It said that 
future national defense required that inland war industries 
have access to ocean transport; that construction of the seaway 
would lead to great expansion of shipbuilding capacity on the 
lakes; that if ocean vessels could reach the lakes, their services 
wculd serve greatly to prevent a future national transportation 
crisis such as prevailed at present. 

Present at the meeting, and endorsing the resolution, were 
representatives of the Port of Milwaukee, of Detroit, and a 
number of Wisconsin and Michigan port cities. There were no 
representatives from Chicago and Buffalo, N. Y. 

Following the luncheon, Mr. Hoan presided at a discussion 
of Great Lakes shipping problems. Only one person—E. A. 
Momberger of the Buffalo Chamber of Commerce—spoke in 
opposition to the St. Lawrence waterway. He said that the 
waterway would serve as a subsidy to one internal form of 
transportation and that such subsidy would be unfair to other 
forms of transportation. 

L. F. Hunt, Duluth, Minn., president of the Minnesota Tide- 
water Association, said that all Minnesota shipping and indus- 
trial companies favored the improvement of the seaway. He 
asked Harvey Klemmer, secretary of the commission’s post-war 
planning committee, what the commission’s attitude on the 
seaway was. Mr. Klemmer said the commission had never 
expressed itself on the subject officially. He said that, prior to 
the war, the commission had “had nothing to do with Great 
Lakes shipping,” but that it was now devoting much attention 
to it. He said the commission was prevented by law from 
subsidizing domestic carriers and that such subsidization would 
be “unfair and unwise economically.” However, he said, there 
was no reason why the commission couldn’t declare the Great 
Lakes carriers to be a trade group essential to the development 
of American foreign commerce. He added that the commission 
could “subsidize ships competing with foreign vessels,’ and 
that he was personally hopeful that it would “work out that 
way.” 
Julius Barnes, Erie and St. Lawrence Corporation, Duluth, 
said the Interstate Commerce Commission was responsible for 
the fact that package vessels on the lakes had not been operated 
profitably in recent years. He said the Commission had forced 
the lake vessel operators to charge rates “established in rela- 
tion to” rail rates. The vessels could be operated at a profit, 
said he, if their rates were lower than at present and were 
based on cost of operation plus a reasonable profit. 


M. C. HEARINGS 

Chief Regulation Examiner G. O. Basham, of the Maritime 
Commission, will hold a hearing in No. 629, Contract Rates— 
Port of Redwood City, February 17, in Room 449 U. S. Post 
Office and Federal Court Building, San Francisco, Calif. (see 
Traffic World, Jan. 29, p. 296). 

Examiner F. J. Horan will hold a hearing in No. 628, Rates, 
Charges and Practices of American Fruit & Steamship Co., 
Inc., February 24, in Room 1, Federal Building, Tampa, Fla. 
(see Traffic World, Jan. 22, p. 239). 

Proposed reports will be issued in these cases. 
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Traffie Law and Procedure 


Thirty-Sixth of a Series of Articles on This Subject by G. Lloyd Wilson — Overcharge and 
Undercharge Claims — Interstate Common Carriers 


An overcharge may be technically defined as the collec- 

tion by the carrier of an amount in excess of the rate 
published, posted, and filed as required by law. In interstate 
commerce, common carriers subject to the interstate commerce 
act are required to publish their tariffs of rates and charges, 
file them with the Interstate Commerce Commission, and keep 
files of the tariff rates and charges open for public inspection 
The interstate commerce act defines overcharges as charges for 
transportation services in excess of those applicable thereto 
under the tariffs lawfully on file with the Commission.*? In 
International Harvester Co. vs. N. Y. C. R. Co., Director Gen- 
eral, Agent, et al., the Commission, Division 4, distinguished 
between overcharges and unreasonable rates. ‘Overcharges,” 
in the sense in which the term is used technically, “denotes 
the collection of a charge in excess of the lawfully published 
tariff rate,’ while an unreasonable rate, such as one in viola- 
tion of section 1, of the interstate commerce act was defined 
as one “which, while lawfully published, was over and above 
what was a reasonable charge for the service. Thus construed, 
it may be considered as an allegation of a violation of . . . the 
interstate commerce act.’” 

In Laing-Harris C. and G. Co. vs. St. L. S. F. R. Co., the 
Commission held that it had authority to award damages in an 
instance in which a railroad collected an amount greater than 
that set by its published tariff rates as the charge for the in- 
terstate transportation service.* In a later case, it held that a 
shipper could recover the amount paid as freight charges in 
excess of the legal rate in a common law action in the courts 
for money had and received, and that the Commission would 
make an award in like amount because the collection by the 
carrier of an amount in excess of its legal rate constituted a 
violation of the interstate commerce act.* 

Overcharges have been characterized as torts by the car- 
riers on shippers, or, rather, on those who have paid the illegal 
charges in excess of the carriers’ published charges.° 


Types of Overcharges 


It is not the purpose here to discuss the causes of over- 
charges. They have been discussed elsewhere in articles deal- 
ing with traffic practices of the carriers and the technique of 
industrial traffic management.® Suffice it to note here that 
overcharges arise chiefly from the following types of causes: 


Errors in the compilation of classifications or tariffs. 
Errors in tariff interpretation. 
Erroneous classification of goods. 
Errors in weights of shipments. 
Incorrect routing of shipments. 
Errors in geographical locations. 
Mathematical errors resulting in_ incorrect 
charges. 

8. Errors made in billing or handling of shipments by connecting 
carriers, 

9. Errors of carriers’ employes resulting in misapplication of cor- 
rect charges. 

10. Misinterpretation of instructions. of shippers or owners of 
shipments. 


NOUR WN pH 


compilation of 


Time Limitations on Filing Overcharge Actions 


The interstate commerce act does not require that claims 
be filed against carriers for overcharges, but it does provide a 
statute of limitations for the institution of suits against carriers. 
It provides that all actions of law for the recovery of over- 
charges must be begun or complaints filed with the Commis- 
sion within two years from the time the causes of action 
accrue—and not after this period has elapsed. If, however, 
claim for overcharge has been presented in writing to the car- 
rier within this period of two years, the period for the institu- 
tion of suits is extended to include six months from the time 
the carrier gives written notice to the claimant that the claim 





1Interstate Commerce Act, Part I, Section 16 (3), (g). 

* ($8 I. C. C. 368), 1924. 

3({15 I. C. C. ST), 158. 

* Procter and Gamble Co. vs. Director General, agent, A. and W. 
P. R. Co. (81 I. C. C. 361), 1923; see also Swift and Co. vs. Director 
General, agent (77 I. C. C. 678), 1923. 
ae International Harvester Co. vs. N. Y. C. R. Co. (88 I. C. C. 368), 
924, 
®See Wilson, G. Lloyd, Fundamentals of Freight Traffic, Part 4, 
Freight Shipping Documents, Routing and Claims, Traffic Service Corp., 
Chicago, Chapter 50. 


has been disallowed, either in its entirety or in part, as speci- 
fied in the notice of disallowance. 

The cause of action with respect to overcharges is deemed 
to accrue on delivery or tender of delivery of the shipment by 
the carriers, and not after.’ 

If, on or before the expiration of the two years period of 
limitations for filing overcharge suits, a carrier institutes suit 
for the recovery of its charges in respect of the same trans- 
portation service, or if the carrier, without bringing suit, col- 
lects charges for the service, the period of limitation is ex- 
tended to include 90 days from the time the suit is begun 
against the claimant or the charges are collected from him by 
the carrier.* 

The courts have decided many cases dealing with over- 


‘charges and claims based on overcharge. A few of the most 


important are presented here in summary form. They deal 
with the basic principles of tariff interpretation, mistakes in 
tariff compilation and publication, the effects of charges in 
tariff rates, and statutory limitations on filing suits on over- 
charge claims. 


Pillsbury Flour Mills Co. vs. Great Northern 


The United Circuit Court of Appeals, Eighth Circuit, held 
in this case, brought to it on writ of error from judgment for 
plaintiff by the court below, that the rights of a shipper against 
a carrier were determined by law through the provisions of 
the tariff embodied in the applicable published rate. The ship- 
per must pay and the carrier must collect such published rates 
and charges. The carrier’s tariffs are treated, so long as they 
are in force, as statutes binding both on shippers and carriers. 

The court held that the construction of a tariff presented, 
ordinarily, a question of law that did not differ from the 
questions presented when the legal construction or interpreta- 
tion of any other document was in dispute. General and spe- 
cific provisions of the document in apparent contradiction may 
subsist together, the specific provisions qualifying and support- 
ing exceptions to the general provisions. Effect should be 
given, if possible, to every word, clause, and sentence. In de- 
termining the meaning of the tariff as a document resort may 
be had to other parts, in order that the whole may stand. A 
shipment coming within two designations in published tariffs 
is subject to the rates of the more specific designation, when 
certain specific commodities are segregated and take specific 
rates of their own. 

The tariff, the interpretation of which was in dispute in 
this case, contained different rates on designations ‘“‘bran, other 
than flax,” and ‘feed mill.” A shipment of eight carloads of 
bran, which was included in both designations, was held by the 
court to be subject to the rate on “bran, other than flax,” 
which was the more specific, where it clearly appeared that the 
tariff was compiled on the theory of segregating certain specific 
commodities and giving them specified rates of their own dif- 
ferent from the rates established on more general categories 
of commodities. The carrier must collect and the shipper pay 
the full charges named in the tariff. 

The judgment for plaintiff railroad entered by the trial 
court for the balance of the freight charges due on the higher 
rating was affirmed by the Supreme Court.’ 


U. S. ex rel. Louisville Cement Company vs. I. C. C. 


This case came to the U. S. Supreme Court on error to the 
Court of Appeals of the District of Columbia. It was an action 
for recovery of overcharges paid to a railroad through misprint 
of a rate in its tariff.” 

The railroad, July 22, 1906, published a new tariff. By 
reason of a misprint the rate on coal from mines in Kentucky to 
Indiana was increased from $1.00 to $1.10 a ton, but the old 
rate of $1.00 was charged. In February, 1907, the new rate 
was discovered and the railroad proceeded to charge it in con- 
nection with a shipment for the plaintiff. On April 19, 1907, 
the plaintiff wrote to the Commission explaining the circum- 
stances and requested that the railroad be authorized to refund 
the overcharges paid from February 11, 1907 to April 19, 1907. 
The Commission said that, if the railroad would file with it an 





7 Interstate Commerce Act, Part 1, Section 16, 3 (c) and (e). 
8 Ibid, Section 16, 3 (a). 

9 (25 Fed. (2d) 66), 1928. 

10 (246 U. S. 638), 1918. 
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admission that the rate had been increased in error and ask 
for authority to make refund, the subject would receive con- 
sideration. 

The railroad was immediately notified of this reply, but 
refused to make the admission unless full published rate of 
$1.10 was paid on shipments from July 22, 1906, to February 
11, 1907. This led to dispute and delay, with the result that 
the excess charges, the difference between $1.00 and $1.10 a 
ton, were not paid until February 1, 1911. 

In November, 1911, the plaintiff filed a petition with the 
Commission asking for an order permitting the railroad to 
refund the entire amount in excess of the old rate of $1.00 a 
ton paid under the mistakenly published tariff rate. The rail- 
road admitted that it never intended to increase the rates and 
agreed that the repayment prayed for should be permitted. 

The Commission found, as a matter of fact, that the $1.10 
rate was unreasonable in that it exceeded $1.00; since the let- 
ter written to the Commission in April, 1907, was within the 
two years period from date of delivery, it was sufficient to 
satisfy the law. However, regarding the letter written in No- 
vember, 1911, asking for recovery of overcharges from July 
22, 1906, to February 11, 1907, the Commission said that, to 
meet the requirement of section 16, of the interstate commerce 
act, all complaints for the recovery of damages should be filed 
with the Commission within two years from the time the cause 
of action accrued and not after. Since this was not done, the 
overcharges were barred from consideration. 

The plaintiff filed in the Supreme Court of the District of 
Columbia a petition for a writ of mandamus to order the re- 
payment of the money. The petition was denied and the judg- 
ment of the Court of Appeals for the District affirmed this 
holding. The case was brought to the U. S. Supreme Court for 
review. 

The Supreme Court, in an opinion delivered by Justice 
Clarke, stated that, if Congress had intended that the cause of 
action of the shipper to recover damages for unreasonable 
charges should accrue when the shipment was received, or 
when it was delivered by the carrier, it would have so stated. 


We can not dovbt that a simple and obvious form for expressing 
that intention would have been used, instead of the expression ‘‘from 
the time the cause of action accrues.’’ And in this connection we cannot 
fail to recognize that when the statute was enacted the time when a 
cause of action accrues had been settled by repeated decisions of this 
Court to be when a suit may first be legally instituted upon it, and 
since no clearly controlling language to the contrary is used, it must 
be assumed that Congress intended that this familiar expression should 
be given the well understood meaning which had been given to it by 
the Court. We, therefore, conclude, as was held without special dis- 
cussion of the point, that the proper construction of this jurisdictional 
proyision required that the cause of action of the shipper in this case 
shall be held not to have accrued until payment had been made of the 
unreasonable charges, and that, therefore, the interpretation which the 
Commission placed upon its jurisdictional power is erroneous. 


The judgment of the Court of Appeals was reversed and 
the case was remanded to the Supreme Court of the District 
of Columbia with direction that a writ of mandamus be issued 
to the Commission directing that it proceed to dispose of the 
claim in controversy under the construction placed on its juris- 
diction by the U. S. Supreme Court. 


Phillips vs. Grand Trunk Western Railway 


This case was error to the Circuit Court of Appeals for the 
Sixth Circuit for review by the U. S. Supreme Court of a judg- 
ment dismissing suit brought by the shipper to recover as over- 
charges the amounts paid to the carrier in transportation serv- 
ices, the rates for which had been found by the Commission in 
another proceeding to be unreasonable.” 

The A. J. Phillips Co., a manufacturer of doors at Fenton, 
Mich., purchased for use in its business large quantities of 
lumber, much of which was shipped from points in Alabama 
over the Illinois Central, the Southern, the Grand Trunk West- 
ern, and the D. and M. railroads. 


Prior to April, 1903, the rate to Fenton was 28 cents a - 


hundred pounds, of which 14 cents was for the haul over the 
Southern and Illinois Central from Alabama points to the Ohio 
River. The remaining 14 cents represented the charge of the 
Grand Trunk Western and Detroit and Milwaukee for the haul 
from the Ohio River to Fenton. 

In April, 1903, the Illinois Central, the Southern, and other 
carriers operating in the Gulf States filed a tariff making an 
advance of 2 cents a hundred pounds on lumber from Alabama 
mills to the Ohio River beyond. 

On July 24, 1903, the Yellow Pine Association filed a com- 
plaint with the Commission seeking to have this increased rate 
declared unreasonable. After a hearing, the Commission de- 
clared the advance of 2 cents not warranted under all facts 


1 (236 U. S. 662), 1915. 
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and evidence, that the resultant increase was unreasonable and 
unjust, and that an order would be issued in accordance with 
these views. The carriers sought to have the order enjoined. 
The action of the Commission was sustained and the ruling 
was affirmed by the U. S. Supreme Court, after which the 
Commission approved the settlement of a number of claims for 
reparation that had previously been filed. 

The Phillips Co. was not a party to the proceeding before 
the Commission and made no claim for reparation, but .on 
May 11, 1909, it brought suit in the Circuit Court of the United 
States for the Eastern District of Michigan against the four 
carriers named for the recovery of the overcharge. The com- 


pany alleged that the four carriers had charged plaintiff 30 


cents a hundred pounds though they knew that 28 cents was 
the highest just and reasonable freight rate that could be 
charged and anything in excess of 28 cents was illegal, unjust, 
and excessive. It was also averred that the Commission, on the 
complaint of the Yellow Pine Association, had found the 2 
cents advance to be unreasonable and for that reason the 
defendant carriers were each and all bound to return to it the 
2 cents a hundred pounds overcharge on 218 cars of lumber. 
There was a prayer for judgment for $5,000 damages and for 
$2,000 attorneys fees. 

The Southern Railroad was not served. The Illinois Cen- 
tral, having no office in the District of Columbia, was ulti- 
mately dismissed from the case. The demurrer of the other 
two defendants was sustained. Judgment was affirmed by the 
Circuit Court of Appeals and the case was brought to the 
U. S. Supreme Court on writ of error. 

The U. S. Supreme Court, in an opinion delivered by Justice 
Lamar,” held that the plaintiff and every other shipper who 
had paid the unjust rate could bring suit against the carriers, 
provided, however, that the shipper asserted his claim against 
the carrier within the time fixed by law. 

In the present case, the overcharges occurred and were 
paid prior to August, 1904. The suit was brought May 11, 1909, 
less than two years after the validity of the Commission’s 
order was sustained by the U. S. Supreme Court but more 
than one year after the passage of the Hepburn amendment 
to the interstate commerce act, and more than four years after 
the plaintiff’s cause of action arose. The Hepburn amendment 
provided that all complaints for the recovery of damages should 
be filed with the Commission within two years from the time 
the cause of action accrued and not after, provided, however, 
that claims that had accrued prior to the passage of the act 
could be presented within one year from the effective date of 
the act. 

It. was further argued that, under the conformity act, 
the case was governed by Michigan practice, which did not 
permit defendant to take advantage of the statute of limitations 
by a general demurrer to the declaration. This rule was held 
not to apply to a cause of action arising under a statute that 
indicated its purpose to prevent suits on delayed claims by 
the provision that all complaints for damages should be filed 
within two years and not after. Under such a statute the lapse 
of time not only barred the remedy but destroyed the liability. 

The U. S. Supreme Court held that the prohibitions of the 
statute against unjust discrimination related not only to the 
inequality of charges and inequality of facilities, but also to 
the giving of preferences by means of consent judgments or the 
waiver of defenses by the carrier. It held, therefore, that the 
railroad company was bound to claim the benefit of the statute 
and could do so by general demurrer. 

The decision of the Circuit Court of Appeals was affirmed. 

This case is of great importance in that it determines that 
the provisions of the interstate commerce act are applicable 
in limiting the time for claims of shippers against carriers to 
recover from the carriers freight overcharges, either in rates 
or charges, in connection with rates or charges that have been 
found unreasonable by the Commission. 


Kansas City Southern Railway Company vs. Wolf et al. 


This case was error to the Circuit Court of Appeals for the 
Eighth Circuit affirming a judgment of a district court for the 
defendants in error—the shippers—in an action to recover over- 
charges from the carriers. 

It originated in an action by Harry Wolf and others against 
the Kansas City Southern Railway, begun in the U. S. District 
Court for the Western District of Missouri, May 12, 1915, to 
recover charges in excess of the published tariff rate collected 
in error by the plaintiff on a number of interstate shipments 
of strawberries. All the shipments and payments were made 
prior to June 1, 1912. The company demurred on the ground 


12 Central Yellow Pine Assn. vs. I. C. R. Co. et al. (10 I. C. C. 505), 
1905; I. C. R. Co. et al. vs. I. C. C. (206 U. S. 441), 1907; and Joice 
and Co. vs. I. C. R. Co. et al. (15 I. C C 239), 1909; see also Robinson 
vs. B. and O. R. Co. (222 U. S. 506), 1912. 
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that each of the counts showed on its face that the pretended 
claim that was made the basis of the count accrued more than 
two years prior to the institution of the action. The trial court 
overruled the demurrer and the overruling of the demurrer was 
also approved by the Circuit Court of Appeals, which said: 

The controlling question in this case is whether the claims for 
repayment of the overcharges might be the subject of an original action 
in court or on the other hand should first have been submitted to the 
Interstate Commerce Commission. If the latter should have been fol- 
lowed, the claims were barred by the limitations provided in section 16 
of the act to regulate commerce. They thought that there was nothing 
about the tariff rules of claims of overcharges calling for any admin- 


istrative action of the Commision as a prerequisite to an action in 
court.# 


The case came to the U. S. Supreme Court on writ of error 
to the Circuit Court of Appeals.“ 

From 1906 to 1920 the interstate commerce act provided 
that any persons claiming to be damaged by any common car- 
rier subject to the act should have the choice of bringing suit 
before the Commission or any district or circuit court of the 
United States. Claimants, however, had to elect one or the 
other method. 

Section 16, of the act, as it then stood, provided that all 
complaints for the recovery of damages should be filed with 
the Commission within two years from the time the cause of 
action accrued and not after. A petition for the enforcement 
of an order for the payment of money could be filed in the 
circuit court within one year from the date of the order, and 
not after. 

The U. S. Supreme Court, in an opinion delivered by Justice 
McReynolds, cited its prior decision in Phillips vs. Grand Trunk 
Western, previously discussed.” In another case in which the 
Commission had declared a carrier’s published tariff rate un- 
reasonable, a claimant sought to recover the overcharges paid 
more than four years prior to the decision of the Commission. 
The U. S. Supreme Court had held, following the general rule 
of procedure enunciated in Finn vs. United States, that, under 
such a statute of limitations, the lapse of time beyond the statu- 
tory period allowed not only barred ‘the remedy but destroyed 
the liability.” 

The U. S. Supreme Court held that the railroad was bound 
to claim the benefit of the statute of limitations provided for 
in the interstate. commerce act. When it appeared that the 
complaint had not been filed within the time required by the 
statute, it was evident, as a matter of law, that the plaintiff 
had no cause of action. Since the overcharges were collected 
more than four years before suit was brought, it was proper 
to dismiss the action. The lapse of time was held to have 
destroyed any liability by the carrier to the shipper or his 
assigns for the alleged overcharges, and, therefore, the de- 
murrer should have been sustained. 

The judgment of the court below was, therefore, reversed. 


Collection of Under Charges by Carriers 


Obviously, undercharges are the converse of overcharges— 
the failure of the carriers to collect the amounts provided in 
their tariffs as their legal rates, fares, or charges for the trans- 
portation services performed. Undercharges may: result from 
the complete failure of the carriers to collect any charges for 
their services or partial undercharges resulting from the col- 
lection of less than the legal rates or charges provided for in 
their tariffs. 


Statute of Limitation for Collection of Charges 


The interstate commerce act, as now amended, provides 
that actions at law by carriers subject to the act for the re- 
covery of their charges or any part of them must be begun 
within two years from the time the cause of action accrues 
and may not be brought after the expiration of this statutory 
time limit. The cause of action is deemed to accrue on delivery 
of the shipments or tender of delivery by the carriers, and not 
after.” 

By analogy with the decisions of the U. S. Supreme Court 
dealing with overcharges, the passage of the period of time 
provided for by the statute of limitations should not only bar 
the carriers’ right of recovery against shippers or consignees 
owing the freight charges, but also should extinguish the lia- 
bility of the latter for the charges.” 


Louisville and Nashville vs. Central Iron and Coal Co. 
This case was error to the U. S. Circuit Court of Appeals 


BK. C. S. R. Co. vs. Wolf (272 Fed. 681), 1921. 

4 (261 U. S. 133), 1923. 

15 (236 U..S. 662), 1915. 

16 Finn vs. U. S. (123 U. S. 227), 1887. 

17 Interstate Commerce Act, Part I, Section 16 (3), (a) and (e). 

8 See Phillips vs. G. T. W. R. Co. (236 U. S. 662), 1915; and K. C. 
S. R. Co. vs. Wolf et al. (261 U. S. 133), 1923. 
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for the Fifth Circuit. An action at law was instituted by the 
Louisville and Nashville against the Central Iron and Coal 
Company for freight charges. Judgment for defendant was 
entered on a directed verdict by the lower court.” Plaintiff 
brought error to the U. S. Supreme Court.” 

In January, 1917, the Central Iron and Coal Company sold 
Tutwiler and Brooks ten carloads of coke to be delivered f. o. b. 
cars at the seller’s plant in Holt, Ala. Before delivery by the 
seller, the purchasers sold the coke to Great Western Smelters 
Corp. of Mayer, Ariz. Under instructions from Tutwiler and 
Brooks and on their agreement to pay the freight, the Central 
Iron and Coal Company delivered at its plant the cars of coke 
to the Louisville and Nashville and directed the shipment to 
Mayer over that railroad and connecting lines. It took the 
bills of lading and delivered them immediately to Tutwiler and 
Brooks. That firm made a draft for the purchase price on the 
Great Western Smelters Corporation, with bills of lading at- 
tached. The Smelters Corporation paid the draft, received the 
bills of lading, and, on surrendering them to the delivering 
carrier and payment to it of the freight demanded, obtained 
possession of the coke. The amount of the freight then de- 
manded and paid was $5,082.15. The freight legally payable, 
according to the carrier’s tariff, was $8,545.61. 


The undercharge was apparently not discovered until Janu- 
ary, 1920. The Louisville and Nashville then made demand 
on the Central Iron and Coal Company for $3,463.46. Payment 
was refused and action at law to recover was brought in the 
Federal Court for the Northern District of Alabama, Western 
Division. Each party requested a directed verdict. The verdict 
was directed for the defendant. Judgment was entered thereon 
and this judgment was affirmed by Circuit Court of Appeals. 


The U. S. Supreme Court, in its opinion delivered by Jus- 
tice Brandeis, after reviewing the facts and procedure, held 
that the bills of lading acknowledged receipt of the coke from 
the Central Iron and Coal Company. They stated that the coke 
was consigned to the order of Tutwiler and Brooks at the 
destination, Mayer, Ariz., with instructions to notify Great West- 
ern Smelters Corporation. The bill of lading provided that the 
owner or consignee should pay ‘the freight and average, if any, 
and, if required, should pay these charges before delivery of* 
the goods. 

The shipment was an interstate one. The rates were on 
file with the Commission and were the only effective rates 
collectible unless the running of the statute of limitations 
stopped or precluded the carrier from enforcing payment of the 
full amount by the person liable therefor. 

The court held that the interstate commerce act imposed 
on the shipper an absolute obligation to pay the freight charges. 
The tariff did not provide when or by whom the payment 
should be made. As to these matters, the carrier and shipper 
were left free to contract, subject to the rule that prohibits 
discrimination. The carrier was at liberty to require payment 
of freight charges or permit payment to be deferred until the 
goods reached the end of the transportation. 

There was no clause of the bills of lading by which the 
shipper agreed expressly either to pay freight charges or to 
guarantee their payment. The goods were not consigned to 
Central Iron and Coal Company’s order; therefore, this com- 
pany was neither the owner or the person on whose behalf 
the shipments were made. Tutwiler and Brooks were the per- 
sons on whose behalf the shipments were. made. 

The court held that on these facts the trial court was 
justified in finding that the Central Iron and Coal Company 
did not assume the primary obligation to pay the freight 
charges. There had been no effort made by the carrier to collect 
from the Smelters Corporation or from Tutwiler and Brooks. 

The court applied the rule in P. C. C. and St. L. R. Co. vs. 
Fink that a consignee who accepts a shipment at destination 
and, due to misunderstanding by himself and the carrier, pays 
less than the legal rate, is deemed to have assumed the obli- 
gation to pay the full lawful rate and is liable to the carrier 
for the payment of such rate.” Under this rule, if a shipment 
is accepted, the consignee becomes liable, as a matter of law, 
for the full amount of the freight charges, whether they are 
demanded at time of delivery or not until later. His liability 
for such charges is established by the interstate commerce act 
and he cannot plead the hardship of this obligation and his 
subsequent change of position in reliance on the misunderstand- 
ing, since statutory requirements cannot be avoided by estoppel. 


The judgment of the court below was affirmed. 





2#L. and N. R. Co. vs. Central I. and C. Co. (284 Fed. 250), 1922. 
2 (265 U. S. 59), 1924. 


=P. Cc. C. and St. L. R. Co. vs. Fink (250 U. S. 577), 1919. 











Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of. a club’s publication or the notices it sends to members are 
wsually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
‘ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor THE TRAFFIC WorLD. 





R. E. Edwards, traffic manager, Goldberg Brothers, has 
been elected president of the Denver Commercial Traffic Club. 
Other officers elected include: First vice-president, Frank J. 
Rebhan; second vice-president, H. M. Floyd; secretary-treas- 
urer, Carl E. Berg; members of the board of directors, Carl E. 
Eastman, Edmund St. Louis and Ralph Merritt. The club will 
hold a dinner meeting February 16, at which a representative 
of the Internal Revenue Department will answer income tax 
questions. 





The Traffic Club of St. Louis will hold its annual mid- 
winter dinner dance and card party at the Hotel Coronado 
February 16. Arrangements are being made by the entertain- 
ment committee, Ivan H. Wente, chairman. William O. Joern, 
public relations department, Calvert Distillers Corporation, 
will _—— the liquor shortage at a luncheon meeting Febru- 
ary 7. 





M. M. Emmert, traffic manager, Coca Cola Company, At- 
lanta, Ga., spoke on “Post-War Transportation” at the annual 
meeting of the High Point, N. C., Traffic and Transportation 
Club January 26. New officers were installed. There was a 
program of music by Miss Dot Lewis. 





New chairmen of the standing committees of the Traffic 
Club of Detroit include: Entertainment, Harry J. McCarthy, 
general agent, Kansas City Southern-Louisiana and Arkansas; 
membership, Roy J. Nyman, general agent, Missouri Pacific; 
publicity, Charles J. Davitt, traffic manager, Budd Wheel Cor- 
poration; sick and visitation, George L. Leitner, general agent, 
St. Louis Southwestern; by-laws and judiciary, Henry G. 
Schuette, general agent, Great Northern; house, John E. Hen- 
derson; auditing, John Laird. 

J. E. Bullock, new president of the 
Richmond, Va., Traffic Club, is traffic 
| manager of the Standard Paper Manu- 
facturing Cimpany. He is a native of 
- North Carolina and attended the Univer- 
_ sity of North Carolina. He has been 
-. connected with the Standard Paper Man- 
- ufacturing Company since 1924. For 
' several years he has been instructor in 
- the laws of carriers and practice and 

procedure before the Interstate Com- 
merce Commission at Virginia Mechan- 
ics’ Institute. He also teaches transpor- 
tation classes at the University of Rich- 
mond. Installed with him at a recent 
dinner meeting were W. L. Bailes, as- 
sistant to the general freight traffic 
manager, Chesapeake and Ohio, first 
vice-president; W. L. Pierce, traffic man- 
ager, Export Leaf Tobacco Company, second vice-president, 
and B. F. Ansell, Reynolds Metal Company, secretary and 
treasurer. 








At a meeting of the Junior Traffic Club of Chicago, Febru- 
ary 3, R. V. Fletcher, vice-president, Association of American 
Railroads, said the association had established a railroad com- 
mittee for the study of transportation that had launched a 
number of research projects concerning the future of trans- 
portation. The railroads, he said, would not “be caught sleep- 
ing’ by new conditions. He said he had hopes that, in the 
next day days, the committee would issue “the most compre- 
hensive report the public has yet seen” on post-war air trans- 
port. The study was entirely factual, and not in the least con- 
troversial or propagandistic, he said. Discussing legislative 
rate-making proposals, he said he doubted that any bills pres- 
ently before the Congress pertaining to uniformity of class 
rates would ever be passed or even reach the hearing stage. 
He said the Commission had made its own class rate investi- 
gation and “we are told the examiner is about ready to make 
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his report” in that case. If any unfair discrimination against 
the south or west existed, the Commission would issue an order 
against such discrimination, said he, adding that he believed 
it possible that the Commission “will do some radical things.” 
He spoke briefly on federal anti-trust action against the rail- 
roads and truck lines and their rate-making committees, say- 
ing that there should be Congressional action to empower the 
Commission to lay down rules under which rail and truck rates 
were made and the carriers freed from threats of anti-trust 
prosecution if they abided by such rules. It was announced at 
the meeting that Ferd C. Neumuth, production traffic manager, 
Time, Inc., had resigned from that position and as a director 
of the club to become a commissioned officer in the U. S. Navy. 
George C. Cassell, traffic manager, Motor Express, Inc., of 
Indiana, will speak on “The Bases of Motor Truck Rates’ at 
a forum meeting February 24. 





The Transportation Club of St. Paul will install new offi- 
cers at a dinner meeting February 8. Brig. Gen. Harold E. 
Wood, Minnesota state guard, and executive vice-chairman of 
the Minnesota war finance committee, will speak on “A Year 
of Decision.” 





W. Miller Hite, new president of the 
High Point, N. C., Traffic and Transpor- 
tation Club, was born at New Market, 
Va. In 1932, after college graduation, 
he went to work in the traffic depart- 
ment of the Burlington Mills Corpora- 
tion at Burlington, N. C. A year later 
he moved to Robbins, N. C., to take 
charge of the traffic affairs of the Pine- 
hurst Silk Mills, Inc., and other rayon 
piece goods plants of the southern group 
of Colonial Mills, Inc. In 1940, he joined 
the sales department of the Horton Mo- 
tor Lines, Inc., at Charlotte, N. C. After 
serving briefly there and at Greenville, 
S. C., he was made traffic representative 
at High Point. In 1942, when the Horton 
Lines merged with six other motor car- 
rier operations, he was made traffic rep- 
resentative for the newly formed Associated Transport, Inc., 
at High Point. He still holds that position. 








Members of the New Haven, Conn., Traffic Club will honor 
Oscar Monrad at a dinner meeting February 15. Mr. Monrad, 
after six years of service to the club as secretary-treasurer, is 
moving to Oklahoma City, Okla. At a dinner meeting, to be 
held March 13, Leo Golden, manager of the Eastern Motor 
Freight Bureau, Hartford, Conn., will speak on developments 
in the motor transportation industry. 





The Traffic Club of Brooklyn has elected the following 
new officers: President, Otto H. Grimm, assistant to the traffic 
vice-president, New York Central; vice-president, Herbert W. 
Caston, Edgecomb Steel Company; secretary, Otto F. Rutz, 
Pennsylvania Railroad; financial secretary, A. G. Duberry, New 
York Dock Company; treasurer, Jack Weiss, Erie Railroad; 
assistant treasurer, J. S. Knox, Brooklyn Ladder Company; 
members of the board of governors: William Graf, Brooklyn 
Chamber of Commerce; W. C. Doty, Universal Carloading and 
Distributing Company; Henry R. Fiest, Reading-Central of 
New Jersey; Donald T. Rendall, Mundet Cork Corporation; 
I. Pedrick Wright, Pennsylvania Railroad; Sam P. Bartoletta, 
North Braddock Lines. The following have been appointed 
chairman of standing committees: Entertainment, G. K. Maule, 
Office of Defense Transportation; speaker, Mr. Graf; public 
affairs, M. M. Corbitt, Isthmian Steamship Lines; membership, 
R. N. Pennell, New York and New Brunswick Auto Express; 
publicity, Al Warn, Chicago and Alton; visiting, Gus Kratzer, 
Friedman’s Express, Inc.; nominating, Mr. Corbitt; reception, 
B. B. Kaplan, Valentine and Company; employment, J. T. 
O’Neill, Lackawanna Railroad; sports, B. J. Guarino, Buss Ter- 
minal Railroad. 





The Traffic Club of Chicago will hold its annual St. Val- 
entine’s day party and dinner dance February 12. There will 
be a floor show. The indoor entertainment committee, Leroy 
Blue, chairman, is in charge of arrangements. 





The Eastern Indiana Transportation Club held its annual 
dinner at the Hotel Roberts, Muncie, ‘Ind., January 26. Mack 
Sauer, Leesburg, O., humorist, spoke. New officers were in- 
stalled. 





The Birmingham, Ala., Traffic and Transportation Club 
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will hold its twenty-first annual dinner February 14. Kinsey 
N. Merritt, general manager, public relations, Railway Express 
Agency, will speak. 





The Columbus, O., Transportation Club will hold its an- 
nual dinner dance February 12. 





George A. Kelly, vice-president, Pullman Company, Chi- 
cago, spoke on “Transportation Now and Later” at a luncheon 
meeting of the Traffic Club of Minneapolis February 3. The 
luncheon was complimentary to the Minneapolis Passenger 
Traffic Club. J. S. Brown was chairman for the day. 





Max Seiferth, newly elected president of the Bronx, N. Y., 
Traffic Club, is traffic manager for the 
Herz Manufacturing Company. He was 
born in New York, where he received 
his formal education in public schools 
and at Columbia University. He entered 
the transportation field in 1907 in ex- 
port shipping service. He continued in 
that service through 1920, and in the 
following year entered the field of do- 
mestic commerce. He served in several 
traffic positions prior to appointment to 
his present position. He has served as 
traffic adivsor to the Bronx Board of 
Trade since 1929. He helped organize 
the club and was its first president, 
serving from 1932 to 1934, when it was 
known as the Traffic Club of the Bronx 
Board of Trade. He served again as 
president, after the club assumed its 
present name, from 1935 to 1941. 





The Traffic Club of Sioux City, Ia., will hold its annual 
dinner dance and party February 12. 





The Women’s Traffic Club of Philadelphia will hold its 
annual cocktail party the afternoon of February 6. Marion 
Hansen, chairman of the entertainment committee, is in charge 
of arrangements. A dinner meeting will be held February 8, 
at which H. J. Crosson, Veterans Administration, will speak. 
He will be introduced by Margaret M. Connor, Lehigh Valley 
Railroad, president. 





Members of the Traffic Club of Newark, N. J., will dis- 
cuss post-war air transportation problems, especially that per- 
taining to control of airline companies by other types of car- 
riers, at a monthly meeting February 7. There will be talks 
by H. G. Regan, C. F. Feltham, A. Markowitz, R. H. Nehr, 
and R. C. De Kroyft. The legislative committee, E. E. Ebert, 
chairman, and the educational committee, A. N. Bianculli, chair- 
man, will sponsor the meeting. 





Lewis F. Rapp, newly elected pres- 
ident of the Transportation Club of St. 
Paul, Minn., was born in St. Paul and 
educated there and at the University of 
Minnesota. He was first employed by 
the Northern Pacific. Thereafter, he 
served for a number of years as traffic 
manager for the Gordon and Ferguson 
Company, St. Paul. He joined Farwell, 
Ozmun, Kirk and Company, wholesale 
hardware dealers, as director of traffic, 
twelve years ago, and has served in that 
capacity to the present time. He was a 
founder of the club in 1921, and has 
served as chairman of several of its 
committees, as a member of the board 
of directors, and as an officer in recent 
years. 








M. L. Dickerson, traffic manager, Southern Advance Bag 
and Paper Company, Hodge, La., and chairman of the trans- 
portation committee of the Louisiana Board of Commerce and 
Industry, spoke on “A Transportation Program for Louisiana” 
at a luncheon meeting of the Traffic Club of New Orleans, 
January 31. A carnival dance will be held at the St. Charles 
Hotel February 19. Dinner will be served. The entertainment 


committee, H. M. Michealis, chairman, is in charge of arrange- 
ments. 





. The Traffic Club of Kansas City will hold a luncheon meet- 
ing, February 7, at which Sgt. John E. Barry, U. S. Marine 
Corps, will speak on his experiences in South Pacific warfare. 
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R. L. Stufflebam is chairman of the luncheon committee. Be- 
ginning this month, bi-monthly luncheon meetings will be held 
on the first and third Mondays through next June. Each lunch- 
eon will be dedicated to three or four members who serve in 
the armed forces and members will cooperate in sending letters 
to those in the armed forces to whom the several luncheons 
are dedicated. 





The Traffic Club of Kalamazoo, Mich., will hold an in- 
dustrial safety night meeting February 15. 





The Transportation Club of Springfield, Ill., will hold a 
dinner meeting February 9 at which E. L. O’Hair, Illinois Film 
Library Service, will show U. S. Army and Navy air force 
sound color films. S. C. Clayton, general agent, Railway Ex- 
press Agency, is chairman of the committee on arrangements. 





At a dinner meeting of the Transportation Club of De- 
catur, Ill., February 8, the sound films “Loaded for War” and 
“Tank Destroyer” will be shown by arrangement with W. J. 
O’Donnell, general agent, Santa Fe System, Peoria, Ill. 





At a luncheon meeting of the Los Angeles Transportation 
Club January 31 Alvin C. Eichholz, assistant manager, world 
trade department, Los Angeles Chamber of Commerce, dis- 
cussed “Our International Trade Responsibilities and Oppor- 
tunities.” Robert D. Sangster, traffic manager for the chamber, 
was chairman for the day. 





Clayton M. Davis, asssitant attorney for Kansas, Rock 
Island Lines, was elected president of 
the Topeka, Kan., Traffic Club at its 
annual meeting January 20. He is a 
native Kansan and a graduate of the 
Washburn Law School at Topeka. Oth- 
ers elected include: Vice-president, Joe 
White, assistant traffic manager, Sey- 
mour Packing Company; secretary- 
treasurer, M. H. Lewis, assistant traffic 
manager; John Morrell and Company; 
members, board of directors, Elliotte H. 
White, president, Topeka Transfer and 
Storage Company; Paul Lagerburg, 
vice - president, Capitol Iron Works; 
L. W. Greene, agent, Santa Fe System; 
A. L. Williams, Williams and Haney; 
John Mullett, district freight agent, 
Rock Island Lines. The new officers 
were installed at the meeting. T. J. 
O’Shaughnessy, public relations officer for the Rock Island 
Lines, Chicago, was guest speaker. John W. Harry, traffic 
manager, John Morrell and Company, was toastmaster. More 
than 200 persons attended. 





Harry Crawford, manager, Missouri Theatre, was guest 
speaker at a meeting of the Junior Traffic Club of Metropoli- 
tan St. Louis February 2. 





The Pacific Traffic Association of San Francisco will hold 
an aviation night dinner meeting at the Bellevue Hotel Feb- 
ruary 9. Ernie Smith will be chairman of the committee on 
arrangements. 





At a dinner meeting of the York, Pa., Traffic Club, Feb- 
ruary 10, Lt. Col. A. H. Thompson, commanding officer, third 
medical battalion, U. S. Army, Carlisle Barracks, Pa., will 
speak on his experiences in the South Pacific battle zone. 


GRACE LINE SHIP OPERATION 


Grace Line is at present acting as agent for about eight 
times the number of vessels it operated in peace time, accord- 
ing to a statement by it. The “general impression,’ that the 
taking over by the government of vessels for war use has put 
steamship companies temporarily out of business, is far from 
the fact, it says. The companies, it says, are managing, as 
agents for the War Shipping Administration, all of their own 
ships, except those taken over directly by the Army and Navy, 
plus, “the large number of new ships built as a war measure 
for the government’s own account. Grace agencies on the 
west coast of Central and South America are acting as agencies 
for all American ships calling there in the course of their war 
cruises. The job of those ships consists not only of transport- 
ing troops and supplies to the combat fronts, it says, but also 
carriage of lend-lease goods, the movement to the United States 
of essential raw materials and the supplying of goods to 
friendly countries in Latin America and elsewhere. 








Questions and Answers 


* In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
apecialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff interpretation—Description of Article for Trade 
Purposes Determines Applicable Rate 


Ohio.—Question: Kindly advise what constitutes the proper 
description of an article, the manner in which the invoice is 
rendered, or the physical characteristic of the article being 
shipped ? 

Answer: In its decision in Bull Dog Floor Clip Co. vs. Chi- 
cago, R. I. & P. Ry. Co., 225 I. C. C. 313, the Commission held 
that as the complainants therein had commercially represented 
their commodity as a “flood clip” they could not deny their 
representations in order to obtain the benefits which would 
accrue to them from a lower rating, citing Cream of Wheat Co. 
vs. Atchison, T. & S. F. Ry. Co., 91 I. C. C. 45; Glidden Com- 
pany vs. Akron, C. & Y. Ry. Co., 153 I. C. C. 684, 686, and 
— Johnson & Co. vs. Atlantic Coast Line R. Co., 168 I. C. C. 

The cases cited hold that the description of a commodity 
for trade purposes determines the rate or rating to apply 
thereon. 


Tariff interpretation—Application of Rating on Machinery on 
Skids to Crated Shipments on Skids 


Texas.—Question: We note your answer to Pennsylvania on 
page 175 of the January 15 issue of the Traffic World, and can- 
not find where this answers the question we raised. We are 
still of the opinion, as outlined in our letter, that the fourth 
class rating would be applicable to a crate of machinery moving 
under this item, even though skids were attached. 

As we see it, you have two ratings on machinery, a third 
class rating on machinery skidded and a fourth class rating on 
machinery crated, therefore, if the machinery was crated, it is 
clearly entitled to the lower rating, as pointed out in our pre- 
vious letter, “while there is no requirement that shipments on 
skids be crated, there likewise is no prohibition against the 
crating of shipments on skids.” We therefore are at a loss to 
understand why you insist on applying a penalty merely be- 
cause skids or runners are attached to the crate. It is very 
clear that this addition of the skids or runners would not in any 
way detract from the safety afforded by the crating, but rather 
would add to this, inasmuch as it would facilitate the handling 
of the commodity. 

In our opinion, the third class rating applicable to ma- 
chinery skidded is to apply when nothing except skids has been 
added and the fourth class rating applicable to machinery 
crated would apply when the machinery is crated regardless of 
whether skids are added or not, as the case might be. 

Answer: Your arguments go to the reasonableness of the 
rating and not to the application. It may be, and undoubtedly 
is true that the attachment of skids did not detract from the 
safe packaging of the shipment, but the fact remains that you 
have a rating for an article on skids which is different from the 
rating on an article not on skids. The fact that the article is 
crated in addition to being on skids does not, as we see it, 
prevent the application of the rating which applies to an article 
on skids. 

Your statement that “while there is no requirement that 
shipments on skids be crated, there likewise is no prohibition 
against the crating of shipments on skids,” does not in our 
opinion, prove that the rating on an article crated and on skids 
should take the rating for that article when crated. You still 
have left for answering the question—what is the rating on the 
article when on skids? 

If there is, as you say, no prohibition against the crating of 
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shipments on skids, then it seems to follow that if an article is 
on skids the rating therefore should apply, even though the 
article is also crated. 


Routing and Misrouting—Duty of Carrier Where Shipper’s 
Instructions Are Impossible of Execution 


Connecticut.—Question: We would like to have your opin- 
ion on the following: 

Buyer A orders from his wholesaler a carload of merchan- 
dise to be shipped to destination X. The wholesaler orders the 
merchandise from the manufacturer to be shipped to his cus- 
tomer direct, and, upon his order, mentions buyer A’s address 
as the shipping station. The manufacturer executes the bill 


-of lading showing destination X. Destination X has no rail- 


road station and the manufacturer evidently ascertained this 
fact because on the bill of lading he shows a routing, stipulating 
as part of the routing “via Y,’”’ Y being the station listed in 
Bullinger’s Guide as the station of access to destination X. The 
initial carrier accepts the bill of lading and delivers the car to 
its connection with the car arriving at station Y, whereupon an 
re is made to induce the consignee to accept delivery at that 
point. 

However, station Z is nearer to buyer A’s plant and buyer 
A insists that the car be delivered at that point. The whole- 
saler instructs the delivering carrier to make the back-haul 
from station Y to station Z. The delivering carrier then makes 
demand for payment of these back-haul charges. The whole- 
saler asserts that these charges should be for account of either 
the initial carrier or the shipper, the first of whom erred in 
accepting the bill of lading erroneously made by the manu- 
facturer and the second of whom showed X as the destination 
without first consulting the shipper as to the accuracy of what 
must have seemed to them to be an error. 

The wholesaler contends that Bullinger’s Guide has no 
official standing and that it is the duty of the carrier, once it 
accepts a bill of lading, to make delivery to the point desig- 
nated as the destination without assessing more than the legal 
rate. Since the shipment was a prepaid shipment, the initial 
carrier, if it can prove it has no liability, should collect the 
charges from the shipper. The shipper contends that the 
wholesaler erred in giving them destination X but the whole- 
saler avers that it is the duty of the accepting carrier to deter- 
mine prior to the movement of the shipment whether the named 
destination is in fact a delivery point. Are there any legal 
decisions on the liability of a carrier under such circumstances? 

Will you please advise who, in your opinion, is right? 

Answer: In our opinion the principle of the Commission’s 
report in Peerless Wire Fence Co. vs. Wabash R. R. Co., 38 
I. C. C. 721, is applicable to the facts in the instant case. With 
respect to quite similar facts the Commission said: 


The bill of lading tendered with the shipment was defective. The 
destination designated therein was not a railroad station, and there 
were no published rates in effect to that point when the shipment 
was delivered to the initial carrier. ‘The provisions of the bill of 
lading were impossible of execution, as is conceded by the initial 
carrier. It was the duty of the initial carrier’s agent to call upon 
the consignor for further instructions before forwarding the shipment. 


Tariff Interpretation 


Missouri.—Question: Thank you for your interpretation as 
contained in the answer to Missouri, on page 1555 of the De- 
cember 18 issue of the Traffic World, regarding the application 
of Rule 5 of the National Motor Freight Classification. 


Perhaps we did not set forth our position and viewpoints 
as fully as we might have, but the fact remains that we are 
still of the opinion that a rating of 125% applies rather than 
1st Class on shipments of essential oil in carboys. 


We believe that a carboy is a container in and of itself 
just as much as is a barrel, a box or a crate. We take this 
position because there are many items in the Classification for 
which specific ratings are published when shipped in carboys 
in the same manner as specific ratings are published on many 
items when shipped in barrels or boxes. There are a great 
many items on which specific ratings are provided when shipped 
in glass in boxes, in containers in boxes, and in carboys. To sub- 
stantiate this I would like to refer to Item 19, page 63, which is 
a fair example of the ‘items I refer to. 

I would also like to point out that where a carboy packing 
is provided for, the rating is always higher than that provided 
for a packing in metal cans in boxes or in boxes. To substan- 
tiate this statement, I would like to refer to Item 13, Page 3; 
Items 9 and 13, page 74; Item 25, page 75; Item 20, page 76. 
All of the aforementioned iterns and pages are in the National 
Motor Freight Classification. 

The point I am trying to make is that carboys are spe 
cifically treated as a package in a great many cases where the 
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Classification Committee considered it a proper packaging for 
the material shipped. . 

There is another section in Rule 5 to which I should like 
to call attention and that is Section 14. This section permits 
the alternate use of certain containers or shipping forms. The 
note in connection with Section 14 provides that, “when no 
alternate container or shipping form is shown in the table of 
Section 14, the provisions of Section 6 of Rule 5 apply.” Car- 
boys is not one of the shipping forms in the table of Section 
14 and, therefore, it is necessary to refer to Section 6 for the 
application of ratings on shipments in carboys not specifically 
provided for in connection with the description of articles. 

Section 6 authorizes the application of one class higher 
than the highest rating applicable to the articles in any shipping 
form. Since ist Class is the highest rating authorized on 
Essential Oil in any shipping form in connection with the de- 
scription applying to this commodity, the applicable rating 
under Section 6 is 1%. 

There is one other feature which we believe conclusively 
proves that a carboy is considered a specific container. Section 
11, paragraph B, provides that carboys must be enclosed by a 
wooden box which is merely a protection for the carboy. It 
is our position that this in no way changes the identity of the 
container which is the carboy, but that the box enclosure is 
merely a protection for the container and would not entitle 
us to use a packing provision such as in boxes, or in containers 
in boxes, or in glass in boxes. 


As previously pointed out, the packing description on Es- 
sential Oil reads, “in barrels in boxes or in jacketed metal cans 
in crates.” 

We have attempted to prove by the foregoing the imprac- 


ticability of applying the rating (on boxes) on shipments packed 
in carboys. 


We should appreciate your reconsidering this argument and 
with this additional data, let us have your viewpoints concern- 
ing this. 

Answer: Upon further consideration of this matter, we are 
of opinion that you are correct in your interpretation of the 


applicable rate to apply on the shipments of Essential Oil in 
carboys. 


Proof of Loss or Damage 


illinois—Question: We have a problem confronting us on 
which we would appreciate your views. 

We recently shipped from our plant, point A (Illinois) to 
point B (Ohio), an L.T.L. shipment calling for a quantity of 
our merchandise which is packed in a standard shipping con- 
tainer, the gross weight of each carton being the same. In 
making out the bill of lading, which, incidentally, called for 36 
pieces, our packing department failed to make the numeral 
six clearly on all four copies of the bill of lading and when 
the shipment (36 ctns.) moved to our shipping platform the 
shipping clerk noticed that the numeral six was not clear and 
he therefore went over it a couple of times with an indelible 
pencil to make it more legible. When the truck driver called 
for the shipment he received and signed for the 36 pieces and 
the shipment was billed out by the carrier to our customer in 
accordance with our bill of lading and our weight. Upon ar- 
rival at destination five cartons checked short and our customer 


deducted for this shortage when remitting for our invoice, terms 
being delivered. 


Upon taking the matter up with the carrier they advise 
that inasmuch as the bill of lading may have been changed 
after the driver left our premises they in no way are liable. 
This in itself is a mighty lame excuse on the part of the car- 
rier as such a thing could not possibly happen, because the 
third copy of our bill of lading, which is the shipping order 
copy of bill of lading and which goes with the driver to the 
freight terminal for checking in and billing out the freight, 
showed the same number of pieces as our copy of bill of lading, 
namely, 36 pieces. 


A little investigating on our own part reveals the fact 
that this particular carrier hires various local companies to 
handle their local pickups who in turn make delivery to the 
carrier's terminal. 

It is our contention that as long as we have a clear receipt 
for the full 36 pieces and inasmuch as the shipment checks out 
according to weight and was billed accordingly by the carrier 
they are liable for this loss. 

Another fact that we would like to bring up is we carry 
our own long distance cargo insurance policy to fully protect 
us against such losses as the above. However, this policy car- 
ries a $25.00 deductible clause, which would leave us outstand- 
ing this amount as compared to the full invoice price if claim 
1s settled by the insurance company. 

Answer: A bill of lading, as between the parties thereto, 
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is prima facie evidence of the kind and quantity of the goods 
delivered to the carrier. 

In general, the burden is on plaintiff to show delivery of 
the goods to the carrier, an undertaking express or implied, 
on the carrier’s part to transport them, and nondelivery of the 
goods, or delivery in a damaged condition, and until this is 
established, the carrier is not required to offer any evidence. 
The carrier’s general denial of a loss in transit casts on plaintiff 
the burden of establishing a prima facie case. Where, how- 
ever, plaintiff has established a prima facie case, the burden is 
on the carrier to prove the matters of defense relied on. 

Where plaintiff makes a prima facie case by showing de- 
livery of the goods to the carrier and a loss thereof or failure 
to deliver the burden then devolves on the carrier to excuse 
or account for the loss. 

Slight evidence of nondelivery, however, is sufficient to 
throw the burden on the carrier of accounting for the loss. 

It has been held in some cases that, on proof of delivery 
to the carrier, the burden is on the carrier to establish that 
it delivered the goods to the consignee. 

It appears to us that you have sufficient evidence, in the 
similarity of the number of pieces shown in the four copies of 
the bill of lading and the total weight, which, if supplemented 
by proof of nondelivery of five of the cartons, would support 
a recovery of the value of the five cartons. 

Payment of your claim should therefore be made by the 
carrier. 


Limitation of Actions—U ndercharges 


Virginia.—Question: Relative to our inquiry, page 238, 
January 22nd issue of the Traffic World: 

We refer to a two-year limitation, while page 235 of the 
January 1st issue of the Traffic World, Georgia, refers to three 
years. We are of the opinion that the three-year limit was 
changed to a two-year period and if so it might be that we 
should know, certainly, how we stand relative to the actual 
time limit, whether two or three years. 

_ Answer: At the present time, the limitation period for the 
bringing of an action by a carrier for its charges is two years, 
in accordance with paragraph 3(a) of Section 3 of the Inter- 
state Commerce Act. Prior to the Transportation Act of 1940, 
54 Stat. 912-3, approved September 18, 1940, the period was 
three years. 

Under the principle of the decision in United States vs. 
St. Louis, S. F. & T. Ry. Co., 270 U. S. 1, 46 S. Ct. 182, the two 


year provision does not apply to actions which accrued prior to 
the date of its enactment. 


Rates—Discrimination—What Constitutes 


New York.—Question: We would appreciate your opinion 
on the following: 

Carrier “A” publishes a rate of 94c from point X to point 
Y, on shipments destined to a consignee on their line at point Y. 
Carrier ‘“‘A” also publishes a rate of $1.32 applicable on ship- 
ments consigned to a consignee on another line at the same 
destination, which delivery requires a 2 line haul. 

It seems to us that this is discrimination against the con- 
signee, delivery to whom requires a 2 line haul; that it consti- 
tutes undue preference to the consignee requiring only the 
local haul, and therefore is a violation of the Interstate Com- 
merce Act. 

We would appreciate your opinion and citation to any de- 
cisions in similar cases. 

Answer: Undue prejudice exists when a shipper is charged 
a higher rate than is charged his competitors on like traffic 
for service of the same or greater value rendered by or in 
connection with the same carriers. Union Oil Co. of California 
vs. Oregon-W. R. & Nav. Co., 181 I. C. C. 549. 

Prejudice to be undue and unlawful must ordinarily be 
such that the prejudice suffered by one is a source of positive 
advantage to another and a competitive relation must exist be- 
tween the persons or commodities affected. Archer-Daniels- 
Midland Co. vs. Great Northern Ry. Co., 171 I. C. C. 192, 195. 

Whether a rate relationship is unduly prejudicial is a ques- 
tion of fact. The act forbids, but does not define, undue or 
unreasonable prejudice or preference. Lake Cargo Coal Cases, 
1930, 181 I. C. C. 37, 51; Coal from Louisville & N. R. Mines 
to Southern Points, 192 I. C. C. 521. 

Existence or non-existence of undue prejudice is a ques- 
tion of fact which must be decided upon the facts in each case. 
O’Meara vs. Baltimore & O. R. Co., 157 I. C. C. 785; Carthage 
Pulp & Board Co. vs. Pennsylvania R. Co., 177 I. C. C. 217; 
Sand, Gravel and Crushed Stone to Destinations in Illinois, 
181 I. C. C. 373. 

The facts you set forth indicate that the consignee located 
on the connection of carrier “A” is being discriminated against 
in being subjected to the higher rate, but there may be facts 
not given which justify the higher rate. 





Personal Notes 


Wayne L. Morse, dean of the law school of the University 
of Oregon, who served as chairman of the President’s emer- 
gency board that handled the railroad labor dispute fn 1941, 
and who later became one of the public members of the Na- 
tional War Labor Board, has resigned his positions with the 
university and the labor board to become a candidate for the 
Republican nomination to the United States Senate in the 
Oregon primary election in May. 

William H. Douglas, Arkell and Douglas, shipping agents, 
New York, died January 27. He was a member of the House 
of Representatives from New York for two terms in the pres- 
idency of Theodore Roosevelt, was a founder of and a director 
of the Chamber of Commerce of the United States, and was, 
at the time of his death, one of the oldest members of the 
Maritime Association of the Port of New York. 

C. A. Sullivan has retired as general traffic director for 
the Fisher Body division, General Motors Corporation, Detroit. 
He served for 35 years with the railroads before joining the 
division as traffic manager in 1917. He is 75 years old. Francis 
S. Norton has been appointed general traffic director, succeed- 
ing Mr. Sullivan. ~ 

In announcing, in this column last week, the appointment 

f H. E. Simpson as general passenger manager for the Balti- 
more and Ohio at Baltimore, it was erroneously stated that he 
succeeded W. B. Calloway, who died recently. Mr. Calloway 
is not dead. He retired the first of this year after 26 years 
with the B. & O. and continues to reside in Baltimore. 

Fred K. Prosser, coal traffic manager for the Norfolk and 
Western, has been appointed assistant deputy solid fuel admin- 
istrator for war in the office of the Solid Fuel Administration, 
Washington, D. C. He will continue as coal traffic manager for 
the N. & W. The Norfolk and Western has announced the fol- 
lowing appointments: W. H. Jackson, assistant superintendent, 
Pocahontas division, Bluefield, W. Va., a newly created posi- 
tion; F. E. Taylor, assistant superintendent, Scioto division, 
Portsmouth, O., and A. E. Johnson, terminal trainmaster, Cin- 
cinnati. 

Raymond F. Blosser has been appointed director of infor- 
mation for the Central Railroad of New Jersey at Philadel- 
phia, Pa. 

C. H. Clark has been appointed general western agent for 
the Delaware and Hudson Railroad at Chicago. 

Clifford G. Allen has been elected vice-president, pur- 
chases and stores, of the Akron, Canton & Youngstown Rail- 
road Company which, on February 1, took over from the trus- 
tees, title to the Akron, Canton and Youngstown Railway Com- 
pany and the Northern Ohio Railway Company. 

G. T. Wickstrom has been appointed general purchasing 
agent for the Union Pacific at Omaha, succeeding E. L. Fries, 
who resigned after serving with the company since 1888. A. C. 
— been appointed assistant general purchasing agent at 

maha. 


O. K. Daly has been appointed general agent at Seattle, 


Wash., for the Grand Trunk-Canadian National, succeeding’ 


F. L. Norman, who retired after serving with the railroads 
more than 36 years. 


J. F. Wendland has been appointed traveling freight and 
passenger agent for the Milwaukee Road at Milwaukee, suc- 
ceeding E. A. Bornfleth, who died January 20. 

J. E. Donahue has. been appointed general traffic manager 
at Cleveland for the Pennsylvania Greyhound Lines and Rich- 
mond Greyhound Lines, succeeding L. H. Ristow, who resigned 
to become chairman for the National Bus Traffic Association 
at Chicago. Lloyd R. Higgs has been appointed general traffic 
manager at Cleveland for five operating companies comprising 
the Central Greyhound group—Central Greyhound, Illinois 
Greyhound, New England Greyhound, Canadian Greyhound, 
and Eastern Greyhound Lines of New England. He succeeds 
A. N. Brion, who resigned to serve with the parent company, 
Greyhound Corporation, at Chicago. Mr. Higgs will have juris- 
diction over traffic, advertising, and promotional activities. 
J. V. Murphy has been appointed assistant general traffic man- 
ager for the group at Cleveland. 

_ Harold C. Woodward and R. C. Danielson have been ap- 
pointed traffic manager and assistant traffic manager, respec- 
tively, for the Pillsbury Feed Mills division of the Pjllsbury 
Flour Mill Company, at Clinton, Ia. 

Carl L. Biers, manager, Lyons Transportation Lines, Inc., 
was elected president of the Trucking Federation of the Niag- 
ara Frontier, Inc., at an organization meeting at Buffalo, N. Y., 
January 25. Sherman T. Pilkey, secretary-treasurer, W. H. 
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Pilkey and Sons, Inc., was elected vice-president; Joseph L. 
Downing, president, Thomas J. Downing Sons, Inc., treasurer, 
and Elmer S. Dayer, president, Dye Warehouse, Inc., secretary 
The new federation is an affiliation of a number of organiza- 
tions of truckers presently active in the area. It will concern 
itself with problems of governmental functioning in the war 
and post-war operations of trucks. 

The transportation committee of the Chicago Association 
of Commerce, C. J. Whipple, president, Hibbard, Spencer, 
Bartlett and Company, chairman, has been enlarged by the 
addition of four members. They are: Arthur S. Barrows, pres- 
ident, Sears Roebuck and Company; Wilfred Sykes, president, 
Inland Steel Company; W. A. Patterson, president, United Air 


Lines, and J. M. Symes, vice-president, western region, Penn- 


sylvania Railroad. 

George F. Bauer, traffic analyst for Air Cargo, Inc., will 
speak on “Air Cargo—A New Feature in World Trade” at a 
dinner meeting of the New Britain, Conn., Traffic Association, 
at the Stanley Hotel, New Britain, February 7. 

Frank C. Kugelberg, secretary and export manager, Wil- 
liams Diamond Company, spoke on “Tahiti in War Time” at a 
dinner meeting of the Oakland, Cal., Foreign Trade and Har- 
bor Club, at the Athens Athletic Club, February 3. Ralph 
Boomer, member, will speak on “Yugoslavia,” and Walter Per- 
ker of the club will discuss ‘‘Trade Developments.” 

Frank P. Aughnay has resigned as assistant rate expert 
for the South Dakota Public Utilities Commission to join the 


Watertown, S. D., Chamber of Commerce as traffic commis- 
sioner. 


COMMISSION PRACTITIONERS 
The following have been admitted to practice before the 
Commission: Bates Block, Atlanta, Ga.; Marlin S. Casey, 
Topeka, Kans.; Anthony T. Deddens, Bisbee, Ariz.; M. Robert 
Deo, Escanaba, Mich.; D. G. Grieves, Winner, S. D.; John F. 
McCarthy, Long Beach, 2, Calif.; Owen G. Reichman, Salt Lake 
City, U.; William C. Rhodes, Greeley, Colo.; Bart A. Riley, 


Miami, Fla.; Jesse Bay Robinson, New York, N. Y.; John M. 


Robinson, Charlotte, N. C.; Bernard G. Segal, Philadelphia, 
Pa.; and David Nelson Sutton, West Point, Va. 


Canadian Traffic League 


The Canadian Industrial Traffic League held its annual 
meeting at the Royal York Hotel, Toronto, January 26 and 27. 
Committees were set up to study post-war possibilitiies for 
development of Canadian rail, air, inland waterway, highway, 
and ocean transportation. The committee reports will be sub- 
mitted for correlation to a new post-war transportation com- 
mittee of which George Paul, Swift Canadian, Limited, is chair- 
man. 

At the annual dinner, January 27, John S. Burchmore, 
Chicago, counsel for the National Industrial Traffic League, 
spoke on “A Common Problem under Two Flags” (see Traffic 
World, Jan. 29, p. 289). John B. Keeler, president, and Ed 
Lacey, secretary, N. I. T. L., were guests. 

The following officers were elected: 


President, W. Ferguson, Colgate-Palmolive-Peet Company, Toronto; 
vice-president, W. L. Cunliffe, Standard Brands, Ltd., Montreal; treas- 
urer, H. Blahout, Dunlop Tire and Rubber Goods, Ltd., Toronto; 
acting general secretary, J. Varty, Canadian General Electric Company; 
auditors, D. L. Matthews and T. F. Aust; honorary president, J. E. 
Walsh, Toronto Board of Trade. 


Elected to membership on the executive council were the 
following: 


British Columbia division, H. Johnston, T. Morrison, J. D. Sharp, 
and C. H. Ashdown, all at Vancouver, B. C.; prairie division, F. H. 
Spouse, S. E. Matheson, J. W. Paterson, and H. A. Pascoe, all at 
Winnipeg, Manitoba; Ontario division, C. E. Taylor and F. H. Gore, 
both at Toronto; W. R. Waugh, Hamilton and C. A. Lawton, London, 
Ont.; Quebee division, J. S. Robertson, W. Cunningham, A. V. Madge, 
and Mr. Cunliffe, all at Montreal; maritime division, R. H. Matheson, 
Moncton, New Brunswick; P. J. Legge, Saint John, N. B.; A. T. Par- 
sons, Bathurst, N. B.; J. R. MclIsaac, Sydney, Nova Scotia. 


The maritime division council members were elected “to 
act when the division is formed.’ Chairmen of the other divi- 
sions are: 


A. C. G. Sendey, British Columbia; T. Burns, prairie; J. Ritchie, 
Ontario; F. J. McCann, Quebec. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Truman on T. A. of A. Plan 


Senator Truman, of Missouri, chairman of the Senate’s 
special committee to investigate the war program and member 
of the Senate interstate commerce committee, in an address 
February 1 before the Traffic Club of Baltimore, Md., expressed 
disagreement with the “implication and philosophy” of the 
transport-integration plan of the Transportation Association of 
America, as he understood it, and said that even if the number 
of “competitive” systems were limited to the present number 
of Class I railroads—137—‘“we would be freezing a status quo 
and departing from a fundamental American freedom—the 
freedom of opportunity.” 

This did not mean, he said, that there should be no limit 
on engaging in the business of furnishing a public transporta- 
tion service. He observed that there had been a period in which 
lack of limits and “the abundant enterprise of our forefathers” 
had created more facilities than the business required “and we 
actually got poorer service.” 

He said the Commission “possibly” had gone farther than 
necessary in limiting the field of transport enterprises. 

Regulation and the device of issuing franchises on the 
basis of public convenience and necessity had solved the prob- 
lem of unlimited competition, and he did not advocate doing 
away with that kind of limitation, he said. 

“But this is neither a numerical, nor a static limitation,” 
he continued, “but, in theory, at least, is sufficiently flexible 
so as to assure competition and freedom of opportunity but to 
prevent the chaos, confusion, deterioration of quality of serv- 
ice and even financial losses that attend uncontrolled spring- 
ing up of enterprises offering a public transportation service. 

“I think there is a very serious question as to whether or 
not such limits have not already become too rigid and whether 
we do not need more transportation enterprises, rather than 
less. Congress has delegated a very sweeping power to the 
Interstate Commerce Commission without a detailed definition 
of standards. I simply suggest that possibly the Interstate 
Commerce Commission may have gone farther than necessary 
in discouraging the entry of new blood into the body of our 
transportation system. I can say, however, that we must not 
permit anyone to get the idea that a franchise is simply an 
annuity donated by the public, permitting a life of ease and 
indolence regardless of the service rendered to the public. A 
certificate of convenience and necessity is rather a privilege 
to perform a public service for gain—a two-way proposition. 
When the desire to serve the public ceases—the privilege of re- 
ceiving the reward should cease.” 


Types of Integration 


He said that integration of operation or coordination be- 
tween various modes of transport, through ‘‘such relatively un- 
developed methods as standardized and unit packaging and 
mechanical transshipment,” was one thing, but that integration 
of ownership was another. History ran contrary to the propo- 
sition that improved integration and coordination of modes of 
transport, resulting in better service and lower cost to the 
shipper, could be achieved only through integrated ownership, 
he averred. He did not believe there was assurance that “a 
dictator of a transportation empire” would ever issue an order 
calling for standardization and cooperative action. 

“There are over 750 separate operating railroad corpora- 
tions in the United States,” he said. ‘‘There has long been co- 
operative action between them in the interchange of equipment 
and in through-rates and through-service. Cooperative action 
is, therefore, proved to be workable without integrated owner- 
ship. Such coordination can be extended and improved as to 
the railroads and it can likewise be extended so as to include 
coordination between various modes of transport. It is true 
that in the establishment of joint rates there are many prob- 
lems which are both important and difficult—but they are not 
insoluble. Establishment of such joint rates and regulations 
for operating under fuller coordination between the modes of 
transport must be worked out cooperatively but with the cen- 
tral control and plan of a government agency such as the Inter- 
state Commerce Commission. The reason there must be cen- 
tralized control by a public agency is that unlimited competi- 
tion in the establishment of joint service between modes of 
transport might result in actually defeating the purpose of 
achieving better service at lower cost through competition be- 
cause of the establishment of duplicating and unnecessary 
facilities, beyond the point where the volume of business could 
support them.” 

“Coordinated Service” Devices 


Senator Truman said he believed transportation progress 
would be made through mechanical means or devices adapt- 
able to coordinated service, including unit packaging, stand- 
ardization of packaging and handling procedures, the wide- 
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spread use of mechanical materials handling equipment, such 
as fork lift trucks, tractors, trailers and cranes, mechanical 
means of transshipment between highway, rail and water-borne 
equipment, such as demountable truck bodies and ferrying 
operations. 

Referring to the T. A. of A. proposal for a “limited” num- 
ber of competitive transportation systems, Senator Truman 
said the question was, how limited should the number be. 

“If we limit the number to one,” he said, “we have a 
glorified cartel beyond the wildest dreams of the ‘most rabid 
advocates of monopoly in history. It probably would be only a 
temporary transition to complete nationalization. If we limit the 
number to say four national systems or one system for each 
railroad territory, or two, or three for each territory—we still 
have cartel-monopolies only differing in size.” 

His address included a statement that the Senate commit- 
tee headed by him, known as the Truman committee, had found 
that “the essential soundness and vigor of our transportation 
systems and the wholehearted cooperation of shippers, oper- 
ators and employes had permitted the performance of an almost 
miraculous job of handling an unforeseen transportation burden 


and the overcoming of serious obstacles which had not been 
anticipated.” 


In his discussion of the T. A. of A. transport-integration 
plan, he said: 


We want integration of operation, but we certainly do not want 
that type of integration of ownership which we have witnessed in the 
past of which the Van Sweringen railroad empire was an outstanding 
example. To add trucks, busses, barges and airlines to such an in- 
tegrated system would only multiply abuses and increase the damage 
to the public welfare. 

The reason that I differ with the proposed ‘‘integration’’ of trans- 
portation systems, therefore, is that I believe that that proposal is 
fundamentally based upon the concept that a permanent level or pat- 
tern of transportation has been achieved and it is now simply a ques- 
tion of organizing its structure and distributing its fruits. To me the 
proposal implies the adoption of the cartel theory which in essence 
expounds the view that those who, at one time, either themselves or 
more often their predecessors, made signal contributions to the ad- 
vancement of civilization are, by reason of that fact, entitled to an 
existence in perpetuity at the expense of society in general without 
making any further contributions. 

This proposition I hold to be fundamentally unsound and unattain- 
able no matter how desirable it might appear to be. Perfection is 
always sought but perfection is never actually attained. It seems to 
be the fate of human kind always to be looking towards new horizons. 
Many of you are familiar with the investigation of the special sub- 
committee of the committee on interstate commerce of the Senate, of 
which I had the honor to be vice-chairman, and you will recall that 
shocking disregard of the public interest was exhibited on the part 
of many financial interests who essentially controlled the railroad sys- 
tem. Many of you are also aware of efforts directed at competitors, not 
through furnishing a better service at a lower cost, but to seek by 
artificial means to destroy the competitor or render him impotent. : 

I say that these manifestations of the will to exist are a perversion 
of liberty and that all of us, and especially the Government, must re- 
double our vigilance, our courage and our action to overcome them 
wherever they may be found. 

We have not reached perfection in transportation. Great fields for 
the full play of inventions and ingenuity lie ahead. Many problems 
remain to be solved. The improved service which can be achieved 
through improved coordination of modes of transport and elimination 
of archaic methods staggers the imagination. America is not ready to 
retire. The goal of security and ease is illusory. Our policy must be to 
encourage initiative, not to exclude it. The Government’s function 
should be, not to direct and operate transportation systems either 
itself or through cartels, but rather to police and curb manifestations 
of self-interest which are harmful to growth and progress. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued its rate 
order No. 242, prescribing maximum rates and surcharges for 
transportation of lubricating oil and lubricating grease and of 
asphalt and asphaltum from U. S. Atlantic and Gulf ports to 
Australia and New Zealand. 

The War Shipping Administration has issued its rate order 
No. 243, prescribing maximum rates and surcharges with re- 
spect to transportation of specified commodities from main 
ports of loading in Madagascar to U. S. Atlantic ports. 





SOUTHERN TRUCKERS CLAIM CONFERENCE 


Representatives common carrier truck operators meeting 
at Atlanta, Ga., January 26, organized the Southern Claim Con- 
ference, to handle freight claim and claim prevention matters 
in the area for its members. An invitation to join was extended 
to all truckers in the south. The following officers were elected: 


Chairman, D. W. Bowman, Great Southern Trucking Company, 
Jacksonville, Fla.; vice-chairman, Eleanor Horton, Southern Motor 
Express, Birmingham, Ala.; secretary-treasurer, G. T. Gilbert, Georgia 
Highway Express, Atlanta. 
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OUTSTANDING as its dominance over New York's West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 
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e Lehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 
units may ve leased 


e High safety standards—Jow insurance rates 
e Live steam for manufacturing purposes : 
e Fast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th — West 27th Streets—llth to 13th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street 


TRAINS 


THE MONTHLY MAGAZINE OF RAIL- 
ROADS AND RAILROAD TRAVEL. 
Annual Subscription, $2.50 


Kalmbach Publishing Company 
1027 U. N. N. 7th Street 
Milwaukee 3, Wis. 
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HEN your A i ; are ready, reach for the 
Tel.: CHickering 4-5520 W : revioros shipments ha 


phone. Don’t wait for “routine” afternoon pick-ups. Pack 

as early in the day as possible and ship WHEN READY! That’s the 

way to get the full benefit from Air Express service. It 

avoids end-of-the-day congestion when Airline traffic is 

at its peak. Your shipments move faster, are delivered 
faster. 




































And to cut costs — AIR EXPRESS shipments 
should be packed compactly but securely, 
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A Money-Saving, 
High-Speed Tool 
For Every Business 


As a résult of increased efficiency. developed to meet wartime 
demands, rates have recently been reduced. Shippers nation- 
wide are now saving an average of more than 10% on Air 
Express charges. And Air Express schedules are based on 
“hours”, not days and weeks— with 3-mile-a-minute service 
direct to hundreds of U.S. cities and scores of foreign countries. 
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WRITE TODAY for ‘‘Vision Unlimited” — an informative booklet 
that will stimulate the thinking of every executive. Dept. PR-2, 
Railway Express Agency, 230 Park Ave., New York 17, N. Y. 
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Short Lime Board Meeting 


The board of directors of the American Short Line Rail- 
road Association, at a meeting in Chicago February 4, acted on 
legislative recommendations contained in the Commission’s 
recent annual report (see Traffic World, January 15, p. 163). 
For the most part it approved the adoption by Congress of 
those recommendations. They included the extension of pro- 
visions of the act permitting railroads to extend credit on 
freight charges to cover also express companies; removing 
the requirement that public hearings be held in all railroad 
cases; giving the Commission access to the records of organiza- 
tions of common carriers; revising the transportation of ex- 
plosives act; giving the Commission the same emergency pow- 
ers over motor and water transportation it now has over rail- 
road transportation; revising the standard time act to clarify 
jurisdiction under it; the complete abolishment of land-grant 
rates, and the extension of the provisions of the Elkins act 
to cover motor and water carriers. 

The board disapproved legislative changes, recommended 
by the Commission, which would permit service in investiga- 
tion and ‘suspension cases on only the railroad or agent pub- 
lishing the suspended tariffs without notification to each of 
the participating carriers and would require that such notices 
be served on carrier agents in Washington; would extend the 
Commission’s jurisdiction over records and reports to cover 
non-carrier subsidiaries of railroads, and would change the 
law so as to permit ownership and control of forwarding com- 
panies by railroad officers, employes and agents. 

The board voted to hold the association’s annual meeting 
in Chicago the week of October 22 and empowered the execu- 
tive committee to set the exact date and to make the necessary 
arrangements. It elected Walter I. Gamble, Washington, Idaho 
and Montana Railway, Pacific regional vice-president, to re- 
place W. L. White, who resigned on going into other business, 
and J. N. Wilson, president, Monongahela Connecting Railroad, 
member of the board to replace George Dean, who died. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued statement No. M-550, prepared 
by its Bureau of Transport Economics and Statistics, of tons 
of revenue freight originated and tons terminated in carloads 
by classes of commodities and by geographic areas—Class I 
steam railways—for July, 1943. The statement shows a total 
of 134,182,140 tons of revenue freight originated and 119,733,276 
terminated. As to forwarder traffic, tons originated totaled 
297,246, and tons terminated totaled 326,334. By groups of 
commodities, tonnages originated and terminated, respectively, 
were reported as follows: 

Products of agriculture, 13,335,397 and 14,100,350; animals 
and products, 1,813,824 and 1,857,188; products of mines, 77,- 
040,454 and 60,013,594; products of forests, 6,928,825 and 
taco and manufacture and miscellaneous, 32,679,053 and 
33,394,594. 


GREAT LAKES ORE SHIPMENTS IN 1944 


A quota of 90,000,000 gross tons of iron ore is the total the 
iron and steel transportation industry advisory committee ex- 
pects to be transported over the Great Lakes in 1944, says the 
War Production Board. Although that figure was somewhat 
tentative, since it was too early to compile accurate totals, 
ample ship space was reported by the committee to be available. 
The committee has requested the Office of Defense Transporta- 
tion to relax or eliminate restrictions on lake movement of 
coal in order to permit a free movement of that fuel. With 
respect to manpower the committee said drastic steps must be 
taken to obtain sufficient labor to put all iron and coal boats 
into service at the opening of the navigation season in March. 
Shipment quotas could not be met unless all available bottoms 
were utilized to capacity. 


FRUEHAUF ENLARGES CINCINNATI BRANCH 

The factory branch of the Fruehauf Trailer Company in 
Cincinnati, O., has moved to larger quarters, according to an 
announcement by A. G. Russ, branch manager. The new 
branch is equipped to service all makes of trailers. It covers 
30,000 square feet of floor space and its equipment includes 
lathes, welders, brake relining machines, a paint spray booth, 
and a complete stock of trailer parts. W. B. Lyons, service 
manager, is in charge of trailer maintenance and repair. 


SUPPLY OF MOTOR VEHICLE PARTS 


The War Production Board has announced that, by issu- 
ance of an amendment to its conservation order M-311, it has 
acted to increase the quantity of used automotive parts 
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“urgently required to maintain the nation’s automotive trans. 
portation” by insuring that motor vehicles in wreckers’ yards 
will be dismantled ‘within a reasonable time, so that service- 
able parts are made available for replacements and scrap metal 
goes forward to the steel mills without delay.” Under terms 
of the order, said the W. P. B., any auto wrecker might be 
directed by a W. P. B. order not to purchase or accept delivery 
of additional motor vehicles until he had dismantled a specified 
number then in his yard. The W. P. B. said the order also 
required a purchaser of a used part to turn in a part of simi- 
lar type and size, except in cases in which the part for which 
the replacement was purchased had been consumed in usé 
lost or stolen, or in cases in which the part was ordered by 
telephone, telegram or mail and was shipped to the purchaser, 


COAL TRANSPORTATION 


Solid Fuels Administrator Ickes has announced the ap- 
pointment of Fred K. Prosser, of Roanoke, Va., on leave of 
absence from his position as coal traffic manager of the Nor- 
folk & Western, as assistant deputy solid fuels administrator. 
Mr. Prosser would concentrate on problems relating to coal 
transportation, said Administrator Ickes, adding that Mr. 
Prosser would succeed Fred A. Dawson, of Indianapolis, Ind., 
who has resigned to become superintendent of the Ohio divi- 
sion of the New York Central System, with headquarters in 
Springfield, O. 

According to Mr. Ickes, announcement, Mr. Prosser began 
service with the Norfolk & Western in 1922 as a mine rating 
commissioner, became manager of the railroad’s coal depart- 
ment in 1931 and became its coal traffic manager in 1934. 


ACCESS ROAD CONSTRUCTION 


The House committee on roads has reported favorably a 
bill to increase by $25,000,000 the amount of $260,000,000 pro- 
vided in the defense highway act of 1941 for improvement, 
construction and maintenance of access roads to military and 
naval reservations, to defense industries and defense industry 
sites, and to sources of raw materials. As introduced, the bill 
(H. R. 3912) called for increasing the amount for access roads 
to $290,000,000, but the committee recommended limitation of 
the amount to $285,000,000. The committee report contained 
the text of a letter addressed to the committee chairman, Rep- 
resentative Robinson, of Utah, dated December 13, in which 
it was stated that “communications from the War and Navy 
Departments received about 3 months ago indicated that dur- 
ing the remainder of the fiscal year those departments would 
certify additional access road improvements estimated to cost 
$50,000,000.” 


CHANGES IN DOCKET 


Hearing MC 53515 and Sub. 1, February 1, Fort Worth, Tex., post- 
poned to February 15, Hotel Texas, Fort Worth, Tex., Examiner 
Burroughs. 

Hearing MC 46001, February 3, Brooklyn, N. Y., canceled. 

Hearing |. & S. M-2347, February 4, Boston, Mass., canceled and 
reassigned March 6, Hotel Manger, Boston, Mass., Examiner Parker. 

Hearing |. & S. M-2258, February 5, Des Moines, Ia., canceled. 

Hearing |. & S. M-2345, February 5, Brooklyn, N. Y., cancelled. 


Digest of New Complaints 


No. 29076, International-Stacey Corporation, Columbus, O., 
Coast Line Railroad Co. et al. 

Rates on four eight-ton iron weights, not machined, loaded Jan 
20, 1942, at Delaware, O., consigned to Charleston, S. C., in viola 
tion of sections 1 and 3. Asks cease and desist order, and repa 
tion of $135.69. (Mendel A. Keith, general traffic manager, Interna 
tional-Stacey Corporation, 875 Michigan Ave., Columbus 8, O.) | 

. 29076, Sub. 1, International-Stacey Corporation, Columbus, O., V8 
Atlantic Coast Line Railroad Co. et al. 

Rates on three shipments of cast iron weights, Feb. 2, Feb % 
and Feb. 19, 1942, from Delaware, O., to Charleston, S. C., in viola 
tion of sections 1 and 3. Asks cease and desist order and reparé 
tion of $399.96. (Mendel A. Keith, general traffic manager, InteP § 
national-Stacey Corporation, 875 Michigan. Ave., Columbus 8, 0.) ff 


vs. Atlantic, 


The abstracts of tariff filings, rejections, suspet- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to bt 
sure their tariff files are up-to-date. 
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E. F. Stock, Tr. Mgr., Peoria, Illinois ue 


WARTIME OPPORTUNITIES 


Wartime presents many problems for traffic men— 
greatly increased work, priorities and shortages, 


or 
younger men called to ‘armed service, government “America’s Most Modern Port” 
regulations, etc. But these very problems create op- 


PEORIA-GATE WAY 





egan 
ating portunities for the man whois ready or will get ready 
spart- for them quickly. He can serve better his country and 
34. M r N his company while creating a bigger place for himself 
now and in the post-war adjustment. yy 4 
Our free 48-page booklet on Traffic Management 


tells how you can, in spare time and at moderate cost, 
train for these strategic opportunities as hundreds of 
today’s leaders in carrier and industrial fields have 
done before you. Ask for it—it may prove valuable. 


~ Sa lle P. ort of oLong Weach, 


EXTENSION UNIVERSITY Caltfornia 


A Correspondence Institution 
Dept. 295-T CHICAGO, ILL. 
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Our No. 1 Job just now is, of course, building military Trailers. All 
seven Fruehauf factories are 100 per cent on Government work. 

Our No. 2 Job, which we feel is equally essential—because it helps 
the Home Front maintain the War Front—is keeping your Truck- 


Trailers rolling. 


led and 
rker. 
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Docket of the Commission 





NOTE—lItems m the docket marked with an asterisk (*) have been 
added since the last issue of THE Trarric WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced toe late to show the change in thie 
doehket will be noted eleewhere. 


February 7—Attica, Ind.—Fed. Bldg.—Examiner Prichard: 
Finance 14358—Application of Dulien Steel Products, Inc., and C. A. 
& S., for a certificate permitting abandonment of line of railroad 
extending from Morocco to Veedersburg, Ind. 


February 7—Boston, Mass.—Hotel Manger—Examiner Higgins: 
MC F-2405—J. and A. Rinderman, control; Beacon Fast Freight Co., 
Ine., Purchase, C. L. Hardy. 


February 7—Concord, N. H.—State Com.—Examiner Cantrell: 
MC 48388—J. E. Faltin, Manchester, N. Hamp. 


February 7—Omaha, Neb.—Hotel Fontenelle—Examiner Kephart: 
MC 73381 Sub. 2—Harris Truck Lines, Inc., Omaha, Neb., certificate 
to extend operations. 


February 7—Philadelphia, Pa.—U. S. Ct.—Examiner Wilkins: 
29041—E. I. du Pont de Nemours & Co. vs. C. N. S. & M. et al. 
29041 Sub. 1—E. I. du Pont de Nemours & Co. vs. Indiana Harbor 

Belt et al. 

February 7—Sioux Falis, S. D.—U. S. Ct.—Examiner Disque: 
29038—Sioux Steel Co. vs. A. T. & S. F. et al. 

February 7—Winston-Salem, N. C.—Fed. Bldg.—Examiner Yardley: 
MC 104684—L. Y. Haynes, Mount Airy, N. C., certificate. 

February 8—Concord, N. Hamp.—State Com.—Jt. Bd. 20: 

MC 1961 Sub. 1—O. Levesque, Nashua, N. Hamp., certificate to extend 
operations. 

February 8—Concord, N. Hamp.—State Com.—Jt. Bd. 189: 

MC 104774—H. D. Goddard, Lebanon, N. Hamp., certificate. 

February &—Detroit, Mich.—Hotel Fort Shelby—Examiner Garofolo: 
MC 5655 and MC 33494—Great Central Transport Corp., Detroit, Mich. 

February 8—Harrisburg, Pa.—State Comm.—Examiner Myers: 

MC 9876 Sub. 7—National Transportation Co., Bridgeport, Conn. 
MC 33795—Young’s Motor Freight, New Freedom, Pa. 
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February 8—Omaha, Neb.—Hotel Fontenelle—Jt. Bds. 19 and 138: 
MC 94245 Sub. 1—E. H. Harbour, Humboldt, Neb., certificate to ex- 
tend operations. 
MC 104772—C. E. Roberts, Dunlap, Iowa, certificate. 


February 8—Washington, D. C.—Examiner Cremins: 
* Finance 12950—C. of Ga., reorganization. 


February 8—Winston-Salem, N. C.—Fed. Bldg.—Examiner Yardley: 
MC 30616 Sub. 2—Queen Trucking Company, Inc., North. Wilkesboro, 
N. C., certificate to extend operations. 
MC 30616 Sub. 3—Queen Trucking Co., Inc., 
certificate to extend operations. 


February 9—Albany, N. Y.—Ten Eyck Hotel—Examiner Cantrell; 
MC 71789 Sub. 2—John Manion & Son, Marlboro, N. Y., certificate to 
extend operations. 


February 9—Boston, Mass.—Hotel Lenox—Examiner Wilkins: 
~ FF-126—Knickerbocker Despatch, Inc., New York, N. Y., permit. 


February 9—Louisville, Ky.—Kentucky Hotel—Examiner Fuller: 
1. & S. 5271—Liquefied petroleum gas in south and southwest, 
Fourth Section Appi. 20563—Liquefied petroleum gas from southwest 


February 9—Minneapolis, Minn.—Nicollet Hotel—Examiner Peterson: 
I. an S. M-2357—Fruit, pick-up and delivery rules, in Ill., Minn. and 
s. 
February 9—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 102310 Sub. 1—R. P. Thielen, Portsmouth, Iowa, eertificate to 
extend operations. 
MC 104821—-N. N. Seieroe, Dunlap, Iowa, certificate. 


February 9—Seattle, Wash.—Smith Tower—Dept. of Pub. Serv.: 

* Finance 14419—Application of Oregon-Washington R. R. & Navigation 
Co. and Un. Pac. lessee, for authority to acquire joint possession 
and use of part of American Lake Line of Northern Pacific Ry. 


February 9—Washington, D. C.—Examiners Romero and Eddy: 
Finance 14433—Application of D. L. & W. for authority to issue securi- 
ties and assume obligation and liability. 
Finance 14434—Application of D. L. & W. and N. Y. L. & W. for 
authority to merge latter into former, etc. 
February 9—Winston-Salem, N. C.—Fed. Bldg.—Examiner Yardley: 
MC C-382—R. D. Fowler Motor Lines, Inc., vs. Colonial Motor Freight 
Lines, Inc. 
February 9—Washington, D. C.—Argument: 
Finance 13772 and Finance 13776—A. T. & S. F. abandonment. 
February 10—Brooklyn, N. Y.—Hotel St. George—Examiner Wilkins: 
28953—Netherland Shipping & Trading Committee, as agent of and 
on behalf of Royal Netherlands Government vs. Erie and W. & L. E. 
28959—Products from Sweden, Inc., vs. L. V. et al. 
28958—Products-From-Sweden, Inc., vs. L. V. et al. 
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America’s War Workers 


TO DO YOUR BIT 


Get good wholesome 
food and sound 
sleep at 





Bekins Vanliners are aiding in the transfer of war work- 


ers to vital war production centers. On the highways 


g eC y i} Oo » from border to border and coast to coast, Vanliners will 


continue to deliver the goods right... and on schedule. 
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February 10—Buffalo, N. Y.—Hotel Buffalo—Examiner Higgins: 
* MC F-2341—Clare M. Marshall, Inc., purchase, W. L. Mead. 
February 10—Dallas, Tex.—Baker Hotel—Examiner Disque: 

W-896—Newtex Steamship Corp., common carrier application. 

Fourth Section App!.—20615—Pipe fittings from Ala to Neb. 

February 10—Lansing, Mich.—Hotel Porter—Jt. Bd. 337 and Examiner 
Garofalo: 

MC 49408 Sub. 2—Central Motors Freight Co., Kalamazoo, Mich., cer- 
tificate to extend operations, 

MC 52473 Sub. 2—Lafler Moving Co., Battle Creek, Mich., permit to 
extend operations. 

February 10—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 93: 

MC 104782—Blue Line Express and Transfer, Co., Omaha, Neb., cer 
tificate. 

February 10—Utica, N. Y.—U. S. Ct.—Examiner Cantrell: 

MC 57529 Sub. 1—L. H. Perin, Camden, N. Y., certificate. 

February 10—Winston-Salem, N. C.—Fed. Bldg.—Jt. Bd. 292: 

MC 104492 Sub. 1—Surry Lime & Coal Company, Dobson, N. C.. 
certificate. 

February 11—Allentown, Pa.—Fed. Bldg.—Examiner Prichard: 

Finance 14375—Application of Ironton, and Lehigh Valley and Read- 
ing, joint, lessees, for a certificate permitting abandonment of first 
named company and abandonment of operation by two last named 
companies of Seigerville Branch, in Lehigh County, Pa. 

February 11—Asheville, N. C.—Langren Hotel—Examiner Yardley: 


MC 15610—Acme Transfer Co., Inc., Asheville, N. C., certificate or 
permit. 


February 11—Brooklyn, N. Y.—Hotel St. George—Examiner Wilkins: 
29017—Foreston Coal Co., Inc., et al. vs. Long Island et al. 
February 11—Buffalo, N. Y.—Hotel Buffalo—Examiner Cantrell: 
MC 12282—C. W. Hayes, Buffalo, N. Y., license. 
February 11—Chicago, i!1.—Sherman Hotel—Examiner Colfer: 
1. & S. M-2317—Dairy and packing house products central to eastern 


points, 
February 11—Chicago, II1.—Hotel Sherman—Jt. Bd. 149: 
MC 95170—Chicago Motor Express Terminal, Chicago, Ill., certificate 
or permit. 





Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 aline, minimum 3 lines. Classified display —$15 a column inch.) 

. ime, 3 time, 26 te time. fied display discount rates - 








MOTOR RATE COURSE, using actual tariffs, classification and 
guides. Prepared through cooperation of C. M. F. A. and other bureaus. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Il. 


POSITION WANTED—Man, 45 yrs. old, 25 yrs.’ R. R. experience, 
12 yrs.’ entire charge Short Line Railroad. Knows all departments. 
Desires position Superintendent or Assistant on short line. Anywhere. 
Available at once. Best references. Box 194, Traffic World, Chicago 
address. 


FREIGHT CLAIMS MANAGER. Large motor carrier in Middle At- 
lantic territory. Experience in complete handling of loss and damage 
claims essential, along with ability to promote educational program 
resulting in claim prevention. Furnish details including experience, 


marital status, and salary desired. Traffic World, Box 195, Chicago 
address. 


CARS FOR SALE 
Need Cars for Coal, Coke, Ballast, Etc.? 


The following list has 767 such cars! 


150—Hopper, Double, 50-Ton 

45—Hopper, Side-Discharge, 50-Ton _ 

10—Koppel, Side-Discharge, 24-Yd., 30-Ton 

100—Refrigerator, 40-Ft., 40-Ton 

16—Refrigerator, 36-Ft., 30-Ton 

25—Ballast, Composite, 50-Ton 

150—Box, 36-Ft., 40-Ton; Steel Ends 

25—Dump, Magor, Automatic, 30-Yd., 50-Ton 
6—Dump, Magor, Automatic, 25-Yd., 50-Ton 
8—Dump, Western, Automatic, 27-Yd., 40-Ton 
2—Dump, Western, Automatic, 20-Yd., 40-Ton 
25—Flat, 40-Ft., 40-Ton 

55—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 

180—Tank, 8000-Gallon, 40-Ton and 50-Ton 

Perhaps this list also has some other cars you could use to very 

: beneficial advantage now? 


All cars are priced to sell! 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
‘ANYTHING containing IRON or STEEL" 
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February 11—Erie, Pa.—U. S. Ct.—Examiner Higgins: 
* MC F-2375—W. F. Crossett, control; William F. Crossett, Inc., pur. 
chase, C. A. Chipman and A. W. Shaner. 
February 11—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 198: 
MC 90589 Sub. 1—S, Damon, Big Springs, Neb., certificate to extend 
operations. 
February 11—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 54: 
MC 14664 Sub. 1—K. H. Hughes, Carson, Iowa, certificate to extend 
operations. 
February 12—Asheville, N. C.—Langren Hotel—Jt. Bd. 103: 
MC 7804 Sub. 15—Smith’s Transfer Corp., Lenoir, N. C., certificate 
to extend operations. : 


February 12—Binghamton, N. Y.—U. S. Ct.—Examiner Cantrell: 
MC 104793—L. E. Eiklor, Candor, N. Y., certificate. 


February 12—Chicago, iIl_—Sherman Hotel—Examiner Garofalo: 
MC 104437 Sub. 3—Harper & Martin, Cromwell, Ind., permit to extend 
operations. 


February 12—Cleveland, O.—Hotel Cleveland—Examiner Higgins: 
* MC F-2276—The Greyhound Corp., control, Penn-Ohio Coach Lines Co, 


February 14—Asheville, N. C.—Langren Hotel—Jt. Bd. 103: 


MC 61599 Sub. 50—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 


February 14—Brooklyn, N. Y.—Hotel St. George—Examiner Wilkins: 
FF-121—Porto Rican Express Co., New York, N. Y., permit. 
FF-159—Bernstein Service, New York, N. Y., permit. 


February 14—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 10185 Sub. 2—Empire Moving & Storage Co., Bayonne, N. J.. 
certificate to extend operations. 
February 14—Chicago, II1.—Sherman Hotel—Examiner Garofalo: 
MC 79695 Sub. 5—Steel Transportation Co., Inc., Indiana Harbor, Ind. 
February 14—Fort Worth, Tex.—Texas Hotel—Examiner Disque: 
1. & S. 5263—Cottonseed products, southwest to western states. 


Fourth Section Appl. 20531—Cottonseed products to Mountain Pacific 
Region. 


February 14—Omaha,’ Neb.—Hotel Fontenelle—Examiner Kephart: 


1. & S. M-2336—Cancellation of Commodity rates Omaha to Colo. and 
Wyo. 


1. & S. M-2360—Canned goods, Iowa and Neb., to Colo. points. 
February 15—Boise, Ida.—State Comm.—ZJt. Bds. 81 and 49: 


* MC 88757 Sub. 3—F. H. McClure, Boise, Ida., permit to extend oper- Br 


ations. 
* MC 104434 Sub. 1—Bond & Tennyson, Boise, Ida., certificate. 


February 15—Bristol, Tenn.-Va.—Hotel General Shelby—Jt. Bd. 8: 
MC 61599 Sub. 51—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 


MC 104815—Unicoi County Bus Line, Erwin, Tenn., certificate. 


February 15—Brooklyn, N. Y.—Hotel St. George—Examiner Wilkins: 
1. & S. 5258—Morgain Forwarding Co. pick-up and storage. 
oa Fast Freight, Inc., et al. vs. Central Package Car Co 

et al. 
1. & S. 5257—Forwarder rates New York and St. Louis to Texas. 


—— Motor Freight Bureau vs. Central Package Car Co, 
et al. 


February 15—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 7970—Ansonia Van & Storage Co., Inc., New York, N. Y. 
February 15—Ft. Worth, Tex.—Hotel Texas—Examiner Borroughs: 
MC 53515 and Sub. 1—Highway Transportation Co., Fort Worth. 
* MC C-384—Highway Transportation Co., Motor Carrier Operations 
within Texas, 


February 15—Omaha, Neb.—Hotel Fontenelle—Examiner Kephart: 
1. & S. M-2340—Increases and Restrictions in rates in Middlewest. 


February 15—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Higgins: 
* MC F-2369—K. C. Herriott and A. L. Herriott, purchase, R. G. Bowers 
February 15—Washington, D. C.—Examiner Tyers: 

MC 15735 and Sub. 1—Allied Van Lines, Inc., Chicago, Il. 


February 15—Washington, D. C.—Examiner Johnson: 
1. & S. 5279 and Sup. 1—Deficit rules on watermelons. 
February 15—Wheeling, W. Va.—Post Office Bldg.—Examiner Angle: 
MC 31285 Sub.1—Tower Trucking Co., Inc., Wheeling, W. Va. 
February 16—Bristol, Tenn.-Va.—Hotel General Shelby—Jt. Bd. 373: 
MC 4782 Sub. 1—Smith’s Transfer, Bristol, Va., certificate to exten 
operations. 


February 16—Brooklyn, N. Y.—Hotel St. George—Jt. Bds. 119 and 42: 
MC 103516 Sub. 2—D. L. & W. R. R. Co., New York, N. Y., certificate 
to extend operations. 
MC 104759—J. M. Repko, Moving & Hauling, Trenton, N. J., cer 
tificate. 
February 16—Chicago, I!1.—Sherman Hotel—Jt. Bd. 162: 
MC 16947 Sub. 1—Lincoln Express and Freight Lines, Chicago, IIl. 
February 16—Lincoln, Neb.—State Com.—Jt. Bds. 93 and 139: 
MC 2180 Sub. 34—Burlington Transportation Co., Chicago, IIl., cer 
tificate to extend operations. 
MC 104615 Sub. 1—Farmers Non-Stock Transport Association, Milford. 
Neb., permit. 
MC 2180 Sub. 35—Burlington Transportation Co., Chicago, IIl., cer 
tificate to extend operations. 
February 16—Washington, D. C.—Argument: 
28800—Blytheville Chamber of Commerce et al. vs. A & R et a! 
February 16—Washington, D. C.—Director.Sweet and Examiner Walsh 
Finance 10008—St. L.-S. F. Reorganization. 
February 17—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 18264 Sub. 6—Hartford Transportation Co., Inc., Hartford, Con 
certificate to extend operations. 
MC 104748—Sacks Trucking Co., Brooklyn, N. Y., permit. 
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WAREHOUSE 


pM THE FIRST WEEK'S 


PUBLISHED 


This Section has been designed to provide 

@ traffic and sales managers with con- 
veniently organized information about the 
merchandise and cold storage warehouses in 


the principal distribution centers of the 


country. 


Admission of an advertiser to this Section 
indicates: 


1. That the company operates a warehouse 
that specializes in serving the needs of 
large industrial shippers. 

2. That information is kept up-to-date— 
provision has been made for the correc- 
tion of data each month. 

3. That the advertisers have been carefully 
investigated. 


While every reasonable precaution has 
been taken— including the checking of bank 


A WN D 





tisers in this Section to companies known for 
their integrity, TRAFFIC WORLD assumes no 
responsibility for dealings or service. It 
requests, owever, that any misrepre- 
sentation or unsatisfactory experiences, 
should they arise, be reported. The fact 
that certain warehouses are not listed here is 
no indication that they are not responsible. 

Symbols and Abbreviations: Copy has 
been kept free from any except standard 
abbreviations. Four symbols are used to 
provide a ready reference to the types of 
services offered. 


Merchandise warehouse 
Cold Storage warehouse 


Both a cold storage and merchandise 
warehouse 


Cc OL D 


SECTION. 


ISSUE EACH MONTH 


TRAFFIC WORLD 


STORAGE 


If no address is shown under the heading 
Facilities,” the location of the warehouse is 
the same as that shown for the office. In case 
the facilities consist of several units, the loca. 
tion of each unit is usually shown. 


Insurance rates: The rate shown is the 
lowest charge per $100 per year—100% cov. 
erage unless otherwise specified. 


Floor Load: Indicates range or maximum 
weight capacity in pounds per square foot. 


Use this Guide as an Index to Your 
Warehouse Files: Since this Guide is re. 
stricted to warehouses that specialize in serv- 
ing major shippers, it becomes an automatic 
index to your warehouse reference files. The 
inclusion of basic data in every listing makes 
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and other references—to restrict the adver- 


CALIFORNIA 
LOS ANGELES—Page 2 


California Warehouse Co. 

Metropolitan Warehouse Co. 
sOverland Terminal Whse. Co. 

Star Truck & Warehouse Co. m 

Westland Warehouses, Inc. 


OAKLAND—Page 2 
Howard Terminal 
SAN FRANCISCO—Page 2 


San Francisco Warehouse Co. 


COLORADO 
DENVER—Page 2 
The Weicker Tfr. & Stge. Co. 


DISTRICT OF COLUMB’A 


WASHINGTON—Page 2 
Terminal Refrg. & Whsg. Corp. 
Terminal Stge. Co. of Wash. 


ILLINOIS 


CHICAGO—Pages 2-3 

éCrooks Terminal Warehouses 
Currier-Lee Warehouses, Inc. 
Griswold-Walker-Bateman Co. 
Midland Warehouses, Inc. 
North Pier Terminal Co. 

[| Soo Terminal Warehouse 
Wakem & McLaughlin, Inc. 
Western Warehousing Co. 


INDIANA 


EVANSVILLE—Page 3 
Mead Johnson Terminal Corp. 
FORT WAYNE—Page 3 
Pettit’s Storage Warehouse Co. 
HAMMOND—Page 3 
Great Lakes Warehouse Corp. 
INDIANAPOLIS—Page 3 
Henry Coburn Stge. & Whse. Co. 


Indiana Terminal & Refrigerating Co. 


IOWA 
CEDAR RAPIDS—Page 3 
American Trfr. & Stge. Co. 


WATERLOO—Page 3 
Iowa Warehouse Co. 


KENTUCKY 
LEXINGTON—Page 3 
Union Transfer & Storage Co. 
LOUISVILLE—Page 3 
Louisville Public Warehouse Co. 


LOUISIANA 


“ \ NEWfORLEANS—Page 4 
Commercial Terminal Warehouse Co. 
Standard Warehouse_Co., Inc. 


MARYLAND 
BALTIMORE—Page 4 


Camden Warehouses 
Terminal Whse. Co. of Baltimore 


MASSACHUSETTS 
BOSTON—Page 4 


¢Boston Tidewater Terminal, Inc. 
Hoosac Storage & Warehouse Co. 
¢Merchants Warehouse Co. 


MINNESOTA 
MINNEAPOLIS—Page 4 


ST. PAUL—Page 4 
Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSOURI 


KANSAS CITY—Page 4 
Adams Transfer & Storage Co. 
4Crooks Terminal Warehouses 
Merchandise Warehouses, Inc. 
ST. LOUIS—Page 4 
S. N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 


ELIZABETH—Page 5 
¢Bayway Terminal Corp. 
Lehigh Whse. & Trans. Co., Inc. 
JERSEY CITY—Page 5 
Harborside Warehouse Co., Inc. 


NEWARK—Page 5 
Lehigh Whse. & Trans. Co., Inc. 


¢Newark Tidewater Terminal 





NEW YORK 
BROOKLYN—Page 5 
Lehigh Whse. & Trans. Co., Inc. 
BUFFALO—Page 5 
¢Keystone Warehouse Co. 
The Lederer Term. Whse. Co., Inc. 












Water dock facilities 


Minneapolis Terminal Warehouse Co. 


NEW YORK—Page 5 
Baltimore & Ohio Stores, Inc. 


¢Lincoln Tidewater Terminals 


ROCHESTER—Page 5 
B. R. & P. Warehouse, Inc. 


NORTH CAROLINA 
RALEIGH—Page 5 
Carolina Storage & Distributing Co. 


OHIO 
AKRON—Page 5 
Cotter City View Storage Co. 
CINCINNATI—Page 5 


The Baltimore & Ohio Whse. Co. 
Cincinnati Merchandise Whses., Inc. 
Cincinnati Terminal Warehouses, Inc. 


CLEVELAND—Pages 5-6 


The Lederer Term. Whse. Co. 
National Terminals Corp. 
The Otis Terminal Warehouse Co. 


COLUMBUS—Page 6 
The Columbus Terminal Whse. Co. 
TOLEDO—Page 6 
Great Lakes Terminal Warehouse Co. 


PENNSYLVANIA 
PHILADELPHIA—Page 6 


¢Merchants Warehouse Co. 
Pennsylvania Whsg. & Safe Dep. Co. 
Philadelphia Piers, Inc. 


Terminal Warehouse Co. 
PITTSBURGH—Page 6 
Kirby Transfer & Storage Co. 
SCRANTON—Page 6 
Quackenbush Warehouse Co. 


SOUTH DAKOTA 


SIOUX FALLS—Page 6 
Wilson Storage and Transfer Co. 





DISPLAY ADVERTISERS 


4 See listing in this section—also display advertising in this and other issues. 
¢See display advertising in other issues—no listing in this Section. 


possible effective preliminary selections. 





Geographical Index of Merchandise and Ccld Storage Warehouses Serving Key Distribution Areas 


TENNESSEE 
MEMPHIS—Page 6 


Poston Warehouses 
United Warehouse & Terminal Corp. 


NASHVILLE—Page 6 
Bond, Chadwell Co. 


TEXAS 
DALLAS—Page 6-7 


The Dallas Trans. & Term. Whse. Co. 
Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


HOUSTON—Page 7 


Houston Term. Whse. & C. S. Co. 
Patrick Transfer & Storage Co. 
Universal Terminal Warehouse Co. 


UTAH 
OGDEN—Page 7 
Western Gateway Storage Co. 
SALT LAKE CITY—Page 7 
Security Storage & Commission Co. 


VIRGINIA 
NORFOLK 
¢Norfolk Tidewater Terminals 
RICHMOND—Page 7 
Brooks Transfer & Storage Co., Inc. 
ROANOKE-—Page 7 
Roanoke Public Warehouse 


WASHINGTON 


SEATTLE—Page 7 
Eyres Transfer & Warehouse Co. 


TACOMA—Page 7 
Pacific Stge. Whse. & Dist. Co. 


WISCONSIN 
MILWAUKEE—Page 7 


Hansen Storage Co. 
National Terminals Corp. 
National Warehouse Corp. 


CANADIAN SECTION 


QUEBEC 
MONTREAL—Page 7 


St. Lawrence Warehouse, Inc. 
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WAREHOUSE 


California 
LOS ANGELES, CALIF. 


e e 
California Warehouse Co. 
Established 1915 
W. E. Fessenden * 1428 Wholesale St. 
Owner and Manager Tel.—Trinity 2211 
FACILITIES: 130-000 sq. ft. steel-concrete const. 
Sprinklered throughout. A.D.T. sys. Ins. rate 
1).2e 6 car siding on Santa Fe: free switch. Motor 














a plat. 16 truck capacity. 
SERVICES: Pool car yn I ae Operating own 
delivery pee AE ta and L. A. Harbor. Tem- 
perature controlled basement storage. ice space 
available. Free parking—convenient and non- 
congested district. 

ASSOCIATIONS: A. W. A. Amer. Chain of Whses. 



















LOS ANGELES, CALIF. 
Metropolitan Warehouse Company 


Established 1924 


C. O. Simpson 1340-56 E. Sixth St. 
General Manager Tel.—Trinity 9861 


FACILITIES—270,000 sq. ft.; Fireproof, reinforced 
concrete const.; Sprinkler sys.; A. D. T. alarm 
service. Ins. rate, 11.7. Siding on A. T. & S. F. 
Ry.; capacity, 18 cars; free switching. Motor truck 
platform: capacity, 26 trucks, sheltered. 

SERVICE FEATURES—Pool car distributors. 
Motor transport service available. Space for lease: 
Storage; Offices. 

ASSOCIATIONS—Calif. W. A.: Los Angeles W.A. 


Incorporated 








7 LOS ANGELES, CALIF. 
Overland Terminal Warehouse Co. 


Estalished 1931 


Gordon Ross 
Vice Pres.-Mgr. 


Incorporated 


1807 E. Olympic Blvd. 
Tel.—Trinity 1146 





FACILITIES—426,393 sq. ft.; 


Fireproof, steel and 
concrete const.; Floor load, 250 Ibs.; Sprink.  - 
A. D. T. Ins. rate, 10.8c. Siding on Un. Pac.; 
cap., 25 cars; free switching of competitive traffic. 
Sheltered Motor Plat., 22 truck gt 
SERVICE FEATURES—Bonded: S. Customs. 
Pool car dist. Motor transport ons hg Cool Rooms— 
cheese, dates, nuts (32-40°); other commodities at 
41° up. Candy storage. Display rooms and offices— 
convenient to business district. 
ASSOCIATED with Crooks Terminal Warehouses, 
Inc., Chicago, Kansas City and New Yor 

Watch Display disatdlonmante on 

Inside Front Covers! 




























LOS ANGELES, CALIF. 
Star Truck & Warehouse Company 
1855 Industrial St. 


Established 1892 
* Tel.—Mutual 9141 


E. S. Stanley 

Owner 
TACILET IES 290,000 04, ft.; Fireproof, oy —- 
crete const.; Floor load, 250-600 1 ibs: S Sprink. 
A.D. T.; bw ay Ins. rate, 11.7¢ (90 %) Sidi 
on A. T. & S. F.; free switch. 
SERVICE| FEATURES—Licensed, Calif. R. R. Com. 
Very cool basement for candy, etc. Specialize i in drugs, 
toiletries, canned goods, electrical appliances. Pool 
car dist.; 108 pcs. equipment. Motor term. 
REPRESENTED BY— Distribution Service, Inc. 







LOS ANGELES, CALIF. 


Westland Warehouses, Inc. 
Established 1923 
LeRoy D. Owen * 4814 Loma Vista Ave. 
Vice-President Tel.—Lafayette 1101 
FACILITIES—Prop. leased, 362,668 sq. ft. Fire- 
Wes reinf. conc. Floor load 250 Ibs. Sprinkler. 
Ro cnmen. Ins. Ic per mo. Siding: L. Bigs 
Ry., 68 cars. Free switch.: A. T. & S. F., S. P., U. P. 
and P. E. Truck pot 50 trucks. 
SPECIAL SERVICES—Bonded: Railroads. Pool 
‘arg. Storage and office space lease. Daily mot. trans 
Calif. points. Free pickup. REPRESENT 
BY ce A. Neleon, 38 S. Dearborn 
ASSNS.—A.W.A., C.W.A., DA WAL M. 












PASC. 








- Colorado - 


OAKLAND, CALIF. 


Howard Terminal 
Established 1900 Incorporated 


H. D. Muller, Whse.Mer. DD _ 95 Market St. 
Ww. B. Walton, Whse. Supt. GLencourt 4722 
wine yaphhnay BS owned; Firepf. brick and steel 
const.; max. Id. 550 Ibs.; sprinkler; pvt. watch.; 
A.D.T.; ins. 12 to 23e; sidings * ld AT. &S.F., W. P. 
Ry., Howard T. R y-. 70 y+ free switch; truck plat. 
60 trucks; 4 water docks, 400 ft. a" draft 32 ft. 
SERVICE FACILITIES—U. Cmnsine bonded; 
= car distr.; motor terminal; > thy off. and display 
ce; Consolidated rail and water carloa 

REPRESENTED BY—Howard Terminal, New York. 
MEMBER—A. W. A.; Calif. W. A.;S. F. W. A. 

























AN FRANCISCO, CALIF. 





Incorporated 


San Francisco Warehouse Company 
647 Third St. 


Established 1899 * 
Tel.—Sutter 3461 


Henry F. Hiller 
President 

FACILITIES—(1) Continental Warehouses, 625 

Third St.; 265,000 sq. ft.; Elec. fire detection sys. 

(2) Security Warehouses, Spear & Folsom Sts.; 


60,000 sq. ft. Ins. rate 26c. Fumigation. Railroad 
Sidings. 


SERVICE FEATURES—Pool car distribution. 
REPRESENTED BY—Distribution Service, Inc. 





















DENVER, COLO. 






The Weicker Transfer & Storage Company 


Established 1899 Incorporated 
R. V. Weicker * 1700 Fifteenth St. 
President Tel.—MA 3221 


FACILITIES—250,000 sq. ft. 
construction, sprinkler system. 
Free switching from all railroads. 
SERVICE FEATURES—Merchandise and house- 
hold goods stored—Pool car distribution—Motor 
freight terminal—Statewidemotorfreightservicedaily. 
REPRESENTED BY—Distribution Service, Inc.; 
American Chain of Warehouses. 


ASSOCIATIONS—A.W.A.; Colo. Tir. & Whsemen’s Assn. 


Fireproof and mill 
Insurance rate 9.3c. 










WASHINGTON, D. C. 


Terminal Refrigerating & Warehousing Corp. 
Established 1870 


Jerry P. Johnson he) 4th & D Sts., S. W. 
General Manager Tel. na 9515 
FACILITIES (1p 4th & D Sts., S. W., cold and 
mdse; 260,000 sq. ft. Floor load 450 Ibs. Ins. Mdse. 
33. 3c, cold, 16. P. R. R., 6 cars cap., free swi 
Sou. Ry., C. & O., SAL. A.C.L., R. F.& P.R.R. 
(2) lith & E Sts., cold stge. Floor load 400 
Ibs. Ins. 19.7c. Bex: Sart owned; Brick and conc.; 
alarm; watchman. Cap. 24 trucks. 
SERVICE—Pool cars. 2,500,000 cu. ft. cold stge. 
REPRESENTED BY—American Chain of Whses. 
ASSOCIATION—A. W. A. (Cold and Mdse. Div.) 

























WASHINGTON, D. C. 
The Terminal Storage Company of Washington 
Established 1903 Incorporated 
First & K Sts., N. E. 
W. E. Edgar * Tel.—Metropolitan 
Superintendent 4685 
FACILITIES—10 buildings, 243,000 sq. ft. of which 
130,000 sq. ft. is of fireproof construction. Private 
Watchmen; Floor load 250-600 lbs. Sidings, B. & 
O. R. R.; capacity 20 cars; Motor platform pacity 
30 trucks. 
=. we iain car distributors. Local 
Space for lea: 
ass IATION—A. Ww. A. (Mdse.) 





HICAGO, ILL. 
Currier-Lee Warehouses, Inc. 


Established 1913 . 
W. C. Castle pe 127-473 W. Erie St. 


President Tel.—Superior 9066 


FACILITIES—250,000 sq. ft.; heavy 
A.D.T. S ane alarm; weeeiunte. 
a ™~ s on C. M. St. P. & P., cap. 2 ; 

beg ony motor platf.; Cap. 18 trucks. 
SERVIC” FEATURES—Bonded: State; Licensed, 
U. S. Whse. Act. Pool car dist. Motor freight 
term. = for lease: Storage; Office. Financial 
service. ialize in food products. Cool rooms. 
SSOCIATIONS A.W.A. (Mdse.); Ill. Asso. Mdse. Whsmn. 


joist const. 
‘umigation. 


SECTION 


District of Columbia - 








Illinois Serial Page 371 
CHICAGO, ILL. 


Crooks Terminal Warehouses 


Established 1913 * D Incorporated 


433 W. Harrison St. Tel.—Wabash 4070 
Harry D. Crooks, President 
New York Office 
H. J. Lushbaugh, Mgr. 271 Madison Ave. 


































South Side Warehouses—On the Belt Ry. of Chicago 
adjacent to€the Great Clearing Interchange Freight Yard. 
Facilities 
South Side Warehouses, 5817-5967 W. 65th St. 
Capacity adapted to in-transit storage): 350,000 

Brick, mill and concrete const.; Floor load, 
Sto's00 Ibs.; Sprink. sys.; Ins. rate, 14c. Siding on 
Belt Ry. of ‘Chi.; .; capacity, 60 cars; direct railjwith 
own South Chicago dock. 

Downtown Warehouse, 417-39 W. Steational” St. 
Senty opposite main post office): 100,000 sq. ft.; 
rick and reinforced concrete const.; A Floor | 
bs. Ins. rate, 40c. Siding on C. B. & Q.; capacity 
75 cars. Tunnel connection. 50 truck loading doors. 
Burlington 14th Place Warehouse, 429-49 W. 
14th Pl. (adjacent to downtown district): 90,000 
ft.; Brick and reinforced concrete const.; bee 5 load, 
300 Ibs. Ins. rate, 40c. Siding on C. B. & Q. R 
capacity, 8 cars. 
South Chicago Waterfront Warehouses, 103rd 
St. and Calumet River—West Bank: 60,000 sq. ft.; 
¥: const.; Floor load, 250 Ibs. Siding on Belt R: 
of Chi.; capacity, 50 cars. Water Dock: Cone. 
1500 ft. draft, 20 ft. 


Service Features 
Bonded: U. S. Customs; State. Pool car distributors. 
Motor transport service available. Equipment for 


handling any type of vessel or barge, plus storage 
facilities. LCL trap car service. 





Associations 
A. W. A. (Mdse); Ill. Asso. Mdse. Warehousemen. 


Watch Display Advertisements on 
Inside Front Covers! 







CHICAGO, ILL. 


Griswold-Walker-Bateman Co 


Wellin tes Wall 1525 Newberry Ave. 
ton Walker, Pres. * Tel.—CANal 2770 
= ITIES—Prop. owned. (1) 1530S.SangamonSt.; 
120,000 hes mdse. & 30,000 cu. ft. cold stge. (2) 1524 
S. Peoria 5t.; 150,000 sq. ft. —_. Both whse.; Firepf. 
rein. con. Comin fl. ld. 250 Ilbs.; Sprinkler; son 3 
A.D.T.;ins., 10c; sidingonC. &N. rer C&A. B.&O., 
C.T. Ry. Scars; free switch. ; covered docks, 13 trucks. 
SERVICE FEATURES—Lic. under U.S. Whse. Act; 
5m geg Be U.S. Int. Rev. U.S. Customs; State; pool car 
distr. r. 6 trucks; Stge. and office space. 
de RESENTED BY—Allied Distribution, Inc. 
MEMBER—A. W. A.; Ill. Assn. of Mdse. Whsemen. 



























CHICAGO, ILL. 






Midland Warehouses, Inc. 


10S. Wester Ave. ae_‘ele bed 20 


FACILITIES—1500 S. Western Ave., 570,000 sq. ft. 
concrete steel const.; 1929 W. 43rd St. 132,000 sq. ft. 
brick, mill const.; 1534 S. Western Ave., 67,000 eq. ft. 
brick, mill const. Ins. rates as low as 4c. All with 
ADT Watch. Serv. & Sprinklered. Direct connec. 
all Chicago ‘op Ss og on Chicago Jct. Ry. 

car cal otor Truck Platforms. 
SERVICE FEAT RES—U. S. Cust., State, Priv. 
Bond. Pool car dist. Office & Whse. space to lense. 
LCL freight station on premises. 
MEMBER—Amer. Chain of Warehouses—A. W. A . (Mase.) 





A Wonderful Service 


“You have been and are providing a won- 
derful service. We therefore use Merchan- 
dise Warehouses for the convenience of 
customers for storing excess stocks or bulk 
goods, and for distribution purposes.” 
—Traffic Manager, Owensboro, Ky. 
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CHICAGO, | LL. 


North Pier Terminal 


509 East Illinois Street 
Tel.—Superior 5606 


W. W.H tt S. T. Heft 
Pres.and ae ater. *D Mgr. Whee. Div. 











Distinctive Location—509 East Illinois 
St., 3 blocks to Michigan Ave., 5 blocks to 
Wacker Drive. Frontage also on new Outer 
Drive, address 444 and 445 Lake Shore Drive. 
Office space available—in combination with 
warehouse. 

FACILITIES—1,250,000 square feet mill 
and brick constructed buildings. Sprink- 
lered. Ins. rate 18c. Floor load 335 Ibs. 
34 elevators. C. & N. W. R. R. sidings, 
cap. 125 cars. Free Switch. Truck plats., 
cap. 100 trucks. Water Docks, 2000 feet. 
SERVICE FEATURES—Direct Tunnel 
connection. all RRs. Universal Station in 
building for out of town truck shipments. 
Stevedoring service for cargo freight. Barge 
service New Orleans. 

Space leased—offices, storage and light 
mfg. Gen. storage for spot stocks. Storage 


in transit. Pool car distribution. 
MEMBERS:—A.W.A.; Illinois Asso. Mdse. Whsemn. 














CHICAGO, ILL. 


Soo Terminal Warehouse 
Established 1914 


W. G. Morgan i 519 W. Roosevelt Rd. 
Manager;* Tel.—Canal 5740 
FACILITIES—500,000 sq. ft.; Fireproof, reinf. conc. 
const.; Floor load unlimited. Low insurance rate. 
Siding: Soo Line; free switch, all lines; 50 cars. 
Truck dock, 18 trucks under roof. 
SERVICE FEATURES—Bonded: U. S. Customs, 
State. Pool Pn mperpetion. Candy Storage. Cool 
in summer. ce for lease with office. Free in and 
out freight a. to all trunk lines via tunnel. 
REPRESENTED BY—National Whse. Service. 
ASSOCIATIONS—A. W. A. (Mdse.); I. A. M. W. 
















CHICAGO, ILL. 


Wakem & McLaughlin, Inc. 


Established 1886 
F. E. Berg 


7 225 E. Illinois St. 
Sec’y & Treas. Tel.—Superior 6828 
escent arm 213-235 Illinois St. Mdse. Stg.; 
Customs; Distilled spirits—gov’t storekeeper. (2) 
421-427 E. North Water St. & (3) 352-402 E. North 
Water St. | space. Total space, 500,000 sq. ft. 
Mill const. Sprinkler sys.; A. D. = Watchmen. 
Ins. rate 1534c. Sidings on C. & N. W 

SERVICE FEATURES Licensed, U.S. Whse. Act; 
State. Bonded: U. S. Int'l Rev.; Customs. Bottling 
plant for liquors. Pool car dist. Loans 
ASSOCIATIONS—A. W. A.; IIL. W. A; Chi. C. of C. 








Dependable Warehouses 


Only warehouses with a reputation for 
good service and with financial refer- 
ences are acceptable in the Warehouse Guide 


and for listing on the Distribution Map. 
Because of the care with which the records 


of these warehouses have been checked, 
THE TRAFFIC WORLD recommends 
them unhesitatingly. 





Indiana - lowa - 
CHICAGO, ILL. 


Western Warehousing 
Company 
Established 1880 
E. H. Hagel 


Superintendent 











Incorporated 


323 W. Polk St. 
Tel.— Wabash 6507 


* 

























FACILITIES—600,000 sq. ft. Fireproof, 
steel - brick - concrete construction. Floor 
load, 250-300 lbs. Dry Sprinkler system; 
alarm system; private watchmen. Insur- 
ance rate, 17.7c. Siding on Pennsylvania 
Railroad; capacity 40 cars; free switching 
all Chicago lines. Motor platform, capacity 
100 trucks, all sheltered. 
LOCATION—Adjacent to ‘“‘Loop’’—one 
block from new Chicago Post Office; in the 
heart of the railway terminal and wholesale 
districts. 

SERVICE FEATURES—Bonded, Illinois 
Commerce Commission. Pool car distribu- 
tors. Superior office and storage space for 
lease. Storage restricted to clean merchan- 
dise free from fire hazard. 


ASSOCIATIONS—IIll. Whse. Assn.; Ill. Chamber of 
Com.; Chicago Assn. of Com.; Chicago Traffic Club. 

















EVANSVILLE, IND. 






Mead Johnson Terminal Corporation 


“WHERE WATERWAY—RAILWAY—HIGHWAY MEET” 
Established 1930 *D Incorporated 
J. D. Beeler 1830 West Ohio St. 
Vice-Pres. & Gen. Mgr. Tel.—Dial 7152 
FACILITIES—Property owned; 90,000 sq. ft.; Fire- 
roof, brick-steel-concrete const.; Floor load, no 
limit: Sprink. sys.; A. D. T. Insurance rate, 19.1c. 
Sidings on C. & E. I. and L. & N.; free switch., 
all lines. Water Dock: Lene. $ 800 ft.: draft, 9 ft. 
SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool Car dist. Motor freight terminal. 
REPRESENTED =e Hag og Inc. 
ASSOCIATIONS—Am. W. A. (Mdse.); Ind. W. A. 








FORT WAYNE, IND. 


Pettit’s Storage Warehouse Co. 








Established 1910 
J. N. Pettit *H 414 E. Columbia St. 
Manager (Tel.—A-1108) 


ee ee 50,000 sq. ft., hshid. goods 
50,000 Reinforced concrete construction: floor 
load, 200-300 Ibs. Property owned. Merch. Patrol 


watchmen. Insurance, average 25c. or ca city 
7 cars, N. Y. CastiLR kh.  -amaeae ing. Truc 
dock sheltered—capacity 6 trucks. 

SERVICE FEATURES—Pool car dist. Own cartage. 
REPRESENTED BY—Am. Ch. of Whses. 


ASSOCIATIONS—A.W.A., Mayflower W.A 
State, County and City taxes for 1943, $2.19. 
















HAMMOND, IND. 
Great Lakes Warehouse Corporation 


General Merchandise—Storage and Distribution 






Established 1922 Tel.—Ham’d 3780-81 


E. C. Faure Plummer Ave. & State Line St. 
Vice-Pres. & Mgr. Tel.—Chicago—Ent. 2200 
FACILITIES—150,000 sq. ft.; Fireproof, concrete- 
steel-brick construction. Siding on IHB RR;; located 
within Chicago switching district; capacity, 50 cars 
set. Transit privileges. 

SERVICE FEATURES — Motor terminal on 
ees hourly delivery to Metropolitan Chicago 
and su 


bs. 
ASSOCIATIONS—A.W.A, (C.S. Div.); Ind. Whsmn’s Assn. 
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INDIANAPOLIS, IND. 
Henry Coburn Storage & Warehouse Co. 


Established 1905 Incorporated 


Frank F. Powell, Pres.  _221 W. Georgia St. 
E. E. Harris, V. P. & Mgr. Tel.—Lincoln 6431 
FACILITIES—Property owned: 220,000 ; ee 
Slow burning; sprinkler sys.; alarm sys. in tobacco 
room; watchmen. Ins. rate 14c (80 % clause). Siding 
on Indianapolis Union (Belt) R. R.; capacity 10 
cars; free switching all lines. Motor platform: capac- 
ity 19 trucks—3 sheltered. 

SERVICE FEATURES—Pool car distribution. 
Local Trucking. Space and offices for lease. 
REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A. (Mdse.); Indiana W. A. 























INDIANAPOLIS, IND. 


Indiana Terminal & Refrigerating Co. 
Incorporated Est.1910 240. Pennsylvania St. 
Wm. E. Ready, Sec.-Tr. Tel.—MArket 4361 


FACILITIES—(1) Prop. leased; 260,000 sq. ft. 
mdse.; rein. conc.; min. 250 lbs. sq. ft. fl. load; 
rate 10.4c; P.R.R. 8 cars; (2) Prop. owned; 1,337,000 
cu. ft. cold stge.; brick and mill const.; max. 225 lbs. 
per sq. ft. fl. load; ins. rate I11.1c; on I. U. Ry., 8 cars. 
Both houses; sprinkler, pvt. watchmen, A.D.T.alarm, 
free switch., covered truck docks. 

SERVICE FEATURES—U. S. Cust. bonded. Pool 
car distr. Lease stge., office, display, exhibit space. 
MEMBERS—A.W.A., Assn. Ref. Whse., Indpls. W.A. 





————CEDAR RAPIDS, |lowA——— 
American Transfer & Storage Co. 


Established 1908 Incorporated 
A. G. Keyes i) 401 First St.,S.E. 
Pres. & Gen’l. Mgr. Tel.—21147 
FACILITIES—Prop. leased; 80,000 sq. ft. mdse.’ 


10,000 sq. ft. cold stge.; fire proof mill const.; sprin™ 
kler; A.D.T.; Ins. 20c; siding on C. M. & St. Paul, cap- 
4 cars, free switch.; truck shelter, cap. 6 trucks. Min- 
imum cold storage temperature range 35° above zero. 


SERVICE FEATURES—Pool car distr.; cartage 


service, 8 trucks; Stge. and office space, for lease; 
motor term. in warehouse. 


MEMBER—lIowa W. A. 









WATERLOO, IOWA 


Iowa Warehouse Company 
Established 1916 Incorporated 


R. B. Cass te 821 Mulberry St 
Vice-president Tel .—345-346 
FACILITIES—Owned. (1) 821 Mulberry St. 
Cement block const. Siding on Chi. G. West., ca- 
acity 3 cars. Ins. rate $1.55. (2) 558 Center St. 
Fireproof, brick const. Siding on W. C. F. & N. Ry., 
capacity 4 cars. Ins. rate 56c. Both: 70,000 sq. ft. 
Free switching service. 
SERVICE FEATURES—Complete merchandise 
storage ‘epee Pool car distribution. Motor freight 
terminal. 


MEMBER—National Furniture Whsemen’s Assn. 



































LEXINGTON, KY. 
Union Transfer & Storage Co. 


Established 1919 


O. B. Murphy * Spring & Vine Streets 
Vice-President Tel.—PBX -7030 
FACILITIES—(1) Vine & Spring Sts., fireproof, 
reinforced concrete; Ins. rate 22c. (2) Vine & Merino, 
brick & mill const. Ins. rate 55c. Both: Total floor 
space 100,000 sq. ft. Sidings on L. & N. R. R.; free 
switching. 

SERVICE FEATURES—Pool car distributors. 
Motor transport line, company owned, serving 
Louisville, Cincinnati, Harlan, Middleborough & 
Blue Grass region of Kentucky. 


Incorporated 






~LOUISVILLE, KY. 


Louisville Public Warehouse Co., Inc. 


W. N. Cox * E. H. Bacon 
President Vice-President 
Established 1884 


FACILITIES—944138 sq. ft. for storage of Mer- 
chandise, Household Goods, Tobacco, Distilled 
Spirits—24 Warehouses—Fireproof and slow-burning 
mill—Sprinklered—Conts. Ins. 4.4c to 19.3c per $100. 
SPECIAL FEATURES—Customs and _ Internal 
Revenue Bonded—Pool Car Distribution—Free 
Switching all Lines—Satisfying Customers with 
uperior Service. 

MEMBERS—Anrerican Chain of Warehouses—Dis- 
tribution Service, Inc.—Am. Whse. Ass'n. 
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NEW ORLEANS, LA. MINNEAPOLIS, MINN. 


Commercial Terminal Warehouse Co. 
Established 1925 Incorporated 


E. B. Fontaine * 404 N. Peters St. 
President Tel.—Magnolia 4877 
FACILITIES—100,000 sq. ft.: Slow burning, heavy 


brick and mill const.: Floor load, 250 lbs.: Sprink. 
sys.: Watchmen; Ins. rate, 37c Siding on So. Pac. 


SERVICE FEATURES—Bonded: U. S. Customs: 
State. Pool car dist. Bean cleaning, grading. 
Reconditioning. Billing. Financing. Cartage. 


REPRESENTED BY—Associated Warehouses, Inc. 
































618 Washington Ave. N. 201 Fifth 

















ASSNS.—A.W.A., Minn.-N.W.W.A., Minn. 
Owners Assn. 























NEW ORLEANS, LA. T. PAUL, MINN. 






















0. ° . 
aSt Standard Warehouse Company Midway Terminal Warehouse Co. 
on ‘ Established 1903 Established 1933 Minnesota Transfer 
1 : - :. Gannett * 100 Poydras St. Tel.—Nestor 1811 2295 University Ave. 
ft. Owner Tel.—RAymond 2336 FACILITIES—150,000 sq. ft.; Brick and mill con- 
oad; FACILITIES—100,000 sq. ft. Heavy brick & mill struction; Floor load 250 lbs.; sprinklered; and private 
,000 const. Sprinkler sys., pvt. watchmen. in - rate 27.4c. watchmen. Siding on Minnesota Transfer Railway; 
Ibs. Sheltered motor rail plat., cap. 12 trucks, capacity, 16 cars; les switching all lines. Cartage 
cars. siding on T. & N. O., cap. 9 cars, free switching. service, 25 trucks. Ins. from I6c. (90%). 
arm, SERVICE FEATURES=Customs & State bonded. SERVICE FEATURES—State, U. S. Cust. bond. 
Pool car dist. Depew equi: for coffee; Office and display space. Pool car distr. 
Pool coffee separating & cleaning; bean cleaning & polish- REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
pace ings flour sifting; reconditioning of cargo. derbilt Av., N. Y.; 549 W. Randolph St., Chicago. 
W.A REPRESENTED BY—Geo. W. Perkins, 82 Beaver St., New York City. ASSNS.—U. S. C. of C., A.W.A., Minn.-N.W.W.A., 





ASSOCIATIONS—A. W. A.; New Orleans Mdse. W. A. Minn. Truck Owners Assn. 































BALTIMORE, MD. 
Camden Warehouses 


T. PAUL, MINN. 
St. Paul Terminal Warehouse 


conc. const.; Floor load 25 Ibs. A.D.T. & 
FACILITIES — 4 Units; Property leased: 700,000 
sq. ft. Brick-Concrete-Steel const. A.D.T., Private 
Watchman, Sprinkler. 

LOCATIONS—Camden Station,Henderson’s Wharf, 
Locust Point Piers, B. & O. R. R. 

SERVICE FEATURES—Pool cars. Motor trans- 
port. Direct rail and water connections. Internal 
Revenue and Customs Bonded 


ASSNS.—A. W. A., Md. W. A., Distillers’ Inst. 


Cartage service, 













Minn, Truck Owners Assn. 









BALTIMORE, MD. 
Terminal Warehouse Co. of Baltimore 


KANSAS CITY, MO. 













FACILITIES—6 units. Davis & Pleasant Sts., 
Prop. owned. Bond St., prop. leased. Water dock, 
400 ft. Dft. 25 ft., 500,000 sq. ft. Brick constr. 
Sprinkler. A. D.T. Watchmen. Ins. 2Ic. Siding, 
P. R. R., cap. 40 cars. Truck plat., 40 trucks. 

SERVICE FEATURES—Bonded: Cust. Space and 
off. for lease. Trucks for loc. delvy., pool car. 
REPRESENTED BY—Assoc. Whses., Inc., NEW YORK, 
C, A. Webster, 52 Vanderbilt Ave.; CHICAGO, Clyde 
Phelps, 549 W. Randolph St. A.W.A.; C. of C.U.S. 


FACILITIES—100,000 sq. ft. Fireproof. 





Ins. rate 24c. Siding on KCSRR. Cap. 
Free switch. Truck plat. covered, cap. 30 










Rev., State; Lic., U. S. Whse. Act. Pool c 












KANSAS CITY, MO. 



























BOSTON, caatAST,4- MASS. 


ae Hoosac Storage and Warehouse Co. Merchandise Warehouses, Inc. 
Established 1928 I ted Established 1902 33 Mulberry St. 
70301 | |Howard E. Wemyss yr Lechmere Square] | C3 933 Mulberry 





flerino, Treasurer Tel.—TRO. 9608 
a fiooe FACILITIES—(1) Lechmere Sq-, E. Cambridge, 
..: free ireproof, reinforced concrete; Sprink. sys. Ins. 


rate 18c. (2) Water St., Charlestown (Adj. 
Mystic Terminal Co. docks). Brick const., A. D. , we 
Auto. fire alarm. Ins. rate 2Ilc (90%). Total floor 
space 108,500 sq. ft. Sidings on B. & M. R. R. 
SERVICE FEATURES—Bonded: State; U. S. 
Cust. (No. 2) Pool car dist. Liquor storage (No. 2). 
REPRESENTED BY—New York, Central Dis- 
tribution Bur.; Chicago, National Whsg. Ser. 


butors. 
serving 
ugh & 






















Inc T. LOUIS, MO. 

9 . 

Sacon Referred to Traffic World ST. LOUIS TERMINAL WAREHOUSE CO. 
sident W h e Established 1924 Incorporated 
ii arehouse Section FACILITIES—350,000 sq. ft., reinforced concrete C.J. LaMothe yD 826 Clark Ave. 
ated “Wh . Mo. Pec’ Un. Pec, Wabash & Burlingtons Track FACILITIES ~-200,000 eq. ft. Mdecr Storeges(1) 1000 

° e ° n. ac., a 8. r + ‘a ee. ° . tt. . age, 
or § 100. en | had an occasion to make capacity: 20 cars; Watchman pani and ADT Spruce St., (2) 826 Clark Ave. AIT. pasteeted 


arrangements for storage, I referred 
to this warehouse section.” —Stanley 
J. Srokose, Traffic Manager, Rochester, 
N. Y. 


nternal 
1—Free 
s with 


s—Dis- 








Employees bonded. Stge-in-transit service. 


Minneapolis Terminal Warehouse Co. 


Established 1929 *” Incorporated 


Whee. No.1 (Tel.—MAin 3568) Whee. No. 2 


FACILITIES—200,000 sq. ft.; Fireproof, brick and 
concrete construction; Floor load 250 Ibs.; A. D. T. 
and private watchmen. Sidings on Soo Line; capac- 
ity, 16 cars; free switching all lines. Cartage Serv- 
ice, 50 trucks. Ins. from 16c (90%). Pool car distr. 
SERVICE—State, U.S. Cust. bond. Office space. 

REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. Y.; 549 W. Randolph St., Chicago. 


Established 1916 Incorporated FACILITIES—3 locations: 322,000 sq. ft.; Rein- 
_ oe tee *D ee aig Sta 8th & Locust Sts. * Tel.—Garfield 7551 forced concrete and brick const.; Floor load, 250 lbs. 
Mar. & Freee. Tel. Plaza 0400 FACILITIES—307,000 sq. ft.; Fireproof, brick and Sprink. sys. Ins. rate, 9.4c. Sidings on Un. Pac., 


watchmen, Sidings Soo Line; 26 cars; free switching. 
% trucks, Ins. from |6c (90%). 
SERVICE FEATURES—State, U. S. Cust. bond. 
ce and display space. Pool car distribution. 
REPRESENTED BY=—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. Y.; 549 W. Randolph St., Heo. 
ASSNS.—U. S. C, of C., A.W.A., Minn.-N.W.W.A., 


Famous for “‘SERVICE’’—from Coast to Coast. 







Adams Transfer & Storage Co. 


Established 1893 Incorporated Established 1900 Incorporated 9th & Gratiot Sts. Tel. Main 2910 
C. A. Schauman Davis & Pleasant Sts. D. S. Adams 228 W. 4th St. W. F. Long, G. M. Established 1903 
President *D Tel.—LEX. 8560 Practiiane * Tel.—Victor 0225 FACILITIES—163,000 sq. ft. Heavy mill and brick; 


concrete. Sprinkler, M.D.T. alarm, pvt. watchmen. 


SERVICE FEATURES—Bonded: Customs, Int. 


Stg. & office space for lease. Mot. Transp. ser. & 
fgt. term. Daily overnight service to approx. 4 

towns. In wholse. dist.; near retail dist. & fgt. depots. 
ASSNS—A.W.A.; M.W.A.; Traf. Club; C. of C. 






























protection; Ins. rate: 9.0c. Covered docks and 
tracks. Display room. Cold storage. Office space. 
SERVICE FEATURES—Bonded by Fidelity & De- 
posit Co. of Md. Pool car dist. Reciprocal switch- 
ing. Free drayage on L.C.L. shipments. Fpeqene. 

r. pt. 
ASSOCIATIONS — Kansas City Warehousemen’s 
Association; Missouri Warehousemen’s Association. 
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KANSAS CITY, MO. 


Crooks Terminal Warehouses 
Established 1930 * Incorporated 


A. J. Crooks 1104 Union Avenue 
Vice-Pres. & Gen. Mgr. Tel.—Victor 2404 
New York Office 


H. J. Lushbaugh, Mgr. 271 Madison Ave. 









Ave. N. 











ruck 

























Terminal Warehouse—1 201-09 Union Ave. (U.P.) 















Brokers Warehouse Security Warehouse 
1104 Union Ave. (Frisco) 1405 St. Louis Ave. (M.P.) 









Co. 
















o. Pac. & Frisco R. Rs.; cap., 23 cars; free switch. 
Protected by,A. D. T. Burglar Alarm System. 
SPECIAL SERVICES—Bonded; Licensed, U. S. 
Whs. act; U. S. Customs; State. Pool car dist. 
We operate our own large and efficient fleet of motor 
trucks. Cool rooms—cheese, dates, nuts and dried 
fruits (35° to 60°). Candy Storage. 
ASSOCIATIONS— A. W. A. (Mdse.); Mo. W. A. 


Watch Disploy Advertisements on 
Inside Front Covers! 


Private 






































T. LOUIS, MO. 
S. N. Long Warehouse 

















(1) 1939 S. Vandeventer, Mo. Pac. siding, 22 cars; 
(2) 9th & Gratiot, Term. R. R. siding, 24 cars; rec. 
switch, all lines. Ins. rate, 20c. Sprinkler, ADT 
rotection. Two covered motor docks length of bldg. 
EATURES—Longest established mdse. whse. in St. 
Louis. Licensed. State bonded; pool car distr. Spcl. 
encl. platform. Separate vault space, approved for 
storage Red Label products. 
REPRESENTED BY—Distribution Service, Inc. 
ASSNS.—A. W. A.; Mo. W. A.; St. L. Mdse. W. A.; 
st. C. of GC. 


. reinf. 














8 cars. 
trucks. 




















ar dist. 


































T. LOUIS, MO. 


Rutger St. Warehouse, Inc. 


Established 1920 9 Rutger St. 
Riis WO: see: 
Exec. V.-P. & Treas. 9465-66 
FACILITIES—Mdse. Stg.210,000 sq. ft.; Cold Stg. 
(beer) 8700 cu. ft. Brick-mill constr. Sprink. sys. 
ADT Central Sta. burglar alarm. Ins. rate Be. 
Sidings on Mo. Pac. and Term. R. R. Assn., cap. 14 
cars, free switching. Motor plat., cap. 15 trucks. 
Mississippi River Dock, near Municipal Bridge. 
SERVICE—Bonded: U. S. Cust.; State. Pool car 
dist. Motor freight terminal. Space for lease. 
REPRESENTED BY: Associated Warehouses, Inc. 
ASSNS.—St. L. Mdse. W. A., Mo. W. A., St. L. C. of C. 
















































































Sprinklered. Ins. rates 16c—26c. Term. R. R. 
siding. Free switching. 28 car cap. Sheltered 
poy ely city block es Centrally located in 
wholesale and jobbing district. 

SERVICE FEATURES—State, U. S. Cust. Bonded. 
Pool car dist. Space for lease—office and storage. 
REPRESENTED BY—A. C. of W., Inc. 
MEMBER—A.W.A.; Mo. W. A.; St. Louis C. of C. 
















WAREHOUSE 
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JERSEY CITY, N. J. 
Harborside Warehouse Company, Inc. 


Thirty-Four Exchange Place 
On the Hudson River directly opposite New York City 





Tel.—Bergen 4-6000 ete nt 1933 

R. B. M. Barke, V. P. @D Wee Yok io St. 
lew w 

John J. Mahoney, T. M. Phone: Barclay 7-6600 


FACILITIES—3 units—fireproof, brick and concrete. 
Private siding, Penna. R. R. connec with all roads 
—T ‘50.00 Merchandise Stge.— —Mfg. and office 
24 fe jopeinters automatic fire alarm; 
20-car capacity; Fes 000 
= Cold gy are 9 
. ft.—total 
cu. ft., “ie pone fire 1 ins. eos 
Ge! brine refrigerator poten temp. range 0 to 50° F.; 
cooler room ventilation; ar capac yg 20-truck 
latform; rail siding 16-car Water Dock 
Facilities—waterfront dock 60 draft min. 21 ft.; 
also pier berth 600 ft.; dock oon Soke 25-30 ft. 
SERVICE FEATURES—Free lighterage, Pool car 
distribution. Rental of Office space. Storage-in- 
transit. All perishable products accepted for cold stor- 
age. —_ switc on certain perishable products. 
available. American Export Line 
pve pam ock at piers adjacent to warehouse. Con- 
sign rail shipments to storer c/o ——. Ware- 


house Co., ae City, Pennsylvania R. R. Hender- 

son Street 

ASSNS.—A. Eo St’ge Div.): W. A. Port 
se ax does h.; Com. & 


ob hy ara ene tae of C. 





NEWARK, N. J. 


Lehigh Warehouse & 


Transportation Co., Inc. 





Albert B. Drake, Pres. Established 1919 
Main Office Branch Office 
98-108 Frelinghuysen Ave. *” 829 Newark Ave. 
Newark, N. J. Elizabeth, N. J. 
Bigelow 3-7200 Elizabeth 3-5100 


FACILITIES—NEWARK—250,000 sq. ft. Fire- 
concrete ane steel const.; floor 
A. D. T.; watchmen, Ins. 
rate 6.4c. Siding on Lshigh Valley: and switchi 
to and from Penn. R., capacity 10 cars..Shelte: 
motor platform, capacity 20 truc’ 
ELIZABETH—1,000,000 sq. ft. Fire roof, Rein- 
forced concrete const. Floor load, 250 , sprinkler 
sys.; local alarm sys.; watchmen. Ins. a 8c up to 
16.7c. Siding on Penn. R. R. 30 cars. Sheltered 
motor platform, 30 trucks. 
SERVICE FEATURES—Bonded, Licensed, U. S. 
Act.; U. S. Int. Rev.; U. S. Cust.; State. All 
employees bonded. Pool car distributors. ‘Motor ter- 
minal and transport service; company operated fleet 
of motor trucks Le ey ee area with 
regular delivery service; licensed and bonded trucks 
maintained to transport liquor and imported mer- 
chandise. Special trucks - crews for delivery and 
installation of electric appliances. 
ig og eye ere W.A.; W. A. Port of N. Y.; 
; Chamber of Commerce; N. Y. Traffic 
Chu : ak Traffic Club; N. J. Motor Truck Assn. 
Also see BROOKLYN, N. Y., listing. 









BROOKLYN, N. Y. 


Lehigh Warehouse & 


Transportation Co., Inc. 





184-198 Kent Avenue 
Albert B. Drake Telephone: 
President * ae 





Established 1919 
FACILITIES—250,000 - feet. Fireproof— 


reinfo concrete and s' construction. Floor load 
250 lbs. Sprinkler system. A. D. T. aE 
Insurance rate, 7.2c. Private siding B. E. D. 
R. R., switching to and “+ all lines enteri 
Harboe capacity 40 cars. Sheltered motor pe - 2 
Warr d k facilities for lighters and barges: length 
ater dock facilities for lighters an engt! 
200 feet; draft 15 feet. 


SERVICE FEATURES—U. S. Customs bonded: 
Pool car distributors. Motor yn and transport 
services. Fleet of 22 compan rated motor trucks 
serving metropolitan area try icensed and bonded 
maintai: to transport liquors and impor 

merchandise. Dry storage and temperature controlled 
rooms. 

REPRESENTED BY: American Chain of Ware- 
houses, Inc. 


MEMBER: A. W. A., N. J. W. Port of 
N. Y.; N. Y. Traffic ‘Club; Newerk Trathie Club: 
N. J. Motor Truck Assn. 


Also see NEWARK, N. J., listing. 























































New York - North Carolina 


BUFFALO, N. Y. 
The Lederer Terminal Warehouse Co., Inc. 


Established 1921 %& siTreel.. Jefferson 1120 


124 Niagara Frontier Food Terminal 
Herbert H. Lederer, President 
FACILITIES—60,000 sq. ft. Fireproof, concrete- 
brick const. Private solbein. Sidings on Erie 
and Nickel Plate RRs., cap. 20 cars. Shelt. Motor 
plat., cap. wh. trucks. umidity controlled space. 















REPRESENTED BY—New York City, Frank J. 
Tully, 277 Broadway (Worth 2-0428): ; Cleveland, 
Lederer Terminal (See adv.) ; Chicago, M. H. Finger, 
519 W. Roosevelt Rd. —(Canal 574 749). 










NEW YORK, N. Y. 


Baltimore & Ohio Stores, Inc. 


PIER 21, EAST RIVER 
(On South St. Adjacent Brooklyn Bridge) 
Established 1914 


Irvin W. Mead * Telephone 
Treas. & Mgr. Digby 4-1600 
Area 35,000 sq. ft. (Mill constructed floor). 
SERVICE—Pool car dist. Specialize in handling 
foodstuffs and other high grade commodities. 


For information es warehouses on the Balti- 
more & Ohio —communicate with Irvin 


ASSOCIATIONS—A.W.A.; W.A. Port N.Y.; N.Y.W.A. 











ROCHESTER, N. Y. 
B. R. & P. Warehouse, Inc. 


Established 1914 


U. C. Lockinger *D King & Maple Sts. 
Manager Tel.—Main 3991-92 
FACILITIES—Property owned—100,000 sq. ft. 
Fireproof, built-up concrete const. Sprink, sys., 
watchmen. Ins. 11.8c Siding - B. & O. R. R., ca- 
ong 22 cars, free switching. 1 Rode 9 motor plat- 
, capacity 10 trucks. Bont Spot on N. Y. State 
Barge Canal operated in conjunction with warehouse. 
SERVICE FEATURES — Pool car dist. Motor fgt. 
terminal. Storage & office space for lease. 


ASSOCIATIONS—A. W. A.; Rochester T. & W. A. 









RALEIGH, N. C. 
Carolina Storage & Distributing Co. 


Established 1919 


M. B. Koonce * 324 W. Lane St. 
Operator Telephone—4979 
FACILITIES—32,000 sq. ft. Fireproof, steel, con- 


crete, brick. Ins. rate 72c. Siding on Seaboard Air 
Line, free switching. 


SPECIAL SERVICES—Pool car _ distribution. 
Company operated cartage service—3 trucks. 

REPRESENTED BY—American Chain of Whses. 
ASSOCIATIONS—American Warehousemen’s Assn. 






















AKRON, OHI 
Cotter City View Storage Co. 


Established 1882 Incorporated 
W. Lee Cotter oe 70 Cherry St. 
FACILITIES—2 units, 80. 


President Franklin 3131 
ft. 
brick-steel const. (1) Fl. load 350 ike. 


a areecet, 

A.D.T. alarm 

8 Ins. rate 30c av. Siding on B. < O., a cars. 

ree switching. Truck plat. cap. 4 (2) Fl. load 

0 Ibs. i er sys. Ins. rate 22c. Siding on 

mney , 8 cars. Free switching. Truck plat. cap. 4. |. 

SER ICE FEATURES—Pool car dist., motor frt. 

terminal. Company operated cartage service, 
10 trucks. Stora: . b ace for lease. 

ASSOCIATIONS— wer Whsemns. Assn.; Ohio W.A. 


















INCINNATI, OHI 
The Baltimore and Ohio Warehouse Company 


Incorporated 
Second & Smith Sts. 
Tel.—Parkway 7646 
Stg., 219,000 sq. ft.; cold stg. 








‘gr. ‘ 
FACILITIES— 

000 cu. tone—steel—brick—wood const. 
Sprinkler sys.; ie alarm sys.; watchmen. Direct 
rail connection. 12 large freight elevators. 
SERVICE—Cust. bon Sed. ‘ool car dist., reship- 
ping and C.O.D. collections. Especially adapted to 
~ roducts requiring protection from dampness, dirt, 

t 











or cold. — rooms for stge. chocolate & choc. 
candies, contro ewer & humidity. 
ASSOCIATIONS—A.W. A.; Ohio W. A.; Cin. W. A. 


- Ohio 


INCINNATI, OHI 


Cincinnati Merchandise Warehouses, Inc. 
Established 1851 
Ernest L. Becker 7 West Front St. 
V.-P. & Gen’! Mgr Tel.—Main 4117 
FACILITIES—(1 1-17 E. Front St. Ins. rate, 
25.1c. (2) 7-19 W. Front St.; Ins. rate 33.2c. 
Bo ouses: Total 225,000 sq. ft.; 
-; watchman; 






































vy mill const.; 
Sidings, P. R. R., 
y. Reciprocal switching arrangements. 
SERVICE * FEATU Bonded: U. S. Cust.; 
Pool car distr.; Motor trans. Space for lease. 

0 Repassented ty Mica 
NEW YORK ALLIED DISTRIBUTION INC. cHicaco 
1 WEST 42ND ST. PENN. 6-0968 “SR 1525 NEWBERRY AVE. MON.SS: 





INCINNATI, OHI 


Cincinnati Terminal Warehouses, Inc. 
Established 1924 


Harry Foster 49 Central Ave. 
General Manager Tel.—Parkway 8076 


FACILITIES—Dry stge., 600,000 sq. ft., Cold stge., 
150,000 sq. ft. Fireproof—steel const. S ie 
eve. sk ae agg pee. rate 14\4c. Siding on 
sping. eltered motor platform. 

SERVICE EATU meral; Bonded; Int. 
Rev.; Pool car dist. Drayman. Motor frt. terminal— 
35 lines. Cold seapage. Traffic problems analyzed. 
Storage, office, display s 

MEMBER—A. we (Refr.): Ohio W. A. 


Incorporated 









LEVELAND, OHI 


The Lederer 


Terminal Warehouse Co. 


General Office 


Foot of East Ninth Street 
Telephone—Cherry 5280 


Herbert H. Lederer YD Established 1921 


President Incorporated 


FACILITIES 


East Ninth St. Pier—The East Ninth Street Ware- 
house is located on the lakefront in downtown 
Cleveland with 1,000 ft. of dockage and 20 ft. draft. 
No bridges or ‘other obstructions requiring tug 
service. 72, sq. ft. of cospseet warehouse space 
,000 lb. floor load and A. D. T. Burglar and 


car siding and free switching. ern power 
equipment for handling cargoes of package freight 
and special facilities for passenger and cruise ship 
dockings. Offices and display rooms. 

E. 37th St., Northern Ohio Food Terminal (grocery 
products handled exclusively). 120, sq. ft. Fire- 
proof, concrete const. Private watchmen. 24 car 
siding on Nickel Plate, free switching. Sheltered 
17 truck motor platform. 


1236 Broadway—The Broadway Warehouse has 
humidity controlled space for sugar and other 
hygroscopic merchandise. 90,000 sq. ft. Fireproof, 
concrete-brick const. A. D. T. private watchman. 
5 car Siding on Nickel Plate (connected with main 
freight depot—eliminates cartage). Sheltered 20 truck 
Motor platform. 


1530 Riverbed Ave.—100,000 sq. ft. 





Fireproof, 
concrete-brick-steel const. Private watchmen. 6 car 
siding on Erie. 12 truck Motor platform. 
SERVICE FEATURES—U. S. Customs bonded. 
Pool car distribution. Motor transport service. 
Favorable rates from all docks and piers. 
REPRESENTED BY—New York City, Frank J. 
Tully, 277 Broadway (Worth 2-042 ): Buffalo, 
lerer Terminal (See adv.); Chicago, M. H. Finger, 
519 W. Roosevelt Rd. (Canal 5742). 


ASSOCIATIONS—Am. W. A. (Mdse.); Ohio W. A. 





Information in This Section 
Is Right Up-to-the-Minute 


Changes are made from month to month on 
the information in this section. This gives 
you up-to-the-minute data on the ware 
houses you use and propose to use. Ship- 
pers say that such a service is invaluable 
to them. 
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LEVELAND, OHI 


Pa. ~ So. Dakota ~ 
PHILADELPHIA, PENNA. 



































Nati ] Pennsylvania Warehousing 
“oy pt d Safe Deposit C 

“ os an are epos Oo. 
Terminals Corporation | | csesinea ne72 os Incorporated 
. WwW T. Justi ~4 tnut 
1200 West Ninth Street ey my sist * Tel.—Lombard 3893 
Tel.—Cherry 4170 hae at ty ne = eg ane g — Seg 
ased. J - ~~. a * _ 
A. B. Efroymson €9D F. H. Prusa oad slow burn. Part te se vale Ins. 4c to 64e. 
President Manager Sidings: B. & O., P. R. R., Reading. Cap. 40 cars. 
SERVICE FEATURES—Bonded’ b. S. Cust. Pool 





car. Space and off. for lease. Local delivery serv. 
REP. BY—Am. Chain of Whses., Inc., G. W. Perkins, 
82 Beaver St., New York. A.W.A., P.W.A., W.A. of P. 





















PHILADELPHIA, PENNA. 


Philadelphia Piers, Inc. 


Established 1934 
330 Chestnut St. 
TELEPHONES 


Bell—Lombard 9934 
Keystone—Main 5175 


























FACILITIES: Three units. 1200 W. 9th 
St. 516,000 sq. ft. Cold Storage 1,500,000 
cu. ft. Ins. rate 10.7c. 63-car siding on 
C.C.C. & St.L., free switch. Shel. motor 
plat., 65 trucks. 1150 Main St. 30,000 
sq. ft. Ins. rate 58c. B. & O. 21 car siding, 
no switch. Shel. motor plat., 10 trucks. 
Dock, 500 ft. draft 18 ft., 900 E. 54th St. 
200,000 sq. ft. Ins. rate, 35c. Siding on 
N.Y.C. Shel. motor plat., 9 trucks. Dock, 
500 ft., draft 20 ft. Ali units fireproof, 
watchmen. Modern handling equipment at 
docks. 

SERVICE: Pool car distribution. Space 
for lease: storage, office, light manufactur- 
ing. Cold Storage: fruits, vegetables, meats, 
fish, poultry and dairy products; frozen 
fruits. Complete rail, truck and boat facili- 
ties for dry and cold storage. 









E. W. Stringfieldy Fp 


Gen’l Traffic Mgr. 





Facilities 





Five units. Piers 96, 98, 100 South. 25 acres lumber 
yard adjacent. Open Storage. 1,100,000 sq. ft. 
undercover. Reinforced concrete construction. Floor 
load, 300 lbs. maximum. Part sprinklered. Watch- 
men. Ins. 14.4c to 17.7c. 


















































Siding on Pennsylvania 


R. R., Baltimore and Ohio R. R., Reading R. R. 


Capacity 600 cars. 
draft, 30 ft. 


Water dock, length 1,500 ft., 


Service Features 


General merchandise storage. Storage-in-transit 
privilege on flour, grain products and other commodi- 
ties. Direct car to shipside service at piers. Lighter- 
age and extra handling eliminated. Import, export, 
intercoastal and coastwise commerce handled with 






















































































d 1921] § |MEMBER: A. W. A., Ohio W. A. anh ond emeety- 
uted 

—— PENNA.———. 
i LEVELAND, OHIO PH See ce ENNA 

are- 
nie|| |The OTIS Seevmersied| | aes eae 
t. t. sta blishe ncorporate 
ne tus] | |TERMINAL WAREHOUSE CO.) [e. Vv. D. Sullivan 1 Fairmount Ave. 

]e space : President Tel.—Marret 0160) 
lar and Bernard E. Wosste * 1588 W. Ninth St. FACILITIES—(1) N. E. chr. Front & Brown 
with 20 Manager Tel.—Main 7457-58 
i Sts., and 800 N. Delaware Ave. Fireproof, concrete 
a power FACILITIES—150,000 sq. ft. Fireproof, brick- const. Sprinkler sys., A. D. T., private watchmen. 
_ freight concrete. Sprinkler sys.; auto. fire alarm; watchmen. (2) Eleven other units. Total—ell facilities, 
ise ship Ins. rate, 14.3c. Sidings on N. Y. C. & Big Four 2,940,000 sq. ft. Ins. rates as low as 4c. Sidings on 
op - cars). —_ ae. Docks and siding in Penna. and Reading RRs., free switching. 
g. Downtown Cleveland location. ES—C teal . BAI 
is co SERVICE FEATURES—U. S. Customs bonded. Denied Pool aay diam ee EE. and 
24 car en car Berge y 9 F cagri fy oe. operate trucks for city & suburban deliveries. 
heltered} | | MEMBER_O. W.A. Clee WAT EQ MEMBER—Distribution Service, Inc.; A.W.A.; Penna.W.A. 
se has 
FI other 
ireproot COLUMBUS, OHIO——— ITTSBURGH, PENNA.———, 
itchman " ° 
ith main The Columbus Terminal Warehouse Co. Kirby Transfer & Storage Co. 
20 true Established 1898 Incorporated 
‘ Established 1882 Incorporated| | J. Lee Kirby 2536-54 Smallman St. 
ireproof Tel.—Adams 6239 
ee Ga ‘ Treasurer Tel.—Court 2463 
a FACILITIES—63-83 Terminal Way—100,000 sq. FACILITIES—100,000 sq. ft. Fireproof, reinforced 
bonded. ft.; brick and concrete const. A.D.T. Burglar Alarm concrete. Sprinkler sys., watchmen. Ins. rate 39.1c. 
service. ee a a Alarm. New York Ear ~ — R et capacity 5 cars. Location— 
; , olesale District of City. 

k J FACILITIES—416 Dublin Ave.—125,000 sq. ft.; SERVICE FEATURES—Pool car dist. Motor 
_ 0, brick and concrete const. A.D.T. Burglar Alarm, Truck Service to points within 30 miles of Pitts- 
A es Automatic Sprinkler. C. & O. Railroad siding. Free burgh by own equipment. 

7 Ange |B | Switching. REPTD. BY—Distribution Service, Inc.; Chicago, New York 
io W. A. MEMBER —Allied Distribution, Inc.; Ohio W. A. MEMBER—A.W.A.; Penna. W.A. Mdse. W.A. of Pittsburgh 
eel 


TOLEDO, OHIO———"""""——, 


CRANTON, PENNA. 
Great Lakes Terminal Warehouse Co. 


The Quackenbush Warehouse Co. 






E. s 

LM Ask sn ati 4k) 321-359} Mor 2 9 Established 1894 Incorporated 
V.-P. & Gen’l Mgr. Tel.—Main 4231) A. E. Huber . 219 Vine St. 
FACILITIES—Dry storage, 150,000 sq. ft.; Cold Secretary (Telephone—6111 
storage 2,500,000 cu. ft.; Sprink. sys.; A. D. T FACILITIES—100,000 sq. ft.. Brick-Steel-Wood 


Private Sidings: B. & O. and N. Y. C.; MOTOR 
TRUCK PLAT.; capacity 30 trucks; sheltered. 
SERVICE. FEATURES—U. S. Customs Bonded 
warehouse. Complete warehousing and delivery 
service covering Ohio, Mich. & Ind. 
CAPITAL—Over $1,000,000. References: Any 
Toledo Broker, Jobber, Grocer, Trucker, Bank. 
TOLEDO’S LARGEST, FINEST, RESPONSIBLE WHSE. 


const. Sprink. sys.; A. D. T. Ins. rate 13c. Sidings 
on D. & H. and D. L. & W.; cap. 5 cars. Motor plat’, 
cap. 8 trucks. 

SERVICE FEATURES—Pool car dist. Motor freight 
terminal. R. F. Post, Drayman. 

REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—American Warehousemen’s Assn’ 






























SECTION 


Tenn. - 











Texas Serial Page 375 
—————-SIOUX FALLS, S. D. 
Wilson Storage and Transfer Company 


Established 1930 Incorporated 
R. M. Johnson * 110 No. Reed St. 
Manager Telephone—6543 
FACILITIES—100,000 sq. ft. Fireproof, reinforced 
concrete const. Sprinkler sys.; private watchmen. 
Ins. rate. 26c. Siding on Chi. & N. W., free switch- 
ing. Adjacent Union Truck Depot. 
SERVICE FEATURES—State bonded. Pool car 
dist. Storage and office space for lease. 
WILSON FORWARDING CO. (Owned and op- 
erated by us)—Features coordinated truck & rail 
freight service. Offices in Chicago, St. Louis, Minne- 
apolis, Omaha, Sioux City, Huron and Rapid City. 








MEMPHIS, TENN. 
Poston Warehouses 
W. H. Dearing 


P. O. Box 2562 
General Manager 


671 S. Main St. 

Telephone—8-5134 
FACILITIES—52,000 sq. ft.; mill-brick-concrete 
const. Sprinkler sys.; A. D. T.; Watchmen. Ins. 
rate 12.6c. Sidings on I.C. & St. L. S. W. Rys.; free 
switching. Sheltered Motor plat. 
SERVICE FEATURES—Bonded privately. Pool 
car dist. Local cartage, P. U. & D. service. Storage, 
billing and collections. Office space. 







Established 1895 





















MEMPHIS, TENN. 
United Warehouse & Terminal Corporation 








ss Telephone—S5 -3758 
Established 1930 * 137 E. Calhoun Ave. 
FACILITIES—(1) 137 E. Calhoun Ave.; (2) 138 
St. Paul Ave. 110,500 sq. ft. Brick and mill const. 
Sprinkler sys. Ins. rates (1) 15.2c; (2) 18.7c. Sidings 
on N.C. & St. L. and L. & N. free switching rail and 
barge lines. Sheltered motor platform. 

SERVICE FEATURES—Excellent facilities for Pool 
car dist. Motor frt. term. Office and desk space. 
In center of wholesaling and jobbing dist.—con- 
venient to rail, truck and express depots. 
REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A.; Memphis W. A. 




























NASHVILLE, TENN. 
Bond, Chadwell Co. 


Established 1905 Incorporated 


E. M. Bond ¥%D 1625 Broad St. 
President Telephone—5-4153 
FACILITIES—100-124 First Ave., N. 40,000 sq. ft. 
Fireproof, reinforced concrete. Floor load 250-500 
Ibs. Ins. rate 19.4c. Siding on Tenn. Cent.; cap. 
6 cars; free switching. Sheltered motor plat., cap. 
5 trucks. Water dock: Length 300 ft.; draft 9 ft. 
SERVICE FEATURES—Pool car distribution. Stor- 
age and office space for lease. Located in center of 


ashville wholesale district. 
MEMBER—Am. Chain of Whses.; A. W. A. 







































































DALLAS, TEX. 
The Dallas Transfer & Terminal 
Warehouse Company Inc. 


2nd Unit Santa Fe Bldg. > Established 1875 


Fireproof Warehouse Construction — Minimum 
Insurance Rate—Merchandise and Household Goods 
Storage—Office, Display and Warehouse Space. 


Operators of: H. & N. T. Motor Freight Lines— 
Lone Star Package Car Co.—Dallas & Ft. Worth 
Motor Freight Lines. Agent Allied Van Lines. 

REPRESENTED BY—American Chain of Warehouses 


Sidings on Santa Fe; free switching from all lines. 




































DALLAS, TEX. 
Interstate-Trinity Warehouse Co. 

























Established 1913 Incorporated 
R. E. Abernathy +. 301 N. Market St. 
President Tel.—C-6155 


FACILITIES—Prop. leased; 150,000 sq. ft. Firepf. 
brick and conc. const. Fl. ld. 300 lbs. Sprinklered. 
Pvt. watchmen. A. D. T. Ins. rate 9.35c. On M-K-T., 
6 cars. Free switch. Shit. motor dock. 12 trucks. 
SERVICE FEATURES—State bonded. Pool car. 
Stge. and Off. space for lease. Cartage serv., 21 
trucks. Complete mds. serv. and traffic super. Daily 
receipts ome y shipment reports. Monthly invent. 

REPRESENTED BY—Allied Distribution, Inc. 
MEMBER—A. W. A.; National Furn. Whse. Assn. 

























WAREHOUSE 













Texas Utah - 


DALLAS, TEX.————— 
Koon-McNatt Storage & Transfer Co. 


Serial Page 376 Virginia - Washington - 















Security Storage & Commission Co. 

















Established 1929 Incorporated Established 1905 Incorporated 1906 

O. M. Koon 911 Marion St. H. L. Love 230-40 S. 4th W.St. 
President * or 1100 Cadiz St. Manager * (Tel. Wasatch 6493-4) 

FACILITIES—110,000 sq. ft. Fireproof; brick- 2 


concrete const. Sprinkler. rivate watchman. Insur- 
ance rate 23c. Sidings on Gulf, Colo. & S. F. and 
Frisco RRS. capacity 10 cars. Motor platform, 
capacity 5 trucks. 

SERVICE FEATURES—State bonded. Pool car 
distribution. Motor transport services available. 
Cartage service. Pick-up and delivery service. Air- 
conditioned office space. 






















FACILITIES—Over 70,000 sq. ft. #4 warehouse. 
Brick, heavy construction; sprink. sys., A. D. T. 
Watchmen inside and outside protection: Low insur- 
ance rate, 20c. Siding on D. & R. G. W. R. R. 
Free Switch. Cars on tracks within building, also 
trucks in driveway, sheltered. Loading and unload- 
ing under cover. Space in other buildings or yards 
on lease is. Owners of real property. 
SERVICE—Bonded as requir More than 30 
years’ experience warehousing without a loss to any 
customer. Desk, office or display room for rent. 
Secretarial accommodations. Private parking lot for 
customers. Motor transport available. reight 
terminal adjoining. Largest shi ageing 2 area served. 
FEATURES—Specialize in handling of food prod- 
ucts, storing in transit; pool car distribution. 
REPRESENTED BY: American Chain of Warehouses. 
ASSOCIATIONS: A.W.A.(Mdse.), Utah Whsmn. Assn. 


HOUSTON, TEX. 
Houston Terminal Whse. & Cold Storage Co. 


Established 1926 Incorporated 


T. M. Smith ke) 701 N. San Jacinto St. 
Pres. & Gen. Mgr. Tel.—Preston 7151 
FACILITIES: Dry Stge., 300,000 sq. ft. Cold Stge., 
750,000 cu. ft. Fireproof, reinforced concrete. 
Sprinkler, ADT, watchman. Ins.,—dry stge., 10c; 
cold stge., 16c. Siding on S. Pac. R. R. 

SERVICE FEATURES: Customs bonded. Pool car 
dist. Local cartage. Pvt. parking lot for customers 
& tenants. COLD STGE. temp. range;—10° to 40° 
= ialize in meats, poultry, eggs, fruits, nuts. 

PRESENTED BY: Am. Chain of W Warehouses, Inc. 

MEMBER, S.W.W. & T. Assn., Houston Whsemn’s Assn. 

















HOUSTON, TEX. RICHMOND, VA. 






Patrick Transfer and Storage Co. Brooks Transfer & Storage Co., Inc. 
Established 1900 i Established 1878 
Pluher G. Dorsey «xD PP ws hs ory ows C. Fair Brooks * 1224 W. Broad Street 






Sec.-Treas. Telephone—5-1731 


FACILITIES—(1) 1224 W. Broad St., fireproof; 
(2) North Blvd., slow burning: total floor space, 


FACILITIES—(1) Municipal Dock 4, Turning 
Basin: 250,000 sq. ft.; Concrete const. Sprink. sys.; 
A. D. T.; Watchman. Ins. rate 8c. Siding cap. 72 




















cars; free switch. Sheltered motor plat. Water 80,000 sq. ft. Watchmen. Ins. rate, 42c. Sidings 
Dock; length 500 ft.; — 32 ft. (2) 1117 Vine St.; on R. F. & P.; cap. 13 cars; free switching. 
25,000 sq. ft. Sidin; SERVICE FEATURES—Pool ‘car dist. Motor 








-. 
SERVICE FEATU ES—Bonded: (1) U. S. Cust.; 
State. Pool car dist. Motor transport service. 
Owners Lone Star Package Car Co ouston Div. 
REPRESENTED BY—Associated Warehouses, Inc. 


freight line serving Va. & Eastern Seaboard cities. 
Container service. Space for lease. N.F.W.A.; So. W.A. 
REPRESENTED BY—Brooks Transportation Co. 
in New York, Philadelphia, Lynchburg. 
































ROANOKE, VA.- 


Roanoke Public Warehouse 
Established 1926 


Clem D. Johnston 369 W. Salem Ave. 
Operating Executive Telephone—6207 
FACILITIES—Madse. Stg. 47,000 sq. ft.; Cold stg. 
20,000 cu. ft. Brick-mill const. Sprinkler sys.; fire 
dept. connection; watchmen. Ins. rate 36c. Siding 
on Nor. & West.; cap. 7 cars. Free switching. Shel- 
tered Motor platform, cap. 35 trucks. 

SERVICE FEATURES—Pool car dist. Space for 
lease. Complete whsing. & dist. ser. Operate Roanoke 
Truck Depot serving 45 motor fgt. lines. 
REPRESENTED > “ Chn. of a Myfir. 
ASSOCIATIONS—Am. W. A., So. W. 


HOUSTON, TEX.———— 
Universal Terminal Warehouse Company 


Established 1924 Incorporated 


L. L. Schwecke * 1002-8 Washington Ave. 
Pres. & Gen. Mgr. (Tel.—Preston 2381) 
FACILITIES — 112,000 sq. ft. Fireproof, reinforced 
brick & concrete. Sprinkler sys., A T., watchmen 
Ins. rate, 16c. Siding on So. Pac., cap. 7 cars, free 
switching. Sheltered motor plat., cap. 18 trucks, 
SERVICE FEATURES—Bonded* U. S. Customs. 
State. pin car aap amg — transport service. 
Office and os a for lease. 

REPRESENTE 

ASSOCIATIONS—A. W. A.; S. W. W. & T. A; 
Houston W. & T. A. 



















SEATTLE, WASH. 
Eyres Transfer & Warehouse Co. 








GDEN, UTAH 
Western Gateway Storage Co. 






















Established 1927 Ex Established 1889 > 4 Incorporated 
W. D. Brown 390 Exchange Place ° 
General Manager o rer a ti 199 2203 First Avenue, South 


FACILITIES—Dry Stge. 70,000 sq. ft. 
50,000 cu. ft. Brick-concrete const. 
450 lbs. ADT watchmen. Ins. rate, 39c. Siding 
on Ogden Union Ry.; cap. 9 cars; free switching. 
Sheltered motor platform. Merchandise and cold 
storage warehousing in all branches. 

Operating field warehouses throughout the Inter- 
mountain West. 


Cold Stge. 


Telephone—ELliott 0350 
Floor load, 















FACILITIES—2 company owned units—220,000 sq. 
ft. mdse. storage. Cooler storage. Concrete-steel 
construction. ireproof sprinklers; A.D.T. Floor 
load up to 350 Ibs. Insurance rate, 10.2c as 1), 
11.06c (unit 2). Sidings on Chi., Mil., St. & Pac. 
—10 car capacity—free switching. Sheltered motor 
platform—18 truck capacity. 

BONDED—U. S. Customs; State Liquor Control 
Board. Licensed under U. S. Warehouse Act. 


SERVICE FEATURES—Pool car 
Company operated cartage—50 trucks. 
office space. Expert head 

particularly Alaska. 

REPRESENTED BY—American Chain of Whses. 


MEMBER—A. W. A.; Wash. State W. A. 







Warehouse Section 
Is of Value 














‘The Warehouse Section is of value to 
those who warehouse their products” 
—Traffic Manager, Meat Packing Com- 
pany. 









distribution. 
Storage and 
ling of export shipments— 
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7 SALT LAKE CITY, UTAH———; 
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TACOMA, WASH. 
Pacific Storage Warehouse & Distributing Co., Inc. 


Established 1907 
Matt Newell ow” 18th & Broadway 
President 


Tel.—Main 6191 
FACILITIES—30,000 sq. ft. Brick and mill const. 
Private watchmen. Siding on Nor. Pac. Ry., Ca- 
pacity, 3 cars, free switching. Sheltered motor 
platform, capacity, 6 trucks. 
SERVICE FEATURES—Bonded: State; privately. 
Pool car dist.—shipments handled by rail, motor or 
water. Motor freight terminal—our own motor 
service in connection with warehouse. Space for 
lease—office and storage. 


ASSNS.—A.W.A.; Amer. Ch. Wh.; W. St. W.A. 




















































MILWAUKEE, WIS. 











T. L. Hanson 


4 President 
, 126 N. Jefferson St. 


*D 


Established 1904 rr 
Incorporated Tel. Daly 5770 


FACILITIES—18 warehouses: 436,000 sq. ft. Slow 
burning, mill construction; Floor load, 150-600 lbs.; 
Sprink. sys.; A. D. T.; Watchmen. Ins. rate, 20.7c. 
(min.) 50-Car side track on C. & N. W. Water dock: 
Length, 840 ft.; draft, 22 ft. 

SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool car dist. Motor truck terminal. 
REPRESENTED BY—American Chain of Ware- 
houses, New York. Tel. Plaza 3-1234; Interlake 
Terminals, New York, Tel. Lexington 2-1126. 






































MILWAUKEE, WIS. 


National Terminals Corp. 
Established 1929 Incorporated 


Willis Warren *D 954 S. Water St. 
Manager Tel.—Mitchell 5645 
FACILITIES—80,000 sq. ft. Fireproof, concrete. 
Watchmen. Ins. rate, 3lc. Siding on C. & N. W., 
65 cars. Motor plat., cap. 20 trucks. Water dock, 
Length, 1400 ft., draft 21 ft. 
SERVICE FEATURES—Bonded, U. S. Cust. State. 
Pool car distribution. Automobile handling. Motor 
terminal. Stevedoring. Direct boat service with 
Lake, Atlantic, European ports. 


MEMBER—A. W. A., Wis. W. A. 








MILWAUKEE, WIS. 
National Warehouse Corp. 
531 S. Water St. 


eeent. concrete- 
steel construction. 
Siding C. & N. W., 20 
cars. State Bonded. 
Complete whsing. and 
distribution service. 

Saies Representative: 

Associated Warehouses, Inc. 
A Solid Block of 
Responsible 


Warehousing. 





























*D 































Canadian Section 














The Canadian warehouses listed here have 
been subjected to the same careful in- 
vestigation that assures listing of only those 
warehouses that are known for their integ- 
rity. They merit your complete confidence. 















MONTREAL, CANADA 


SELAWRENCE WAREHOUSE INC. 


3-VAN HORNE AVENUE, MONTREAL, CANADA 
200,000 sq. ft. Fireproof 
onl 


sprinkle Ins. rate 
12%c. 8 car siding on 
c. P Ry. Free switch. 
Services: Canadian Cust. 
Bonded. Pool car dist., 
cartage service. Import & 
Export, Trafic & Cus- 
toms Service. Sales: Frank 
. Tully, 277 Broadway, 
ew York. 
Tel.—Worth 2-0428 
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2 INTERNATIONAL AIR EXPRESS SERVICES 





TO MONTERREY AND MEXICO CITY 
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MERICAN’S new C.O.D. and Collect services on fast air shipments 


to Monterrey and Mexico City further simplify an already easy way 
to transport your goods. And in addition, these services eliminate the 
need for you to tie up your money in shipping charges. As a result, it is 


possible for you to settle more quickly your financial relations with the 





consignee. @ For International Air Express pickup, call Railway Express 


Agency, Azr Express Division. 
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|| "VIA AMERICAN AIRLINES INTERNATIONAL AIR EXPRESS” 


For speed and simplicity, mark shipments to and from Mexico: 


roadway, Your choice of PREPAID - C.O.D. « COLLECT service 
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UNITED STATES RUBBER COMPANY 
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“Our drivers like this plan because f 
of few road delays and minimum 
lost time. We like the ‘U.S.’ Trans- 
portation Maintenance Plan because 
it gives us a true picture of our tire 
cost per unit. This plan has been a 
big help in securing certificates for 
new tires because the O.P.A. appre- 
ciates our recapping and making 
necessary tire repairs before tires 
blow out. It has helped to increase 
our tire mileage.” 


* 


This fleet operator (name on request) reports 
that ‘‘U.S.” Transportation Maintenance 
helps him get more tire mileage, cuts his 
operating costs and most important of all, 
helps save precious rubber. 

Truck drivers like this plan, too, because 
it cuts down lost road time and brings them 
in on schedule. Maintenance men like it 
because it ferrets out causes of tire trouble 
before it happens and gives a day-by-day 
and tire-by-tire record that is complete and 
easy to keep. Truck operators like it becr.use 
it cuts operating cost and provides t).e in- 
formation needed for government reports. 

See your “U.S.” Truck Tire Distributor 
for full details. Phone or write him today. 
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First choice of truck and bus operators who want the most 
tire miles for every certificate they spend. 
aly, 





1230 SIXTH AVENUE + ROCKEFELLER CENTER + NEW YORK 20, N. Y. 





